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SECTION 15-A AND EXCESS EARNINGS 


The railroads, through Alfred P. Thom, general coun- 
sel of the Association of Railway Executives, and other 
witnesses, have made out a strong case, we think, in 
favor of retention of Section 15-A, of the interstate com- 
merce act, without amendment at this time, Mr. Thom 
advanced sound reasons why no change should be made 
in the section now when Chairman Smith and Senator 
Pittman, who have indicated they believed some change 
should be made, raised the question of repealing the sec- 
tion with the exception of paragraph 2 in which Congress 
declared that the railroads should have a fair return. 

The position taken by the railroads carries with it the 
obligation, however, to go along with the whole of Sec- 
tion 15-A and not a part of it. Information has come to 
us from authoritative sources that a number of Class I 
roads are disposed to delay payment of excess earnings 
to the Commission. Such a course, it seems to us, is not 
wise, particularly in view of the plea of the railroads, as a 
whole, that Congress refrain from amending the section 
at this time. The railroads, of course, are entitled to 
protect their rights under the law, but hearty co-opera- 
tion with the Commission in the matter of recovery of 
excess earnings is necessary, unless the railroads desire 
to be put in the position of accepting the part of the 


section that is beneficial to them and of “bucking” the 
rest of it. 


Approximately $540,000 in excess earnings has been paid 
to the Commission. Only one Class I carrier has paid 
excess earnings to date—the Richmond, Fredericksburg 
and Potomac, We are informed that there could be paid 
now some millions of dollars in excess earnings. If the 
Commission’s excess earnings fund should increase to a 
substantial amount in the near future, it would indicate 
that the railYodds were willing to take their medicine 


under the provisions of a law that they contend—and 
rightly so, we think—should not be changed now. 

The recapture provisions of the law have been attacked 
as a joke. Unnecessary delay on the part of the carriers 
in complying with that part of the section will give aid 
and encouragement to those who are urging amendment 
or repeal of the section. Repeal or amendment will be 
hastened if it is established that the railroads that have 
earned excess net railway operating income are deliber- 
ately dilatory in “coming through.” 

The situation is not dissimilar to that existing when 
some eighteen or twenty of the leading railroads joined 
the Dayton-Goose Creek in its fight on the constitutional: 
ity of the recapture clause while, at the same time, lead- 
ing railway executives were urging that Congress keep 
its hands off the transportation act. The Supreme Court 
of the United States has settled the question of constitu- 
tionality by holding the recapture clause valid. The re- 
capture clause is a part of the section that the railroads 


ask be kept in the law without change. The conclusion 
is obvious. 


THE GOMPERS VICTORIES 

Samuel Gompers, president of the American Federation 
of Labor, who, at heart, is a conservative, but who at 
times seems to feel the need of blatant speech, in defini- 
tion and explanation of the “demands” put forth a few 
days ago by his campaign committee, says: “We are 
on the threshold of a great campaign in which it is our 
purpose to carry forward the great victory of two years 
ago.” His reference is to the “success” his campaign 
committee made of its determination in 1922 to defeat 
those who voted for the Esch-Cummins transportation 
bill. Inasmuch as few of those who read his utterances 
ever see real statistics, his talk about the “great victory” 
probably will “go over big” with many persons. 

Frank S. Noxon, secretary of the Railway Business 
Association, three days before Mr. Gonipers put gut his 
grandiloquent proclamation about the campaign of this 
year, sent Chairman Winslow, of the House committee 
on interstate and foreign commerce, statistics that prob- 
ably.would sicken Mr, Gompers if he really thought he 
had won a great v@éctory two years ago when he drew the 
line on those -whovhad voted for the-Esch-Cummins bill. 
Mr. Noxon, obviously without knowing that Mr. Gompers 
was about to sing a paean over the accomplishment of the 
organized labor political campaign committee, showed 
that 209 of those who voted for the bill ran for another 
term and only fourteen, or six_per-cent,-of-thenwesre-de- 
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feated. Of those who voted against the bill, 128 ran for 
another term and forty-six of them were defeated, or 
thirty-five per cent. Mr. Noxon sent those statistics to 
Mr. Winslow so as to satisfy any curiosity Mr, Winslow 
might have as to how voters reacted when the organized 
labor leaders advised the punishment of members of 
Congress for voting as they did. Mr. Noxon gave the 
names of those who ran and designated the states and 
districts in which they ran. Among those who have been 
gloated over by the organized labor leaders as victims of 
theirs, is Atlee Pomerene, of Ohio. The fact that Sen- 
ator Fess, who defeated him, voted for the Esch-Cum- 
mins bill, however, is generally not mentioned. 


GETTING LABOR AND FARMER VOTES 

If anything was needed to prove that Congress con- 
tains at least a large percentage of demagogues, whose 
actions are controlled by what they believe to be their 
political advantage, and that even their ideas of political 
advantage are inconsistent and scrambled, it is furnished 
by the action of the House on the Howell-Barkley rail- 
road labor bill, 194 members having voted to take it out 
of the hands of the interstate and foreign commerce com- 
mittee and consider it on the floor before the committee 
is ready to report on it; and if anything is needed to 
prove that the House contains a majority of these same 
demagogues and is controlled by them, it will be fur- 
nished by the passage of the bill. 

Why do we say this? Is it not possible that a ma- 
jority of the members of the House honestly, after due 
thought, believe that the measure is a wise one and will 
be good for the country? It is not possible. If any of 
them believe that, it is because they have not considered 
or are not capable of considering. A few of them may 
be conscientious in their ignorance, but the majority of 
them care nothing about the right or the wrong of the 
matter. They are after votes, The queer thing about 
it is that they do not even see their inconsistency, or, 
seeing it, do not believe it will be detected by others. 

The same men who are pushing this labor bill are 
the ones responsible for the cry that freight rates on 
agricultural products are too high and must be reduced 
for the benefit of the farmer in the northwest. Anyone 
who knows anything about the transportation problem in 
connection with rates, knows that, with present costs of 
operation, rates, generally speaking, cannot be lowered. 
Everyone knows that such reductions in rates as have 
been made in the last year or so have been made as a 
result of savings in operation costs—largely through a 
reduction in the number of men employed, made possible 
through increased efficiency. Everybody knows that if 
further reductions are to come they must be made pos- 
sible largely, if not wholly, through further savings of 
this kind. Yet here are the demagogues, howling for 
reduced rates and at the same time howling for a law 
that will increase, rather than decrease, operating costs 
by increasing the cost of labor. The mere fact that this 
bill emanates from union labor and is being actively 
pushed by that interest is enough to justify the suspicion 
that it would operate, as we have said, to increase labor 
costs. Labor does not disturb itself to advocate measures 
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that do not mean something to it. Analysis of the bill 
shows how favorable it is to union labor and what results 
from it may be expected. 

So, if these statesmen pass the labor bill and also 
give the farmer what he wants—or what they are pleased 
to say he wants—they damage the railroads and also the 
service that the railroads give the shippers (including the 
farmers) ; if, after passing the labor bill, they adopt a fair 
policy toward the railroads in the matter of rates, then 
they are false to their promises to the farmers to bring 
about lower rates, They are stuck on one horn or the 
other of the dilemma. But they probably do not see that. 
All they see is that they may make themselves popular 
with the farmer by shouting for lower freight rates for 
him and that they may make themselves popular with 
the laboring man by voting for the kind of legislation 
he wants. They see no day of reckoning in the future, 
and, for that matter, it might never come, so far as the 
public is concerned. But in the minds of all thinking, 
reasoning men, they stand in danger of conviction of 
insincerity or ignorance, or both, 

Chairman Winslow, of the House committee having 
the labor bill in charge, had the situation pretty well 
sized up when he said to the House: “We are being 
attacked and bullyragged all over this land for being a 
bunch of no-goods, and if anything on earth will prove 
it, it will be the adoption of the proposed plan of pro- 
cedure.” He was speaking of the plan to take the bill 
out of the hands of the committee. The plan has suc- 
ceeded and, therefore, in Mr. Winslow’s opinion, it has 
been proved that the House is a “bunch of no-goods.” 
We do not go quite so far as he does in condemning his 
associates. They have only so far aroused a strong sus- 
picion in our minds that they are a “bunch of no-goods.” 
Wiser counsel may yet prevail and the bill fail to pass. 
Whether it passes or not, the vote on it will, of course, 
prove that there is a large percentage of “no-goods” in 
the House, but if it does not pass judgment may at least 
be suspended on those who do not vote for it—that is, 
on the majority, 


RECOVERY OF EXCESS EARNINGS 


The Trafic World Washington Bureau 

The Commission has set for hearing in June and July the 
cases of a number of railroads with respect to recapture of 
excess earnings. The roads involved were selected with the 
end in view of developing the principal questions involved in 
the matter of recapture of excess earnings. 

The case of the Lehigh & New England, the only Class I 
road involved in the hearings, will be taken up before Charles 
D. Mahaffie, director of the Bureau of Finance, July 14. This 
road, it is understood, shows an excess based on the book in- 
vestment but contends the value of its property should be greater 
than the book investment. 

Hearing in the case of the Dayton-Goose Creek, the carrier 
that instituted the suit involving constitutionality of the re- 
capture clause, will be held June 23. This carrier has paid 
approximately $40,000 in excess earnings for 1920, 1921 and 1922. 
It is understood the carrier favors a hearing on the question 
of the value of its property. 

Other cases set for hearing are as follows: Ligonier Valley 
Railroad Company, July 7; Cornwall Railroad Company, June 
16; Genesee & Wyoming Railroad Company, June 12; Indiana 
Northern Railway Company, June 30; and Buffalo & Susque- 
hanna Railroad Corporation, June 26. 

All the carriers named reported excess earnings except the 
Ligonier Valley, the Buffalo & Susquehanna, and the Lehigh & 
New England. The latter road reported excess earnings for the 
period September 1 to December 31, 1920, but for no other 


period since 1920. 
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The Dayton-Goose Creek reported excess earnings of $9,- 
926.40 for the period March 1 to December 31, 1920; $21,327.28 
for 1921, and $49,153.37 for 1922. 

The amount of excess of the Indiana Northern was not 
stated. The Genesee & Wyoming reported an excess of $93,031.16 
for 1920; $110,288.12 for 1921, and $200,140.25 for 1922. The 


Cornwall reported an excess of $85,478.33 for 1920 and $20,051.64 
for 1922. 


LC. C. WAGE STATISTICS 


In its summary of wage statistics of Class I roads for Feb- 
ruary, the bureau of statistics of the Commission said: 


The number of employes reported by /Class I railroads for 
February, 1924, was 1,753,289, an increase of 3,362, or 0.2 per cent, 
over the number reported for the previous month. Compared 
with the returns for the same month last year, the summary for 
February, 1924, shows a decrease of 1.7 per cent in the number 
of employes and a decrease of 1.6 per cent in the number of 
hours reported; but owing principally to an increase in the 
average hourly earnings, the total compensation shows an in- 
crease of 0.2 per cent. 


The monthly earnings, by groups, were as follows: 


Monthly Earnings of . 
Employes Reported Employes Reported 
on Daily Basis. on Hourly Basis. 
February, February, February, February, 
Group. 1924. 1923. 1924. 1923. 
Executives, officials and 
staff assistants....... $434 $423 eee rae 
Professional, clerical and 
Sr 181 176 $120 - $115 
Maintenance of way and 
SO -  widivb 4.000: 240 238 87 81 
Maintenance of equip- 
ment and stores...... 244 242 118 118 
Transportation (other 
than =_—i train, engine 
Ane Pere) ies. 97 93 118 112 
Transportation (yard- 
masters, switch tend- 


ers and hostlers)..... 254 254 . , 381 141 
Transportation (train 
and engine service)... ... nes 184 183 


Increases or decreases in the number of employes, by groups, 
February, 1924, compared with previous month and with Febru- 
ary, 1923: 

February, 1924, - 
Compared with 








January, February, 
Group. 1924 1923. 
Executives, officials and staff assistants..... *28 78 
Professional, clerical and general............ *745 2,863 
Maintenance of way and structures.......... *701 *8,822 
Maintenance of equipment and stores......... *3,159 *34,213 
Transportation (other than train, engine and 
IE ia hind tn, ot clara die 2 BOs 9 ereiehe ain 8 «0.4: oho 2,038 *1,537 
Transportation (yardmasters, switch tenders 
NN I TP er PP eee *19 *571 
Transportation (train and engine service).... 5,976 *5,708 
Net increase or decrease.................. 3,362 *30,266 
*Decrease. 


A comparison of the number of employes and their compen- 
sation, by months, follows: 


CLASS I STEAM ROADS. 


Month. Number Total 

of Employes. Compensation. 
ICS OER. in cc ececnccvecavewed >. 1,783,555 $230,416,541 
REI» orien 6. “che allan 00 Gk wee ooe 1,816,479 255,447,764 
Ce os 06 sb 6 cdc Uae CRE CO Se ew RR 1,843,652 245,874,117 
EE 45 an, wig Sra athe oo OCU whee do ear 1,896,219 259,679,263 
I ee tae bee ee ee 1,933,929 259,127,789 
Ee UE Dine 025 5 dctuicle, 0 b.dS-b0-bc0 datdbelee.c 1,954,687 261,805,549 
i I vec vetclicnn en oils ste aarcipie iso. 1,973,505 270,187,583 
MN no cee ccc ces 1,945,917 255,217,197 
EE MT aces. oale onvyWiainesd ¢eadse ax 1,936,494 271,005,542 
nk. kw tA asen « Sbke.eea 1,899,545 249,686,024 
MI ROG icc oi cc caccc es ccacetee 1,793,779 234,662,008 
ON ON a ek. See i EEL. ee 1,749,927 239,550,251 
PUNE st ROBAN) ivoort% . é.Gass Ose K wt eds o 1,753,289 230,915,026 


ORGANIZED LABOR AND RAILROADS 


The American Federation of Labor this week issued a 
statement which it characterized as “the first big gun of its 
1924 political battle.” The declaration contains “twelve enum- 
erated demands and it is issued by the executive committee 
of the A. F. of L. National Non-Partisan Political Campaiga 


Committee.” Two of the “demands,” relating to labor injunc- 
tions and railroads, follow: 


Labor injunctions—Labor demands final and complete abolition 
of the power of courts to issue injunctions in labor disputes under 
circumstances where no injunctions would lie if no_labor disputes 
were in existence. It must be made impossible for Judges to issue 
injunctions commanding the doing of things which it is lawful to 
refuse to do and forbidding the doing of things which it is lawful 
to do. The injunction issue is one of the utmost importance. Rights 
guaranteed by the constitution of the United States have been set 
aside at will in scores and hundreds of cases through the use of 
the injunction. Issuance of injunctions is judicial repudiation of 
democracy and of the rights of man, an assertion of unsupported, 
unwarranted and intolerable judicial autocracy. 

Railroads—The Railroad Labor Board established by the Esch- 
Cummins act has proven a failure and has resulted only in dis- 
harmony and destructiveness. It must be repealed and the practice 
of voluntary negotiation and co-operation between railroad manage- 
ment and railroad employes must be restored. The American Fed- 
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eration of Labor and the bona fide organizations representing railway 
workers have caused to have introduced in Congress a measure which 
provides a plan of voluntary arbitration and conciliation. This meas- 
ure is intended to supplant coercion and restriction with co-operation 
and encouragement in the development of better relations and con- 
sequent better railroad service for the whole country. 


“By these demands,” said President Gompers, who is chair- 
man of the committee, “platforms, men and parties will be 
measured in the impending struggle. 

“We are on the threshold of a great campaign in which 
it is our purpose to carry forward the great victories of two 
years ago. We have witnessed evelations that stagger the 
imagination and we have seen the representatives of reaction 
and special privilege fighting to protect the enemies of the 
public welfare. We have seen a continuance of their efforts 
to block and kill progressive, constructive legislation. More 
men must come into office who will serve the people faithfully 
and who will not be turned aside from the path of public duty.” 


MARCH RAILWAY EARNINGS 


Class I railroads representing a total mileage of 235,707 
miles had total operating revenues of $505,124,921 in March, 
according to reports for the month compiled by the Bureau of 
Railway Economics from returns filed by the carriers with the 
Commission. This was a decrease of $30,701,470, or 5.7 per 
cent, under the same month last year. Operating expenses 
totaled $390,273,909, a decrease of $27,653,080, or 6.6 per cent, 


under those for the same month last year. Continuing, the 
bureau said: 


The net operating income for March amounted to $80,239,885 
compared with $84,124,312 in March last year. In February, 1924, the 
net operating income was $71,191,664. 

The net operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals but before in- 
terest and other fixed charges are paid. 

For the first three months this year, Class I railroads had a 
net operating income of $202,776,047 which was at the annual rate 
of return of 4.61 per cent on their property investment, compared 
with $184,603,374 for the same period in 1923, or 4.56 per cent. The 
corresponding rate of return on property investment during the 
first three months of 1924 was 5.28 per cent in the Eastern District, 
5.60 per cent in the Southern District, and 3.57 per cent in the 
Western District. 

Earnings by sub-districts for the first three months with the 
per centage of return on property investment, on an annual basis, 
in each district follows: 

New England Region, $7,980,526, 5.16 per cent; Great Lakes Region, 
$39,682,741, 5.76 per cent; Central Eastern Region, $39,922,842, 4.83 
per cent; Pocahontas Region, $10,836,735, 5.58 per cent; Southern 
Region, $38,643,399, 5.60 per cent; Northwestern Region, $14,627,059, 
2.56 per cent; Centralwestern Region, $34,829,566, 4.19 per cent; South- 
western Region, $16,253,179, 3.70 per cent; for United States as a whole, 
$202,776,047, 4.61 per cent. 

Thirty-four carriers operated at a loss in March, of which eleven 
were in the Eastern District and twenty-three in the Western District. 
In February, thirty roads had operating deficits. 

Complete reports show the railroads in the Eastern District had 
a net operating incOme in March of $40,886,984, compared with a net 
operating income in March last year of $44,632,054. Freight traffic 
in the Eastern District in March, according to incomplete reports, 
was 7.9 per cent under the corresponding period the year before. Op- 
erating revenues of the Eastern carriers totaled $257,702,309, a de- 
crease of 6.5 per cent under March last year, while operating ex- 
penses amounted to $200,224,793, a decrease of 6.7 per cent unde! 
March, 1923. Class I carriers in the Eastern District earned during 
January, February and March this year $98,422,844 of net operating 
or gyn compared with $87,336,000 during the corresponding period 
ast year. 

Carriers in the Southern District in March had a net operating in- 
come of $14,477,947, compared with $14,525,895 in March last year. 
Freight traffic on the Southern roads decreased 7.2 per cent under the 
same month last year. Operating revenues of the Southern roads 
in March amounted to $70,893,078, a decrease of 3.4 per cent under 
the same month last year, while operating expenses totaled $52,054,780, 
a decrease of 4.3 per cent compared with March one year ago. The 
net operating income for the Class I carriers in the Southern Dis- 
trict for January, February and March this year totaled $38,643,399 
compared with $37,442,232 during the same period last year. j 

Carriers in the Western District had a net operating income In 
March of $24,874,954, compared with $24,966,363 for the same month 
last year. Freight traffic in the Western Distrcit showed a decrease 
of approximately 6.6 per cent under March last year. Operating reve- 
nues of the Western carriers totaled $176,529,534, a decrease of 5.5 
per cent under March, 1923, while their operating expenses amounted 
to $137,994,336 or a decrease of 7.4 per cent. Class I-carriers in the 
Western District in January, February and March had a net operat- 
ing income of $65,709,804, compared with $59,825,117 during the same 
period one year ago. 


The bureau’s statement this month omitted the perceatage 
of return earned by the carriers in March. Heretofore the 
bureau has figured the percentage of return on an annual tasis. 
It is understood the bureau hereafter will not figure the Dei- 
centage of return on the tentative valuation of the railroads 
brought down to date by adding thereto additions and vetter- 
ments. The percentage of return on the property investment 
is given for the three months ended with March. 


TELEPHONE CONSOLIDATION 


The Commission has authorized the Tuscarawas County 
Telephone Company of Ohio to acquire certain properties of the 
Ohio Bell Telephone Company ‘and has authorized the latter 
company to acquire certain properties of the Tuscarawas com- 
pany. The exchange of properties will eliminate duplication 
of service. 
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Current Topics 
in Washington 


Hocus Pocus for Americans.—What happened to the Mellon 
tax bill in the Senate and the Howell-Barkley bill in the 
House this week serves to emphasize the impression many 
men have had since March 17, 1910—that much of the time 
since then things politically have not been what they seemed. 
Much of the time it has been a case of “now you see it, now 
you don’t.” All the time the straightforward citizen has been 
required to stand in front of a _ political table and guess 
under which shell the little pea was hidden. Prior to that time, 
if reliable newspapers told their readers that a Democratic 
majority had been elected to Congress, they could bet that 
that was the fact. They could also bet that, if the assertion 
was made that a Republican majority had been elected, that was 
also a fact. In 1922 reliable newspapers said a Republican 
majority was elected in each of the two houses, but it was 
not so. They had to say such a majority had been returned 
because a majority of those elected had said they were Repub- 
licans. It was only after days and weeks of classifying that 
those willing to take a chance at prophesying were willing to 
say the thing elected was a hybrid, notwithstanding the labels. 
Prior to March 17, 1910, there was a certainty that, no matter 
what party was reported as having been put into power by the 
elections, that party was in power. The only exception was 
in the Senate after the election of 1894. After Grover Cleve- 
land, in 1893, had forced his party to vote for the repeal of 
the Sherman silver coinage law, party lines, among members 
of Congress, became slack—so much that the Republican ma- 
jority in the Senate was much less than the number of men 
wearing the Republican label would indicate. From 1897 until 
1910, however, there was strict party discipline. In that year, 
however, men who had been elected as Republicans turned 
insurgent and destroyed “Cannonism.” In doing that they broke 
down the shield of the moral coward in Congress and exposed 
him to the raids of organized minorities. Congress, probably, 
has no unusual percentage of cowards who quake and run Ww 
cover when the leaders of well organized minorities roar, but 
they are in places of responsibility. When they are forced 
to respond to roll calls they vote, not as they talk when, in 
clubs and other places where they cannot be quoted, they talk 
about the tyranny of organized labor leaders. Cannonism was 
the shield of the unorganized majority behind which its coward 
representatives were able to run to cover. “Cannonism” was 
the experience of a century written into rules and practices 
which culminated in the rule of a committee on rules appointed 
by the speaker of the House, who also appointed all other 
committees and named their chairmen for them. When the 
speaker said a bill could not be brought forward for consider- 
ation it was not brought forward. In the matter of legislation, 
he was the mouthpiece of the majority, even as the prime 
minister of England is the mouthpiece of the majority. When 
the speaker, who always had to know he had the backing of a 
majority said “thumbs down,” as, for instance, on a bill like 
the Howell-Barkley measure, the cowards did not have to get 
out and vote where labor leaders in the galleries could “check 
up” on them. The speaker took the blame. That was part of 
his job. In March, 1910, however, Speaker Cannon lost the 
support of enough men who had been elected as Republicans 
to enable them to amend the rules so the House did all the 
work theretofore done by the speaker and the bulwark erected 
by the unorganized majority of the people, speaking the real 
sentiments of those elected to the House for a century, came 
crashing down. Cannon dared the majority that had torn 
down the rules that had grown up out of a century of experience, 
to displace him as speaker, but the majority had not the nerve 
to complete its work. Apparently, the people approved the 
destructive work done then, for a majority averse to Cannon 
was elected, not only that time, but for three other times. 
Ever since 1910 the House has been without responsible leader- 
Ship. The Senate, for different reasons, has also been a thing 
for jeers for those who remember the time when a United 
States senatorship was an office for which first rate men strove 
and for which, sometimes, rich men paid enormous prices, 
thereby bringing the office and the old method of choosing 
Senators into disrepute, to be displaced by that machine for 
choosing mediocrity, called the primary and direct election. 





Cases That Make Talk:—Additions to the list of those who 
secretly agree with the man who observed that the law was an 
ass, probably have been made by the Commission’s decision 
in No. 12635, Co-operative Oil and Paint Company et al. vs. Di- 
rector General, Baltimore & Ohio, in which the Commission 
dismissed the complainants, possibly with its blessings, but not 
with any reparation. The complaint alleged that the rates on 


* 
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roofing and paving material from St. Louis and Kansas City 
and other points to Little Rock and other destinations in 
Arkansas, were unreasonable, unduly prejudicial, and in vio- 
lation of the long and short haul part of the fourth section. 
The Commission found the rates were not unreasonable “or 
otherwise unlawful.” The quoted words seemed a bit incon- 
gruous when contrasted wiith other words in the second preced- 
ing paragraph. In that paragraph the Commission said reason- 
able maximum rates, in accordance with the Memphis-South- 
western investigation “have removed the violations of the act 
complained of.’”’ That seemed strange when in the formal finding 
the allegation was made that the rates were not unreasonable “or 
otherwise unlawful.” Still another recent cause for objurgatory 
remarks about law and its administration may be found in 
J. Edgar Smith’s report on No. 15208, Barrett Company vs. 
Nashville Chattanooga & St. Louis et al. Smith thinks the 
Commission should dismiss the case because the complainant 
did not allege the through rates from Hermitage, Tenn., to 
Peoria, on cottonseed hull shavings, were unreasonable, but 
merely that the rates were combinations on the Ohio and that 
the factor’s class rates, south of the Ohio, when applied on 
the traffic were unreasonable. On account of failure to name 
the Tennessee Central and its receivers in exact accord with 
the technical court facts and because the allegation was not 
made that the through rates were unreasonable, Smith says 
the complaint and its sub-numbers should be thrown out. The 
Commission, in the Stevens Grocer Company case (42 I. C. C. 
396) laid down the rule that, if one desired to attack a partic- 
ular factor in a through rate, he should attack the whole rate 
and then point to the factor he thought made the whole rate 
unreasonable. In this case, the complainant pointed out the 
factor that, to it, seemed unreasonable. Inasmuch as Smith 
told the Commission that the traffic in question moved from 
Hermitage, Tenn., to Peoria, Ill., there is a suspicion that not 
only he but also that railroad lawyers were fairly well informed 
as to the situation the complainant desired to have change, 
especially as it was plainly set forth in the complaint that 
application of the class rates to the Ohio River was the thing 
that was causing the heart ache and pocket cramp. 





That Surcharge Recommendation.—Adoption of Examiner 
Keeler’s recommendation for a discontinuance of the Pullman 
surcharge would be a vietory for the Pullman Company. How- 
ever, the cost might be heavy. The railroads would loose 
about $37,000,000 of revenue. They asserted that they were not 
getting enough for the service of hauling the Pullmans. The 
Pullman Company said the surcharge caused its business to 
run down and it made a showing of comparative poverty. 
Yet Keeler said that if the railroads made improvident con- 
tracts with the Pullman Company, they should look to the 
latter for reimbursement. But it is suggested, if the Pullman 
Company has not the money, where is the raiload company 
that is supposed to have an improvident contract to get its 
money? Men engaged in the lake cargo coal rate case,<as a 
rule, expressed dissent from the conclusion in the surcharge 
case when they discussed it, informally, after Mr. Keeler’s 
report was made. To them it seemed to mean that reductions 
in freight rates that really hurt, would be put off by reason 
of the elimination of the surcharge. As a rule, they did not 
regard the surcharge as a burdensome thing in comparison 
with some of the rates on coal. A suggestion made in that 
discussion was that shippers of heavy-loading commodities 
ought to take more interest in surcharge cases and the like, 
to the end that the railroad revenues would not be depleted in 
such cases and the day of lower freight rates of vital import 
thereby put off for an indefinite period. 





Enginemen and Train Control.—Warren S. Stone’s testimony 
in the automatic train control hearing a few days ago, placing 
him alongside the railroad executives, many of those present 
believed, tended to restore the good understanding between the 
highest paid class of manual workers on the railroads and the 
executives that existed when the late P. M. Arthur was chief 
of the enginemen. The locomotive man, from the beginning 
of the history of American railroads, always-stood close to the 
chief executive of the road—much closer, usually, than the train 
conductor. The older executives frequently had a personal 
acquaintance with each of the engineers. That close relation- 
ship, apparently, grew out of the fact that the early engineers 
always had to be more than mere operators of the engines. 
They had to know how to take down and set up the machines 
they operated, as well as make and assemble the parts. Many 
of them were éxtremely good technicians, entitled to be called 
engineers, even under the more recent definition of that word. 
The generation of that kind of enginemen has not wholly dis- 
appeared. Some of them, like Daniel Willard, have gone far and 
made their marks as executives. Whether P. M. Arthur in- 
tended it or not, in his dress and manner of living, he was 
more like an executive than the cartoonist’s picture of the horny- 
handed son of toil. He wore the title of the business man on 
that day and drove to his work in a carriage. When he went 
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into conference with railroad executives, there was nothing 
in the way of dress or deportment to indicate that he might 
not have been the president of a railroad, and his effort seemed 
to be to make all enginemen live up to the idea that there was 
nothing to stop them from going from the cab of an engine 
into the place of an executive, unless they themselves erected 
the bar by failure to live up to the traditions of their craft 
er vocation. A. E. H. 


ABOLITION OF SURCHARGE 


The Trafic World Washington Bureau 


Chairman Smith of the Senate interstate commerce com- 
mittee has had printed in the Congressional Record the tenta- 
tive report of Examiner Keeler recommending abolition of the 
Pullman surcharge. In submitting the report he explained 
that a number of bills had been introduced to eliminate the 
surcharge and that he, as well as other members of his com- 
mittee had been criticized by the public and by members of 
the Senate for not taking some action on those bills. 

In justice to the committee and himself, Senator Smith 
said he desired to state that he had taken the matter up with 
the Commission and that he had been advised of the Com- 
mission’s investigation into it. In reply to a quetsion by Sen- 
ator Fletcher of Florida as to whether the Commission had 
power to deal with the question, Senator Smith said the Com- 
mission had the power to readjust the matter, but that he 
was calling attention to the findings in the tentative report “so 
that we may be fully prepared with the facts in case the 
Commission, after hearing argument on May 8, should decide 
adversely to the findings here.” 

“Then we may have to amend the law?” asked Senator 
Fletcher. 

“Then we may have to amend the law so as to express 
the view of Congress in reference to the continuation of this 
surcharge,” replied Senator Smith. Continuing, he said: 


I am taking occasion to call attention to this fact in order that 
the public may be thoroughly advised as to the reason why the com- 
mittee has not taken action in reference to this matter. It was 
ay within the power of the Commission, under the law, on its 
own initiative, to lay this tax. It is wholly within its power to re- 
move it. I think a majority of the committee and a majority of the 
Senate think that the charge is an unjust and unreasonable one in 
view of all the facts and we only postponed action because we were 
waiting until the Commission could find the facts. 


SURCHARGE ARGUMENTS 


The Trafic World Washington Bureau 


Earnest and detailed arguments as to why the Commission 
should not adopt the recommendation of Examiner Keeler (see 
elsewhere in this issue) for a discontinuance of the surcharge 
assessed against passengers riding in sleeping and parlor cars, 
were made by attorneys for the railroads May 8, in No. 14785, 
the Pullman Surcharge Case. Henry Wolf Bikle spoke for the 
eastern carriers, Henry Thurtell for the southern and James 
L. Coleman for the western. Nearly every major assertion made 
by Mr. Keeler was either criticised or its accuracy questioned. 

The central thoughts of the attorneys for the railroads were 
that elimination of the surcharge would be a disregard of the 
mandate, made in section 15a, requiring the Commission to make 
rates so as to give the carriers a specified return on the value 
of the property devoted by them to transportation; that it would 
restore a discrimination in favor of the traveler in the more 
luxurious sleeping and parlor cars and reimpose the undue 
prejudice against the coach passenger, retard the day when re- 
ductions might be made in more essential things and deprive 
the carriers of adequate compensation for the more valuable 
service rendered to passengers in Pullmans represented, in a 
pure transportation sense, by the carriage of greater weight per 
passenger. 

In his argument, Mr. Coleman said the complainants ad- 
mitted the value of the service but that they sought to put the 
cost on the day coach passenger, or on the farmer and other 
shippers. In doing that he was specifically answering the brief 
of the National Council of Traveling Salesmen’s Associations. 

“These traveling men represent prosperous industries,” said 
Mr. Coleman. “They sell jewelry, corsets, shoes, wearing ap- 
parel, unholstery, pianos and silks. These industries are mak- 
ing fortunes, while others, such as farmers, are losing theirs, 
Since the beginning of time the lovers of luxury have always 
sought to put the burden upon the poor. One of their wit- 
nesses rides in a parlor car because people in a day coach eat 
bananas and chew tobacco and are not personally agreeable to 
him. He seems to feel no compunction, however, about asking 
these poor people to pay his expense riding in the parlor car.” 

Mr. Coleman, commenting on the proposition that the charge 
might be included in the Pullman ticket, remarked that doing 
it in that way would require the collection of $66,000,000 from 
the travelers to enable the Pullman company to pay the rail- 
roads $33,000,000 that would be lost if the surcharge as now 
collected were eliminated. 
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Mr. Bikle traversed the whole subject to emphasize the fact, 
as he contended, that the railroad performed much more service 
for the passenger in the Pullman than for the one in the coach. 
He said the car-mile earning in the eastern district was 52 
cents on coaches and 42 on Pullmans, with an average occupancy 
of 11.9 in Pullmans and 24.1 in coaches. But, he said, the 
examiner’s report left the inference that the Pennsylvania, the 
New York Cetnral and the New Haven were compensated for 
that difference in car-mile earnings by the sums received by 
them from the Pullman Company under their contracts. Taking 
up each figure he made a calculation to show that, admitting 
for the sake of the argument every contention made in behalf 
of the contract payments, that their sum was less than 9 cents 
per car-mile. But he did not admit that such payments could 
be taken as bridging the gap between the car-mile earnings 
of the two classes of passenger cars, except for the sake of the 
argument. 

Among the things mentioned by Mr. Bikle as being in the 
record against elimination of the surcharge was a resolution 
adopted by twenty-three members of the executive committee 
of the National Industrial Traffic League. Commissioner Camp- 
bell asked him if he considered that testimony. Mr. Bikle did 
not answer directly but observed that Mr. Campbell had called 
Joseph H. Beek, who submitted the resolution, to the witness 
stand and said Mr. Beek had been called by the Commission. 

Mr. Bikle used in his argument computations made from 
figures submitted by the Pullman Company to show, as he said, 
that even by the figures submitted by the Pullman Company 
the parlor and sleeping cars did not pay the railroad companies 
for the difference in earnings. 

Mr. Thurtell, answering a criticism in the Keeler report 
to the eflect that the test was not on broad enough a founda- 
tion, pointed out that it covered the main stems of every big 
system in the south and that it would have been hard for any- 
body to have picked out lines that could be said to be typical 
without including the very lines that were used. He said the 
day coach in the south yielded a car-mile of 62 cents while the 
Pullman yielded 36.5 cents, the average occupancy of the day 
coach being 19 passengers while the Pullman’s was only 11.3. 

The schedule of assignments of time, which had not been 
completed when this was written, called for presentation of the 
views of the Pullman Company by G. S. Fernald and of the 
traveling men’s associations by Samuel Blumenberg, to whom 
was allotted two hours. 


ASSIGNED CAR POSTPONEMENT 
The Trafic World Washington Burean 


The Commission has further postponed the effective date of 
its order in No. 12530, the assigned car case, from June 1 to 
August 1. It gave no reasons for the further postponement. 
Many of those interésted, however, have an impression that 
the date was put off, first, because there is no car shortage or 
anything indicating the possibility of one for a long time, and, 
second, because the Commission is to begin hearings, in Wash- 
ington, May 19, on a proposed mine rating rule which has a 
vital bearing on the assigned car rule. 


SPECIAL PERMISSION REVOKED 


The Trafic World Washington Bureau 


The Commission has revoked, as of May 10, 1925, Special 
Permission 48280, authorizing transcontinental carriers to pub- 
lish an alternative application rule under which, if the aggregate 
of intermediates makes less than the joint through rates, such 
aggregates will apply. The permission, granted about 1908, 
was withdrawn because the Commission believed the carriers 
were not making a real effort to revise their tariffs so as to 
show the actual rates. Withdrawal means that they must, within 
the coming year, publish the actual rates, and not depend on 
the rule. 


MILEAGE CASE POSTPONED 


The Commission has postponed the hearing assigned for 
June 4 at Washington, D. C., before Commissioner Meyer, in 
connection with Docket 14104, Interchangeable Mileage Ticket 
Investigation. 


PETITIONS FOR REHEARING, ETC. 

The defendants in No. 14685, Dallas Transfer Company VS. 
Southern Pacific Co. et al., have petitioned the Commission for 
rehearing or reconsideration. 

The Seattle Chamber of Commerce and the Port of Seattle 
have asked the Commission to grant a continuance and further 
hearing in No. 14563, switching charges and practices in Seattle. 
The North Pacific Millers’ Association, interveners in the above 
proceeding, have also filed a similar request. 

The complainant in No. 14604, the Elevator Supplies Com- 


pany, Inc., vs. Director-General, Southern Ry. et al., has peti- 


tioned the Commission for rehearing. 
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May 10, 1924 


ROLL SCALE CASE DISMISSED 


The Commission has dismissed No. 14582, Hickman, Wil- 
liams & Co. vs. Director-General, opinion No. 9402, 88 I. C. C., 
501-2, on a finding that the rate of $4.30 per ton on eight car- 
loads of roll scale, from Moline, Ill, to Hamilton, O., shipped 
between May 31, 1919, and December 4, 1919, was not unreason- 
able, although it was higher than the rate on roll scale from 
Moline to Ironton, O. The rate to the more distant point was 
$3 per ton for a waste product from rolling mills, used in blast 
furnaces. On the last day of federal control the rate from Mo- 
line to Hamilton was made $3.40. At the same time the rate 
from Moline to Ironton was made $3.50. Reparation was sought 
by the complainant to the basis of a rate of $2.90 on the sup- 
position that as Hamilton was 10 cents under Ironton in the 
adjustment made on the last day of federal control that that 
would have been the proper adjustment when the shipments 
were made, especially in view of the fact that on roll scale from 
Chicago and Joliet to Ironton there was a rate of $2.50 and the 
rate to Hamilton was ten cents under that. Prior to the move- 
ment application had been made for a rate of $2.90. The Direc- 
tor-General said the rate to Ironton was not raised, in accord- 
ance with permission in Ex Parte 57, on account of the pres- 
sure of work, until February 29, 1920. He defended the higher 
rate to Hamilton on the principle that where movements were 
sporadic class rates were the proper things to apply. 


MICHIGAN CITY SWITCHING 


An order to remove undue prejudice, not later than July 
24, has been entered in No. 13205, Chicago, Lake Shore & 
South Bend vs. Lake Erie & Western, opinion No. 9409, 88 
I. GC. C. 525-34. The Commission found the refusal of the de- 
fendant steam lines to switch interstate carload traffic in con- 
nection with the complaining electric line, at Michigan City, 
Ind., and their refusal to enter into arrangements for the 
performance of reciprocal switching in connection with the 
electric line, while contemporaneously switching interstate car- 
load traffic and entering into reciprocal. switching arrange- 
ments with each other, unjustly discriminatory and unduly 
prejudicial to complainant and its shippers. 

At present there are switching arrangements between the 
electric line and the Lake Erie & Western, as a result of the 
Commission’s decision in Chicago, South Shore & South Bend 
vs. Director-General et al., 58 I. C. C. 647. The instant case 
was brought to compel an extension of that arrangement so 
as to include all the steam lines entering Michigan City, and 
put the electric lines on the same footing with the steam lines 
as they are on in respect of each other. Inasmuch as all are not 
direct connections of the steam line, intermediate switching 
will have to be performed if the steam lines elect to retain 
the reciprocal switching arrangement they now have with each 
other. Theoretically, the steam roads will have the option of 
withdrawing from that arrangement with each other, or of 
extending it to the electric road. As a practical matter, how- 
ever, withdrawal from the arrangement, is not regarded as 
within the range of possibilities. 

The steam roads, the Commission said, contended that the 
electric road was not a common carrier, but it said it had 
specifically found to the contrary, in Indiana Passenger Fares 
of the Chicago, Lake Shore & South Bend, and that the record 
in this case did not refute that finding. The railroads further 
contended that only in the case the public interest demanded, 
could they be required to switch for the electric line; that the 
Principle governing the establishment of through routes and 
joint rates applied to reciprocal switching; and that as a mat- 
ter of fact the test of public convenience and necessity had 
to be applied to this situation as stringently as if the Com- 
mission had been asked to authorize the construction of a 
hew line. They contended that no such showing as wouid 
have been required under an application of that kind, had 
been made. The Michigan Central pointed out that if such 
an arrangement were ordered it would have to switch, at Michi- 
gan City, traffic which had originated on its line, because every 
Doint of importance reached by the electric line was also 
Teached by it, with its main line. 

Commissioner Cox, who wrote the Commission’s opinion, 
t id the powers of the Commission to order the joint use of 
annals, had not been invoked. He said the provision against 
° ort-hauling did not justify a violation of some other section 
fe Provision of the act. He said the terminals of the de- 
endants were open, except to the South Shore. 
rou Ses question before us is whether the circumstances sur- 
fustit ng complainant and its traffic are so dissimilar as to 

y the present difference of treatment,” said _the com- 
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missioner. After examining the facts as to the number of - 


interchanges and length of intermediate hauls that would be 
required if an order to remove discrimination and prejudice 
resulted in an opening of the terminals of the steam lines to 
the traffic of the electric road, and the cases that arose before 
the transportation act amended and changed the act to regulate 
commerce into the interstate commerce act, Mr. Cox said the 
amendments had not limited the Commission’s power, nor made 
them any the less applicable to the present case. In summing 
up, he said: 


The fact that the Lake Erie & Western will be required, if re- 
ciprocal switching is maintained, to act as an intermediate carrier 
of traffic to or from complainant’s line is an accident of location and 
not_a transportation difference. In length of haul or use of inter- 
mediate line the situation of the South Shore with respect to the 
Michigan Central or the Monon is clearly not dissimilar from the 
situation of the Pere Marquette with respect to the Michigan Cen- 
tral or the Lake Erie & Western. Nor is the fact controlling that 
three interchanges and a somewhat longer intermediate haul may be 
required on traffic to or from the Pere Marquette. Each defendant 
holds itself out to switch practically all traffic of any other defendant, 
regardless of the length of the switching haul or en of origin 
or destination of shipment. The contemporaneous refusal to switch 
traffic for complainant is a denial to it of reasonable, proper, and 
equal facilities for the interchange of traffic. 


EDIBLE SIRUP REPARATION 


A finding of unreasonableness and an award of reparation 
have been ade in No. 14610, Steuart, Son & Company vs. Di- 
rector-General and Baltimore & Ohio, opinion No. 9394, 88 
I. C. C. 469-71, as to a rate of 22.5 cents on edible.sirup, car- 
loads, from Long Island City to Baltimore, between May 1 and 
September 30, 1919. The Commission found the fifth-class rate, 
imposed on seven carloads, unreasonable to the extent it ex- 
ceeded a joint rate of 15 cents contemporaneously applicable 
from Long Island City to Baltimore over the Central of New 
Jersey, Reading and Baltimore & Ohio. The shipments, in this 
case, moved from the Breoklyn Eastern District Terminal on 
Baltimore & Ohio bills of lading, were floated to the Baltimore 
& Ohio terminals at St. George, on Staten Island, and thence 
direct to Baltimore, The lower rate was also applicable over 
routes embracing the Western Maryland and the Pennsylvania. 
When the shipments moved the 15 cent rate sought for applica- 
tion on the seven carloads was also applicable on sugar and 
glucose over the Baltimore & Ohio and over the other lines 
mentioned. The point was made that as the railroads were 
under unified control, and as the shipment moved over the 
rails, for part of the way, over which they would have moved 
had they been sent under the lower rate in which the Balti- 
more & Ohio participated, the 15 cent rate should have applied 
on this shipment. 

The complainant also pointed out that the routes over 
which the Baltimore & Ohio could have carried, either on the 
22.5 or the 15 cent rate, converged at Cranford, N. J., but that 
on shipments via the St. George terminal the rate for the haul 
up to Cranford was 7.5 cents higher than via other routes to 
Cranford. The Commission said no difference in transporta- 
tion had been shown which would warrant such a marked dif- 
ference in rates. It ordered reparation amounting to $258.87, 
with interest from August 1, 1919, to be paid by the Director- 
General on or before June 23, 


MEXICAN SUGAR CASE 


In a report on No. 13656, Early-Foster Company vs. Atchi- 
son, Topeka & Santa Fe et al., and parts of fourth section ap- 
plications No. 461 and 462, opinion No. 9405, 88 I. C. C. 507-11, 
the Commission distinguished the instant case from Early-Fos- 
ter Company vs. Southern Pacific, 63 I. C. C. 209. In this case 
it found unreasonable the rate charged on sugar from Nogales, 
Ariz., to El Paso, Tex., moved on through bills of lading from 
San Blas, Mex., and originally destined to points in Mexico, but 
on which delivery was accepted at El Paso, because delivery 
could not be made at Ciudad Juarez and Piedras Negras, Mex. 
Delivery at those two points in Mexico was impossible on ac- 
count of disturbed conditions in the republic south of the Rio 
Grande. The shipments started from San Blas, Mex., and came 
through the United States en route to the other Mexican des- 
tinations. 

The Commission said that in the earlier case, the complain- 
ant introduced no evidence in support of its allegation of un- 
reasonableness. The testimony showed that under the contract 
with the consignor in that case the sugar was to have been de 
livered at El Paso “free of all cost.” The Commission therefore 
found upon that record that the 105-cent factor for the haul 
within the United States was not unreasonable and dismissed 
the complaint. In this case, however, the Commission found, 
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that on account of the acceptance in the United States, the com- 
plainant had to pay the difference between 105 and 77 cents. 
The Commission therefore found that the rate charged on ship- 
ments to El Paso for that part of the movement beyond No- 
gales, was unreasonable to the extent that it exceeded 77 cents; 
that the complainant received the shipments and paid and bore 
the charges and was therefore entitled to reparation. 

After acceptance at El Paso had been taken, the sugar was 
sent to various points in the United States. The Commission 
found that those shipments other than those to Kansas City, 
were misrouted and awarded reparation down to the basis of 
the applicable rate. 


TELEGRAPH CASE DISMISSED 


The Commission has dismissed No. 14797, Henry M. Davis, 
as mayor of St. Clairsville, O., vs. Western Union, opinion No. 
9399, 88 I. C. C. 489-91, on a finding that the allegation of un- 
just discrimination and undue prejudice, based on the failure 
of the telegraph company to establish an independent tele- 
graph office at St. Clairsville, and the assessment of a charge 
of 10 cents for telephoning messages to and from Wheeling, 
W. Va., had not been sustained. The Commission quoted the 
testimony of the telegraph company to show that the gross 
revenue on messages to and from St. Clairsville would not pay 
the out of pocket cost of maintaining an independent office; 
that it had had several arrangements for conducting an office 
at that place cancelled and that the arrangement whereby the 
wife of a dealer in automobile accessories would receive and 
forward messages by telephone to the Wheeling office of the 
defendant was the only one that could be made. It said no 
railroad company maintained a telegraph office at that place. 
It said further that its attention had not been directed to any 
provision of the act which would authorize it to require the 
establishment or reinstallation of a telegraph office such as 
had been maintained for many years prior to 1913. In view 
of its findings, it said, it was not necessary to pass upon the 
question of power to grant the prayer. 


SHREVEPORT SCALE PRESCRIBED 


A finding of unreasonableness, an award of reparation and 
an order to establish new rates not later than June 27, as to 
rates and charges on fabricated-steel tank material, have been 
made in No. 14525, Parkersburg Rig & Reel Co. vs. Texas & 
Pacific et al., opinion No. 9392, 88 I. C. C. 463-6. The finding 
was that the rates on the material in question, namely, angles, 
bars, beams, channels, plates or sheets, 12 to 16 gauge and 
heavier, bolts and nuts, from DeLeon, Leeray and Ranger, Tex., 
to Haynesville, La., between April 21 and November 14, 1921, 
were unreasonable to the extent they exceeded 54 cents and 
reparation was awarded to that basis. Fifth class rates of $1.17 
from Ranger and DeLeon, and $1.24 cents from Leeray, were 
collected. 

As to the future, the Commission said the carriers should 
make rates based on the Shreveport scale, inflated and deflated 
in accordance with the general rate cases since its prescription. 
That will be in accordance with the complainant’s contention. 
The railroads opposed that on the ground that that scale was 
prescribed in a case in which the primary question was, not of 
reasonableness, but of discrimination in favor of Texas. 

Commissioner Campbell, dissenting, said he concurred in 
the part of the decision awarding reparation to the basis of 
the Shreveport scale on shipments in the past, but disagreed 
with the order prescribing it for the future. He said that only 
by consistently following the policy laid down in the Memphis- 
Southwestern case could the people of the southwest obtain 
that equality of opportunity to compete to which the law en- 
titled them. He pointed out that in a number of other cases 
the Commission had prescribed that scale, and said the condi- 
tions of transportation in Texas common-point and western 
Louisiana territory were so similar as to warrant the same 
level of rates. Application of the Memphis-Southwestern scale 
would bring lower rates on the short hauls involved in this 
case than the Shreveport scale. It would give rates of 43 and 
44.5 cents instead of 54 cents, the latter being the rate sug- 
gested by the complainant. 


COAL REVISION PERMITTED 


A revision of rates on coal from points in Illinois and Indi- 
ana and from St. Louis, to destinations on the Great Northern 
in Iowa, Minnesota and the Dakotas, undertaken in I. and S. 
No. 2007, has been held justified, in a mimeographed report in 
that case, written by Commissioner Aitchison. The Commis- 
sion said the proposed increased rates from Green Bay, Wis., 
to destinations on the Sioux City division of the Great North- 
ern were not justified. 

In connection with the suspended schedules, the Commis- 
sion gave further hearing on fourth section application No. 
8400, the further consideration being given at the request of 
the South Dakota commissioners. The Commission suspended 
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the effective date of its fourth section order No. 8802. The 
suspended schedules purported to be in compliance with the 
terms of that order denying relief to the Burlington as to rates 
on coal from Chicago, Peoria, East St. Louis and groups to 
points in Minnesota, the Dakotas, Iowa, Nebraska and Canada. 

The Commission said that the record in these cases, treating 
the Great Northern and Burlington phases as distinct, was par. 
ticularly concerned only with rates to destinations on the Great 
Northern from Willmar, Minn., to Sioux City and Watertown, 
S. D., inclusive, and west of Yarmouth, Minn., to and including 
Aberdeen, S. D., and Forbes, N. D. 

The rates from the Green Bay group involved were those 
to points on the Sioux City division of the Great Northern. 
They were not in conformity with the fourth section. 

From Illinois, Indiana and St. Louis conformity with the 
fourth section was proposed by re-routing the application of 
the rates as to the principal departures. The Commission dis. 
posed of the issues in summaries of the situations and findings 
as follows: 


The boards of railroad commissioners of the States of North 
Dakota and South Dakota oppose increases in coal rates at this 
time merely to comply with the fourth section. In general, they 
favor holding the present cases in abeyance until the rates on the 
differential basis prescribed in The Illinois Coal Cases, 1920, 62 
I. C. C., 741, and 64 I. C. C., 751, are checked in and’ until’ the 
decision of the Lake Dock Coal Cases, Nos. 14476, et al. Respondents 
also desire this disposition. 

In addition to the rates here dealt with, published by the 
Burlington, the Great Northern participates in rates on coal pub- 
lished by the Chicago & Eastern Illinois and the Chicago, Milwaukee 
& St. Paul from Illinois and Indiana origin groups to destinations 
involved which are similar to and in many cases identical with those 
which the suspended schedules aim to bring in conformity with the 
fourth section. There appears to be no warrant for the Great 


‘Northern maintaining different rates over different routes from the 


same groups. 

The rates here in issue are not directly concerned in the Lake 
Dock Coal Cases, and no necessity appears for prolonging the 
present maladjustment. Comparing the rates proposed with those 
which would result from an extension of the scale prescribed in 
Holmes & HaHowell Co. vs. G. N. Ry. Co., 60 I. GC. C., 687, and 
69 I. C. C., 11, and considering that the rates from the Illinois and 
related groups might well be somewhat less, the rates opposed do 
not appear unduly high for the short line distances to the several 
destinations above-referred to, except as to destinations on the 
Forbes-Aberdeen branch now subject to rates $5.22 or higher. How- 
ever, as to such points there is no proposal to change the present 
rates. The conclusions here reached are without prejudice to any 
changes in these rates which may become necessary as a result 
of any action we may take in the Lake Dock Coal Cases. 

Upon the record we find that the proposed increased rates on 
bituminous coal, in carloads, from Green Bay (Wis.) group points 
to destinations on the Sioux City division of the Great Northern 
Railway have not been justified, but that in all other respects the 
proposed schedules have been justified. We further find that the 
fourth section application under consideration should be denied. Ap- 
propriate orders will be entered. 


TOP ICING CASE 


In a mimeographed report on I. and S. No. 1842, Rules, 
Regulations and Charges for Protective Service on Perishable 
Freight, written by Commissioner McChord, the Commission con- 
demned, as not justified, the proposed rule, in the national protec- 
tive tariff providing that when shipments of fruits, vegetables and 
certain other perishable freight when tendered for transporta- 
tion in refrigerator cars, with ice on top of the load, they 
would be considered as moving under refrigeration, and charged 
accordingly. The Commission told the carriers what they could 
do instead. 

The Commission said that provision should be made for 
shipments of that kind and said that 5,000 pounds should be 
the maximum of ice allowed for placing on top of the loads 
instead of icing the bunkers. The carriers objected to a con 
tinuance of the practice, started by shippers of lettuce from the 
Imperial Valley in California. Instead of filling the bunkers, 
for the last five years, the shippers of lettuce and some other 
commodities, from that part of the country, have been placing 
ice on top of the load. The carriers, in justification of their 
proposal, objected to the method on account of the damage water 
did to the floors and insulating material. They estimated that 
the damage would run from $25 to $50 per car per trip. The 
Commission said it could not take the figures as accurate be 
cause no records had been kept. 

The shippers who ice in that manner mark their bills of 
lading, “Do not re-ice.” In a way top icing does for vegetables 
what precooling does for citrus fruits. The shippers said that 
they had been shipping in that way for five years, with the 
knowledge and consent of the Southern Pacific, the originating 
carrier. In disposing of the case, Commissioner McChord said: 


The rates for the transportation of lettuce and other vegetables 
from California were established many years ago before the practice 
of top icing was started, and the only changes therein since that 
practice began have been the general increases and reductions whic 
affected the general level of the rates throughout the country. we, 
therefore, agree with respondents that they did not take into con’ 
sideration the damage to their cars from top icing in fixing the 
transportation rates. J h 

We have already referred to the manner of determining a 
weights used in assessing the rates on lettuce shipping from © 
Imperial Valley. It is obvious that they do not include the ice Pe 
top -of the load. Moreover, section 2 of rule 32 of the consolida 
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classification provides that no charge will be made for the transpor- 

tation of ice loaded in the body of the car to protect the freight 

“provided the rules of the carriers permit such loading.” One of 
respondents’ witnesses, however, interpreted the clause quoted as 
contemplating a rule affirmatively authorizing such loading of ice, 

and he testified that no such rule is published by the Southern 
Pacific. ‘This witness took the position that the less-than-carload 
rates on ice are applicable on the ice transported on top of the 
load. We do not agree with this contention. The Southern Pacific 
has permitted the loading of ice on top of the load for five years or 
more, and we think that the classification rule was and is applicable. . 

The record does not indicate that the damage to the cars is so 
serious as to require a prohibition of the practice of top icing, but we 
pelieve that respondents are entitled to compensation for the haulage 
of ice placed on top of the load and for the damage caused thereby to 
their equipment. ee 

Under rule 240, when the shipper initially ices the bunkers of 
the car and gives instructions to not re-ice, a charge is made of $5 
per car if the haul is within the limits of a single origin group, $7.50 
if the haul is within the limits of two contiguous origin groups, and 
in all other cases 20 per cent of the stated refrigeration charge 
which would otherwise be applicable. This charge is intended to 
cover the haulage of the ice in the bunkers, which averages about 
9,000 pounds on shipments from California; the damage to the bunk- 
ers, for which an allowance of $5 per trip is made in the stated 
refrigeration charges; and any other incidental service in connection 
with such shipments. 

We see no reason why rule 240 should not be amended so as to 
make the charges above referred to applicable when shipments move 
with ice in the crates and on top of the load, instead of in the bunk- 
ers. The weight of the ice hauled on top of the load is not as great 
as the weight of the ice that is used in the bunkers, but the dam- 
age to the body of the car from ice placed therein is probably greater 
than the damage to the bunkers in the case of bunker icing. These 
charges would be as fair and reasonable for the items in question 
as can be determined upon the record. If shipments are made 
under rule 240 with ice in bunkers and on top of the load, it may be 
that greater charges than those named in the rule would be justified, 
put as to this record before us does not warrant any definite finding. 

It is suggested by respondents that, in case a charge is assessed 
for ice haulage and damage to equipment on shipments moving under 
top icing, a limit should be placed on the amount of ice that may be 
used on top of the load, and they suggested 4,000 pounds. Most of 
the shppers expressed a willingness to have a reasonable limit fixed, 
and some of them said 1,500 pounds was enough, while otners 
thought 6,000 pounds might be necessary in some cases. We thin 
that 5,000 pounds would be a reasonable maximum. 

The method of determining the weight, including the allowance 
for ice meltage, on shipments of lettuce from the Imperial Valley, is 
not provided for in the tariffs of the Southern Pacific. It should be 
published and filed with us in accordance with section 6 of the act. 

We find that the proposed paragraphs (H) of rule 200-A nas 
not been justified, and an order will be entered requiring its cancel- 
lation, without prejudice to the publication of the suggested amend- 
ment to rule 240. 


MEMPHIS SCALE PRESCRIBED 


A finding of unreasonableness and undue prejudice has 
been made rd a mimeographed report on No. 13001, Chamber 
of Commerce of Kansas City, Mo., vs Alexandria & Western 
et al., as to rates on horses, mules, asses and burros, in car- 
loads, from Kansas City, to destination in Texas and Louisiana. 
The Commission found them unreasonable and unduly prejudi- 
cial to the extent they exceed rates made by the application 
of the scale prescribed on class C commodities in Memphis- 
Southwestern Investigation, 55 I. C. C. 515. It extends for dis- 
tances up to 600 miles. For distances in excess of 600 miles, 
6.5 cents should be added for each additional 100 miles, the re- 
port says. The new rates are to be made operative not later than 
June 16. For joint line hauls up to 500 miles 3.5 cents may be 
added to the scale rates; and over 500 and up to 600 miles the 
scale rates are to apply. For distances in excess of 600 miles 
the 72.5-cent rate for 600 miles may be inflated 6.5 cents for 
each 100 miles. 








SILO STAVE TRANSIT 


An order to remove undue prejudice not later than July 22 
has been made in No. 15111, Michigan Silo Company vs. 
Chicago & North Western et al., opinion No. 9393, 88 I. C. C. 
467-8, the Commission finding that the failure of the defend- 
ants to permit stoppage for partial unloading, on carload ship- 
ments of cement silo staves, from Peoria, Ill., to Wisconsin 
destinations, while permitting such stoppage to unload wooden 
silo staves, resulted in undue prejudice. The Commission said 
the defendants did not introduce any evidence. The complain- 
ant said that unless it was allowed to stop in transit, for un- 
loading, it might have to abandon efforts to sell silos in Wis- 
consin territory. At present, it was testified for the complain- 
ant that when it stopped a carload of silo staves to unload 
part of them, it had to take out a new bill of lading for the 
Staves remaining in the car and pay the local rate from the 
Stopping point. While many L. C. L. shipments of wooden 
silo staves were made, the Commission said some were shipped 
im carloads, and that on such shipments a stop in transit was 
permitted, but not on cement staves. 


, 





VENEER CASE DISMISSED 


The Commission has dismissed No. 14631, Boher & Hosfeld 
et al. vs. Boston & Maine et al., opinion No. 9387, 88 I. C. C. 
449-52, finding that rates on veneer and built-up wood, from 
various points in Official Classification territory, to Montgom- 
ery, Pa.; on built-up wood, from New Albany, Ind., and Louis- 
Ville, Ky., to Shippensburg, Pa.; on veneer, from Mound City, IIL, 
to Shrewsbury, Pa., and from Whitehouse, N. Y., to Struthers, 
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Pa.; and on built-up wood from Struthers to various points in 
trunk-line territory, are not unreasonable. The complainants 
sought lumber rates instead of fifth class, alleging unreason- 
ableness and undue prejudice in favor of furniture manufae- 
turers using solid woods. The manufacturer at Montgomery, 
the Commission said, was shown to have been in competition 
with manufacturers using solid woods, at Hughesville and Wil- 
liamport. No unjust discrimination or damage, it said, had 
been shown. 


SHELLED CORN MISROUTED 


Reparation on account of the misrouting of certain ship- 
ments of shelled corn has been made in No. 14043, M. T. Cum- 
mings, receiver, of M. T. Cummings Grain Company, vs. Direc- 
tor-General, and Chicago, Burlington & Quincy, opinion No. 
9380, 88 I. C. C. 429-31. The Commission said that the ship- 
ments which could have been but were not routed over the 
cheaper route through Denver, from points of origin in Iowa, 
Nebraska and South Dakota to destinations in Colorado, between 
Dec. 24, 1918, and Jan. 21, 1919, were misrouted. The ship- 
ments, twelve in number, were tendered without routing in- 
structions, 


BITTERWOOD LOG RATES 


The Commission has dismissed No. 14656, Murray & Nickell 
Manufacturing Company vs. Director-General, opinion No. 9389, 
88 I. C. C., 455-6, on a finding that rates on bitterwood logs, in 
carloads, from New York, Long Dock, N. J., and Port Rich- 
mond, Pa., imported from Jamaica, to South Elgin, Ill., not un- 
reasonable. The shipments were made between August, 1918, 
and November, 1919. Fifth class was imposed. On December 
31, 1919, rates of 40 cents from New York and Long Dock, and 
38 cents from Port Richmond, were established as substitutes 
of 48 and 46 cents. The complainant asked reparation to the 
basis of the subsequently established rates. 


COTTON CASE DISMISSED 


An order of dismissal has been made in No. 14474, S. B. 
Locke & Co. vs. Director-General and Kansas City Southern, 
opinion No. 9398, 88 I. C. C., 487-8, on a finding that rates on 
cotton, shipped in the period of federal control, from Hodgens 
and Heavener, Okla., to Sallisaw, Okla., there compressed and 
reshipped to San Francisco, New Orleans, Houston and Texas 
City, were not unreasonable. 


PLUTO WATER REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14720, French Lick Springs Hotel Com- 
pany vs. Alabama Great Southern et al., opinion No. 9403, 88 
I. C. C., 503-4, as to rates and charges on Pluto water from 
French Lick, Ind., and other points in that vicinity, to Lynch- 
burg, Chattanooga, Baltimore, Denver, Memphis, Little Rock, 
Sioux City, and Macon, Ga. In French Lick Springs Hotel Com- 
pany vs. A. & W. Ry., 60 I. C. C., 615, the Commission found 
the rates and ratings in Western Classification territory on 
drugs and medicines not otherwise indexed by name, although 
applicable on Pluto water, were unreasonable to the extent that 
they exceeded the rates contemporaneously maintained on min- 
eral water, not carbonated. The award of reparation in this 
case follows the action of the Commission in the earlier case. 





LOCKPORT SWITCHING 


The Commission has dismissed No. 13367, Board of Com- 
merce of Lockport, N. Y., vs. New York Central et al., mimeo- 
graphed, finding the refusal of the defendants to interchange 
carload freight at a designated point in Lockport, N. Y., and 
provide for reciprocal absorption of switching charges from 
and to such point, not unreasonable or otherwise unlawful. 
Commissioner Campbell, who wrote the report, said the Com- 
mission was not convinced upon this record that a requirement 
for interchange traffic between the two levels upon which the 
city of Lockport is built, at the designated point in the part 
of the city on the lower level, would necessarily be in the 
public interest. He said the difficulties of operation which 
such an interchange would have to encounter, led the Commis- 
sion to view that if interchange of the traffic at a point, other 
than North Tonawanda, as at present, were required, it should 
be arranged for at a point on the higher level. He said the 
pleadings contained no prayer for, nor did the record indicate 
the advisability of, requiring the defendants, the New York 
Central, the Erie and the International Railway, to effect a 
physical connection between their tracks in the part of the city 
in what is known as upper town. 





WOODEN ROLLER REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 14523, List & Gifford Construction Com- 
pany vs. Mobile & Ohio et al., opinion No. 9401, 88 I. C. C. 499- 
500, as to a fifth class rate of $1.365, and the charges there- 
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under, applied to a carload of gum wood rollers, each about 
seven inches in diameter, sold as waste from a veneer factory, 
from Columbus, Miss., to Kleburg, Tex., May 19, 1922. The 
complainant insisted that the lumber rate, instead of the class 
A rate, should have been applied. ‘The cost of the rollers was 
$52.50 and the freight bill $491.40. The carriers said that be- 
cause there was a Classification of rollers, wooden, not other- 
wise indexed by name, and because there was never before or 
after a movement of that kind, the application of the class rate 
was proper. The Commission said the rate was unreasonable 


to the extent it exceeded 42 cents, the contemporaneous tumber 
rate. 


JOINT RATES REFUSED 

The Commission has dismissed No. 14469, Bender, Streibig 
& Co. v3. Illinois Central et al., opinion No. 9396, 88 I. C. C. 
474-6, on a finding that the rates on vegetables, from Crystal 
Springs, Miss., to Cincinnati, via Mounds, IIl., and Indianapolis, 
in April and May, 1921, were not and are not unreasonable. 
The object of the complaint was to have the Commission estab- 
lish joint rates via the more circuitous route through Indianap- 
olis such as prevail over the shorter routes. The longer routes, 
the complainants said, would give them more time in which 
to reconsign the traffic while en route and give them delivery 
at the Big Four and Baltimore & Ohio produce yards, to which, 
they said, the produce market had shifted from the Louisville 
& Nashville yards. The Commission said the record did not 
establish that the service via the routes through Louisville 
was inadequate. It said that, while additional time was de- 
sirable for complainants, there was no duty upon the railroads, 


established by the act, requiring them to establish the rates via 
the more circuitous route. 


SHIPPER’S ROUTING CASE 


The Commission has dismissed No. 14459, Cyrus C. Shafer 
Lumber Company vs. Director-General, Chicago, Rock Island & 
Pacific et al., opinion No. 9395, 88 I. C. C., 472-3, on a finding 
that the rate of 42 cents assessed on four carloads of ash lum- 
ber, shipped from Moline, Ill., to North Philadelphia, between 
July 9 and July 14, 1919, was not unreasonable. Contem- 
poraneously there was a rate of 31.5 cents over other routes 
and later the rate over the route in which the Rock Island par- 
ticipated was reduced to that level. The Commission pointed 
out that when the shipments moved there were two routes 
available to the shipper bearing the lower rate, but that, for 
some unexplained reason, the complainant chose to route its 


shipments over the Rock Island route notwithstanding the 
higher rate. 


CLASS RATE UPHELD 


An order of dismissal has been made in No. 14772, General 
Fire Extinguisher Company vs. Director-General, opinion No. 
9407, 88 I. C. C., 521-2, on a finding that the class rate of 9 cents, 
applied on two carloads of iron pipe fittings, from Auburn to 
South Providence, R. I., for export, between September 11, 1919, 
and January 30, 1920, was not unreasonable. The Commission 
said no evidence bearing on the reasonableness of the rate was 
introduced by the complainant, but that it relied solely upon 
the fact that the service performed was in the nature of a 
switch movement, for a distance of three miles, Auburn being 
a suburb of Providence, and the transportation from that point 
to docks in South Providence. The Commission said the Direc- 
tor-General defended the rate of 9 cents with its decision in 
Proposed Increases in New England, 49 I. C. C., 421, wherein 
the Commission prescribed the rate charged. 


TRANSIT CHANGE FORBIDDEN 


In a mimeographed report on I. and S. No. 2061, storage 
in transit on apples at Alabama and Tennessee points, the 
Commission has condemned a proposed restriction, ordered the 
suspended schedules canceled and discontinued the proceed- 
ings. The change was proposed by the St. Louis-San Francisco, 
which allowed storage in transit on apples, for not more than 
a year, at Memphis, Tenn., and at Bessemer, Birmingham, 
Ensley, Pratt City, Thomas and Woodward, Ala., at the through 
rate plus 6.5 cents per 100 pounds, minimum $15.60 per car, 
without regard to the outbound routing. 

At the request of the Louisville & Nashville the Frisco 
filed the suspended schedules, eliminating the first mentioned 
carrier from the arrangement. The Louisville & Nashville ex- 
plained that its policy was to grant transit only when it re- 
ceived both the inbound and outbound haul. The effect of the 
limitation would have been the application of the local rates, 
from the transit point, to destinations on or reached by the 
Louisville & Nashville. It insisted that such a restriction was 
necessary to justify and compensate the carrier for the estab- 
lishment of such an arrangement. In addition, it said, the 
present arrangement permitted the use of circuitous routes. 

The Commission condemned the proposed limitation on the 
grounds set forth by it in Transit and Routing on Cotton and 
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Cotton Linters, 77 I. C. C. 724, and Transit Privilege on Cotton, 
83 I. C. C. 60. 


BULK PEANUT REPARATION 
A finding of unreasonableness and an award of reparation 
have been made in a mimeographed report on No. 14177, South- 
ern Cotton Oil Company vs. Director-General, as to the rate 
and charges thereunder on 109 carloads of peanuts, in bulk, 


‘from Selma, Ala., to. Columbus, Ga., shipped between February 


11 and July 5, 1918. The complainant, under the analogy rule, 
claimed a joint rate of 22 cents prior and 27.5 cents subsequent 
to June 25, 1918, applicable on unshelled peanuts in bags or 
boxes. The Commission said the analogy rule was not ap- 
plicable and that the combination was applicable. The com- 
bination before June 25, was 25 cents and 31.5 cents there- 
after. The Commission found the combinations unreasonable 


to the extent they exceeded 22 and 27.5 cents before and after 
June 25, 1918. 


NEW COAL RATE ORDERED 
The Commission, in a mimeographed report in No. 14641, 
Midland Coal Co. et al. vs. Missouri Pacific, DirectorGeneral 
et al., found unreasonable a rate of $3.50 on nut coal, from 
Cornall, Kan., to Fairview, Mo., to the extent it*exceeded $2.10 
in September, 1918. It said the present rate was unreasonable 
for the future to the extent it exceeded $2.55 and ordered that 

rate to be established not later than June 21. 


INCREASES FOUND JUSTIFIED 

A finding of justification has been made in I. and S. No. 
2005, Burlap Bags and Certain Iron and Steel Articles from 
Central Freight Association Territory to the Mississippi Valley 
(mimeographed), as to proposed increased rates on burlap bags 
and iron and steel hinges, door hangers and related articles, 
carloads, from central territory to Mississippi Valley destina- 
tions. The order of suspension has been vacated. The rates 
cancelled are commodity rates. The class rates come into effect 
as a result of the cancellation. The suspension as to burlap 
bags was brought about by the protest of the Meridian Traffic 
Bureau, which, the report said, withdrew its protest when it 
was shown that no burlap bags had moved on the rates in ques- 
tion. ° 

The Commission said there was no good reason for main- 
taining commodity rates on articles moving in small volume 
and in less than carload quantities. It said it was convinced 
that the carriers’ revenues, as a whole, would not be materially 
increased by the proposed schedules and that no community 
would be subjected to hardship by reason of the placing of the 
articles in question on the class basis. It said the propriety 
of harmonizing the rates to conform with those already in effect 
in, southeastern territory and those in effect from Ohio River 
crossings and St. Louis could scarcely be questioned. 


SCRAP IRON REPARATION 


In a mimeographed report on No. 15272, West End Scrap 
Iron & Metal Company vs. Director-General, Duluth, South 
Shore & Atlantic et al., the Commission found the class raic 
of 24.5 cents charged on one carload of scrap iron from South 
Range, Mich., to Duluth, Minn., in February, 1920, unreasonable 
to the extent it exceeded the aggregate of commodity rates 
of 60 cents per long ton from South Range to Houghton, Mich., 
and $2.50 per long ton from Houghton to Duluth. It awarded 
reparation to that basis. 


AGRICULTURAL IMPLEMENTS’ RATE 


A finding of unreasonableness and an award of reparation 
have been made in No. 14863, T. McCleland Hardware Company 
vs. Illinois Central, mimeographed, as to the applicable com- 
modity rate of 55 cents imposed on two carloads of agricultural 
implements, shipped in December, 1921, and January, 1922, from 
Memphis to Jackson, Miss. The Commission found it unrea- 
sonable to the extent it exceeded the contemporaneous sixth 
class rate and ordered reparation to that basis. 


COTTONSEED MEAL RATES 


Reparation on account of unreasonableness has been 
awarded in No. 14833, Tallulah Cotton Oil Company (J. V- 
Wright, lessee) vs. Viicksburg, Shreveport & Pacific, m:meo- 
graphed, the Commission finding the applicable rate on mixed 
carloads of cottonseed meal and hulls, from Tallulah, La., to 
Vicksburg, Miss., unreasonable from August 10, 1922, to No- 
vember 26, 1923, to the extent that they exceeded those which 
would have accrued on the basis of 9 cents per 100 pounds, 
minimum 40,000. The nine-cent rate is now in effect, ana no 
order for the future, the Commission said, was necessary. 


COPPER BULLION CASE 
An order to establish a rate of $6 per net ton on copper bullion 
from Clarkdale, Ariz., to San Pedro and East San Pedro, Calif., 
not later than July 9, has been issued in No. 14010, United Verde 
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Extension Mining Co. vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, based on a finding that the existing rate cf 
$1.50 per 100 pounds is unreasonable. The complaint alleged 
that the class rate of $1.50 was unreasonable as compared with 
the rates on copper bullion from the Salt Lake district of Utah 
to San Francisco and Los Angeles, and also unjustly discrimi- 
natory and unduly prejudicial. A rate of $4 per ton was re- 
quested. The Commission, however, found that a rate of $6 
per ton would be reasonable. 


GASOLINE REPARATION 

An award of reparation has been made in No. 15372, Stand- 
ard Oil Company of Louisiana vs. Yazoo & Mississippi Valley 
Railroad et al., mimeographed, on a finding that the rates 
charged on two tank carloads of gasoline and two tank carloads 
of petroleum refined oil, shipped in August, 1922, from North 
Baton Rouge, La., to Pikeville, Tenn., were unreasonable to 
the extent they exceeded 66 cents per 100 pounds. Reparation 
to that basis was awarded. 


LINSEED MEAL REPARATION 
In a mimeographed report, on further hearing, in No. 12290, 
Midland Linseed Products Company vs. Director-General, Erie, 
et al., the Commission found rates on linseed oil meal, car- 
loads, from Undercliff, N. J., to Chicago, and North Hammond, 
Ind., unreasonable and awarded reparation. The previous 
reports on this case are in 69 I. C. C., 758, and 77 I, C. C. 242. 

The Commission said that upon this record it found the 
rates charged on the shipments involved were unreasonable to 
the extent they exceeded 20.5 cents from December 19, 1917, to 
May 16, 1918; 23.5 cents from May 17 to June 24, 1918; 29.5 
cents from June 25, 1918, to August 25, 1920; and, 41.5 cents 
from August 26, 1920, to August 14, 1921. 

In the original report, 69 I. C. C., 753, the Commission found 
the rates were not unreasonable or otherwise unlawful. In the 
supplemental report, 77 I. C. C., 242, the Commission modified 
its original report to the extent of finding that shipments that 





ABOLITION OF SURCHARGE 


Abolition of the Pullman surcharge as being unreasonable 
has been recommended by Examiner John B,. Keeler in a re- 
port on No. 14785, the Commission’s investigation into that 
question, and 11567, Order of United Commercial Travelers of 
America vs. Pullman Company. 

The report was issued after 5 o’clock May 2, nearly two 
hours after the usual time for promulgating reports and more 
than half an hour after the close of the Commission’s business 
day. It was explained that the report was hurried out so as to 
assure its circulation to all parties in interest before the argu- 
ment set, some time ago, for May 8. 

Examiner Keeler discussed the cost studies submitted by 
the railroads to show that they were not getting proper com- 
pensation for the service performed by them in carrying the 
greater weight of the Pullman cars, but, in answer to that, he 
suggested that the carriers should take care of that in their 
contracts with the Pullman Company. He pointed out that the 
big roads, able to make more advantageous contracts with the 
Pullman Company than the smaller ones, received most of the 
surcharge collected from the public because, under their con- 
tracts with the Pullman Company, the latter paid them some- 
thing in addition to the surcharge, while the smaller companies 
paid something out of the surcharge to the Pullman Company. 
He said Congress should be asked for authority under which 
the Commission would regulate the division between the Pull- 
man Company and the railroads, because the present contracts 
showed a great variance of treatment by the Pullman Company 
even of the big railroad companies. 

_The outstanding fact in the Keeler report is that the ex- 
aminer thinks the railroads, if they are not properly compen- 
sated for the service they perform in the hauling of Pullman 
cars, should look to the Pullman company for that compensa- 
tion. As to the Pullman contention that the surcharge had 
caused a curtailment in travel in Pullman cars, he said the ex- 
tent of that curtailment, if any, was conjectural. Taking 1919 
as a base, he pointed out from the record, that the day coach 
travel, in 1920, increased less than the travel in Pullmans and 
decreased more, in 1921 and 1922, than travel in Pullmans. He 
Said it was reasonable to believe, however, especially consider- 
ing that the surcharge had been a great irritant to the traveling 
public, it had resulted in considerable loss of business from 
Pullmans. 

In 1922 the surcharge produced a revenue of $32,891,124 
and in the following year, $37,490,869, or slightly more than 
three per cent of the total passenger revenues of the carriers. 


Tentative Reports of the Commission 
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had moved over the Erie subsequent to February 7, 1919, had 
been misrouted. The case was reopened upon the complain- 
ant’s petition on the question of the reasonableness of the rates 
with the result as hereinbefore set forth. 


FINDING OF OVERCHARGE 


A finding of overcharge, and a direction that refund be 
made, have been made in a mimeographed report on No. 15048, 
Consolidated Products Company vs. Chicago, Burlington & 
Quincy. The Commission found the class B rates collected on 
ten carloads of condensed buttermilk, from Denver to Chicago, 
Peoria and Oskaloosa, inapplicable. It said the rates applicable 
on wheat, applicable on stock feed, were applicable to con- 
densed buttermilk. It said there was no evidence that the 
commodity under consideration was not considered as a stock 
food, adding that, in fact, that appeared to be its only use 


COTTONSEED HULL RATE 


Reparation on account of umreasonableness has been 
awarded in No. 14668, Pinson Brokerage Company vs. Columbus 
& Greenville (A. T. Stovall, receiver), mimeographed. The 
Commission found unreasonable a rate of $6.25 per ton charged 
on six carloads of cottonseed hulls shipped in January and 
February, 1921, from Greenville, Miss., to Marietta, Ga., to the 
extent it exceeded the contemporaneous combination of $4.40 
per ton. 


GREEN COFFEE RATE CASE 


The Commission has dismissed No. 14825, Continental Coffee 
Company et al. vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed, on a finding that a joint commodity rate of 90 cents on 
green coffee from New Orleans to Wichita, Kan., imposed on 
four carloads, shipped between March 1 and April 17, 1922, was 
not unreasonable. The complaint alleged it was in violation of 
the first, third and fourth sections, to the extent it exceeded 
69.5 cents, the subsequently established rate. 


The revenue in the eastern district, in 1923, amounted to $16,- 
035,003, $15,695,403 in the western and $5,760,463 in the south- 
ern, including the Pocahontas district in the last mentioned. 

Keeler pointed out that the surcharge was not the only 
revenue the big roads obtained from the Pullmans. Under con- 
tracts the Pullman Co. contributed something toward the operat- 
ing expenses of the roads, particularly the Pennsylvania, New 
York Central and New Haven. He said that under the contracts 
the Pullman paid some of the running expenses of those roads, 
to the extent of $1,451,485 on the Pennsylvania, $1,611,229 on 
the New York Central and $219,915 on the New Haven. The 
Pullman cars, Keeler said, in the aggregate, paid the three roadg, 
on an average, $2,587 to the New York Central, $2,417 to the 
Pennsylvania, and $1,838 to the New Haven. 

The contracts between the Pullman Co. and the railroads 
provide for a sharing in the earnings, by the railroads, when the 
revenues of the Pullmans rises above certain levels. In other 
words, on the railroads on which there is density of passenger 
traffic, the Pullman company shares the revenue it receives with 
the railroad companies. On roads having low traffic densities, 
there is no revenue from the Pullman cars. Keeler discovered 
what to him was a strange fact, namely, that in 1922, the Balti- 
more & Ohio did not get anything from the Pullman Co., under 
its contract, and that in 1923 it received less than $500 per 
car, whereas “its chief competitor, the Pennsylvania, received 
the equivalent of $2,500 per car for each year.” That indicated, 
he said, one of two things, either that the contract between 
the Pullman Company and the railroad was very much less 
favorable to the railroad than the one between the Pennsylvania 
and the Pullman, or that the Baltimore & Ohio was running 
much more Pullman space per passenger carried than the Penn- 
sylvania. 

In that connection he said it might be stated that studies 
of Pullman car occupancy indicated that on many roads sleep- 
ing cars were operated practically on a lower berth basis. 

“It would seem,” said Keeler, “that somewhat greater use 
of upper berths could be enforced on many roads without seri- 
ously inconveniencing the traveling public.” 

In the early days of the Pullmans the Pullman company re- 
ceived all the revenue from the sale of seats and berths and in 
addition the railroads generally paid the Pullman company 
mileage for the use of the cars in the event the revenue received 
from seats and berths did not reach specified minimum amounts, As 
the Pullman business grew, he said, railroad participation in 
the Pullman earnings commenced and had steadily increased 
so that until today it amounted-to more than $9,000,000 a year. 
He said it would seem that if the early arrangements were ad- 
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vantageous to the railroads, the present day arrangements should 
be very much more so without the imposition of the surcharge. 

“But assuming that, as contended by the railroads, they are 
not adequately compensated under their contracts with the 
Pullman Company for hauling the greater weight per passenger 
in the Pullman cars, does that constitute a ground for imposing 
a surcharge to recoup losses growing out of their improvidence 
in failing to make contracts which would afford them proper 
compensation for the service of hauling the cars?” asked the 
examiner. “In our judgment it does not,” he said in answer to 
his own question. 


The examiner pointed out, among other things, that the 
contracts between the Pullman Company and the railroads varied 
greatly, even in the cases of supposedly equal carriers. In the 
case of the Southern Pacific, under a contract. made in 1912, 
there is participation by that road in Pullman earnings when 
the per standard car earnings reach $7,250, whereas in the case 
of the Santa Fe, under a contract made in 1923, there is no par- 
ticipation until they reach $9,000. The Southern Pacific con- 
tract, he said, continues to run for six more years and that in 
the time the two contracts run side by side, there will con- 
tinue to be a difference in the treatment of the two big carriers. 
He said that that, of itself, was a strong indictment of the pres- 
ent system of making the contracts. That difference was his 
reason for recommending that the Commission ask to give it 
more complete regulation power over the relations between car- 
riers and the Pullman. 


Considering, among other things, that there had been no re- 
duction in passenger fares corresponding to the reduction in 
freight rates in 1922, and that there probably would be some 
stimulation of Pullman business as a result of the removal of 
the surcharge, he said the Commission should find its imposi- 
tion unreasonable and order the discontinuance of the practice. 


In an appendix to the tentative report, Pullman surcharge 
collections by class I roads for the year ended December 3], 
1923, and the rate of return on investment for that year of 
each class I road were set forth. The rate of return was com- 
puted on the basis of 1922 investment and 1923 net railway 
operating income. This is the first time that figures showing 
the rate of return by percentage on investment for 1923 by 


individual roads have been made available for publication. The 
table follows: 


Pullman Surcharge and Rate of Return on Investment*, 
Class I Roads, 1923. 
Pullman 
Surcharge 
Collections, Rate of 
Year Ended Return on 


Name of District, Region and Road Dec. 31,1923 Investment 


Eastern District, New England Region: 


















Atlanta & St. MIN TE The os ceccedccccese's $ ide 
Oe = es ae ee oe 7,266 5.56 
DE OR EE, Bhs ace scvevedaecescs a 292,484 1.30 
Canadian Pacific Ry. (Lines in Maine).. 16,084 waa 
Coeeres Sew wm KY... cccccccsesee rates 7 3.70 
a eres Geb wae 28,417 otk 
ge ee ee 102,617 3.21 
New York, eg Haven & Hartford R. R..... 1,333,070 3.47 
Rutland R. Send ded etnies w4d 6 UW aida eee Gk eis. > oe 6.0.6 0 47,877 3.55 
Total New England Region............... 1,836,262 
Great 4 Region: 

OS A SS ESA ee 953 2.41 
Buffalo, Rochester. & Pittsburgh Ry 19,561 4.32 
ES SE rare rer 17,475 1.17 
ee Te Be Ee So eee eee 97,344 5.69 
Delaware, Lackawanna & Western R. R. 

DEE. | BPE Reeds Che et cenosc sb erodes seieede'e om — 5.68 
eT ee Se ee ee 2.01 
Detroit, Grand Haven & Milwaukee Ry...... 18 00 7.86 
ee has a6 Oe airkies «odes eng bios ce 0-0 ieee 140,931 4.31 
Grand Trunk Western Ry . 65,543 4.02 
Lehigh Valley R. R......... nite 211,090 2.91 
Michigan Central R. R...... aire 904,951 12.38 
EE e Skeevcds hncoewesetcesee ee 2,928 5.34 
New Jersey & New York R. R...........-... 8 ectve 
eo eT ree 4,135,789 6.23 
New York, Chicago & St. Louis R. R........ 43,528 5.74 
New York, Ontario & Western Ry............ 23,079 1.16 
Pere Marquette Miia << ee cle. ct eae ale eeeipwssees 121,709 6.02 
Pittsburgh & Lake Erie R. R 38,749 17.76 
Ulster & Delaware R. R.......... 2, = 2.55 
es cn dic a Ginn ag phim Here Carano: + omiee 286,672 3.97 

Total, Great Lakes Region..............+:. 6,379,559 


*On basis of 1922 investment and net railway operating income 
for 1923. Investment figures for 1923 not yet available. 


Pullman 

Surcharge 
Collections, Rate of 
Year Ended Return on 


Name of District, Region and Road Dec. 31, 1923 Investment 


Central Eastern Region: 


ee Oh. ME. lei cl cs odegview beds ceeeed $ 5,400 Se 
pe EO EO ee eee 906,385 5.84 
Baltimore, Chesapeake & Atlantic Ry........ 865 Baal 
Buffalo & Susquehanna R. R. Corp........... 19 5.44 
Central BR. R. OF New Jeraey.....ccccceseces 57.890 2.85 
Chicago & Eastern Illinois Ry.........-...-. 191,873 4.17 
Cincinnati, Indianapolis & Western R. R... 5,372 1.81 
Chicago, Indianapolis & Louisville Ry...... 129,528 5.32 
Cleveland, Cincinnati, Chicago & St. Louis Ry. 712,468 6.96 
Hocking ‘Valley RED tin bie oa tok 5 Gh SOLE o0ES'' o oe 23,106 4.47 
Long Island R. 7 alee bestelGe disk cians ia inlacela aia ane: cag-a 31,288 4.31 
ee oe ds aan w 6 36 00066%a.0 a eiae ti +. 5,584,293 4.22 
Philadelphia & macdine MOSS Aedwedsadveriets 72,500 9.86 





West Jersey & Seashore R. R......-.eeeeeeees 87,585 
Western Maryland By. 0s. cccvsccccecccvcces ° 2,271 
Wheeling & Lake Erie Ry. ........-ccseecees 8,339 
Total, Central Eastern Region............ 7,819,182 
TOON, PURSUE  WUPIOE oi fecncos cs cxedsses 16,035,003 
Pocahontas Region: 
ee a : ee eee ee 321,902 
Norfolk & Western Ry... dscccccccccccccvccce 237,572 
Richmond, Fredericksburg & Potomac R. R.. 187,956 
Vitam. TRY. cesices na Stew 19 4.00186 0 oe ke EERE aee 5,266 
Total, Pocahontas ReOGlION s «66. ccewescccss 752,969 
Southern Region: 
Be SOM ee 15,004 
Alabama Great Southern R. R........ le dsweest 68,017 
Ationte de “Weat Point Ts. TBs <0 5:00: 5005950 4 29,429 
Atlanta, Birmingham & Atantic Ry........... 8,671 
Pe SE SN Wien Dis cca s secieccacoushess 736,445 
Carolina, Clinchfield & Ohio Ry. (Sys.).....-. 2,486 
So See OE | a eer ere ee 187,142 
Charleston & Western Carolina Ry..).......+. 435 
Cincinnati, New Orleans & Texas Pacific Ry. 152,891 
Columbus & Greenville Ry. .........ceeeeeeee 68 
go, ee eS ee oer oe 262,683 
Georgia R. R. Lessee Organization ......... 35,931 
ee a 5s goss w: 0:6) 0h ores Oe 3,068 
Georgia, Southern & Florida Ry.............. 56,767 
Celt: &. Bite telend Fh. BR. 000.00 sins cccgccwcnes 5,563 
Se I nahn cine wo.0\vsne.0)6-<4:0-000.0-0)9% 726,935 
Louisville & Nashville R. R...........eceeeees 725,267 
Louisville, Henderson & St. Louis Ry........ 23,929 
ee roo 52 
I TN WU I Sic ches ono: nego 0s a4. reste 22,698 
Nashville, Chattanooga & St. Louis Ry...+.; 172,150 
New Orleans & Northeastern R. R........... 25,631 
New Orleans Great Northern R. R.......... 1,446 
TOC C. ME, BE Dh cen ccc. ciceevcccivie s oeece's 15,647 
PROT SEMEN, SET oF o'r 0 0 6c eek seccceeeeosee 32 
RR IE IS iee SoS ss yok Vivre wciedalcsinvinnis 411,900 
SIE SENS) Crcdtagt: cowins s)he nes 4 eels ses «ae wi6% 1,209,894 
I, SII, i ecicitecs scons gens yccmasese 7,739 
Wreceels Ser, “OE BOON, oi ec Sesees Ceeesees 39,153 
Yazoo & Mississippi Valley R. R............. 60,694 
TOtEl, BOUGNEPN BESO... 2 .<.c0ccccccvcecs 5,007,767 
Total, Southern District (Including Poca- 
ee EP ee eee eer 5,760,463 
Western District, Northwestern Region: 
Chicago & North Western Ry..........ceceees 912,242 
Chicago Great Western R. R....... nafe'p Bienes 139,081 
Chicago, Milwaukee & St. Paul............... 761,866 
Chicago, St. Paul, Minneapolis & Omaha Ry.. 171,139 
Duluth & Iron Range Be gD. tes ae oA aenia'o-w sores 376 
Duluth, Missabe & Northern Ry............... 798 
Duluth, South Shore & Atlantic Ry. ........ 23,368 
Duluth; Winnipeg & Pacific Ry.............-- 4,004 
RES 9g, SSS il aS a ae a 401,121 
Minneapolis & St. Louis R. R..............2.-. 13,790 
Minneapolis, St. Paul & Sault Ste. Marie Ry.. 242,917 
I SE Bs aT nde veubdns oe cmees 582,457 
Oregon-Washington R. R. & Nav. Co. ...... 239,140 
DOOR ENG, TTAPTMTIONEL ERY cos cc cntccvevcecves 2,843 
Spokane, Portland & Seattle Ry............... 53,611 
Total, Northwestern Region............... 3,548,753 
Central Western Region: 
pe RS Ree eee rere 5,400 
Atchison, Topeka & Santa Fe Ry............. 2,660,740 
oe Se ee UCU LO eee 249,245 
Chicago, Burlington & Quincy R. R........... 918,358 
Chicago, Rock Island & Gulf Ry............... 30,150 
Chicago, Rock Island & Pacific Ry............ 796,774 
CANOFGRO & BOMENGTE RY cc ccc sccccccwccoceees 69,857 
Denver & Rio Grande Western R. R.......... 281,361 
Bl Paso & Southwestern Co......cccccccccsece 95,761 
Fort Worth & Denver City Ry.......-.escecee 73,923 
Los Angeles & Salt Lake R. R.......cceceeees 379,326 
Nortmwentern PMCS TH. Beco. ccccccccsccscuce 27,955 
Cees ere BA SR OR oot ies cccecieeeds 242,407 
Panhkeméle & Banie Fe By. occccsesiccecsccecce 40,483 
St. Joseph & Grand Island RY.......cscsccceces 2,588 
Southern Pacific Co. (Pacific System)........ 2,258,582 
Toledo, Peoria & Western Ry. .......-+-+.eees y 
ete RS BE A co, 5 e/0: cc rive aarerolenins. eieiw ean ‘s 11. 842 
Western Paclfic BR. Ri. ccccccccccccscccccccces 159,823 
Total, Central Western Region............ 9,411,123 
Southwestern Region: 
Beaumont, Sour Lake & Western Ry......... 8,283 
Bt. Grill: SZ Westen Ris ccccssccvecccccveses 5,856 
Fort Worth & Rio Grande Ry.............+. 12,350 
Galveston, Harrisburg & San Antonio Ry..... 277,610 
Gulf, Colorado & Santa Fe Ry.........sseee.- 105,510 
Houston & Texas Central R. R............... 150,700 
Houston East & West Texas Ry............. 16,255 
International-Great Northern R. R........... se 72,044 
Be CIE PCD. FE oo cc ccc ccc ccecccccce 54,224 
LOGIGOG Ge ATMSTBAD TF oss c ceesccecicccses 81 
Leesiens Tey. B TE. C0 ss cc ose ciincccn ec ssn 6,981 
Louisana Ry. & Nav. Co. of Texas. We sduake cpeialee 587 
pS Se eee ee 45,684 
Missouri-Hansas-Tenzas R. BR. .....cccvecscccecs 195,543 
Missouri-Kansas-Texas R. R. of Texas....... 202,412 
Missouri Pacific R. . EER A GRC eR INES 485,832 
Morgan’s La. & Tex. Bee GE © Wr COs ic ccces 70,291 
New Orleans, Texas Ee MEOMIGO Bs 2nd cccccoes 12,060 
St. Louis, Brownsville & Mexico Ry.......... 38,585 
Bt. Louls-Ban ETANCIECO By... 0c cccccscccecee 551,825 
St. Louis, San Francisco & Texas Ry......... : 
St. Lowls Southwestern RY. oc. .cccsesseccesses 29,052 
St. Louis Southwestern Ry. of Texas.......... 14,967 
San Antonio & Aransas Pass RY...?.......... 7,560 
San Antonio, Uvalde & Gulf R. R............. 11,489 
Texernana. & Wt. Bmlth RF. cece civdevcveses 4,854 
Texas & New Orleans R. R......... cee eeeeces 56,680 
ee RIE. ole bE alana si ¢4'c0 0S one obese 270,520 
Vicksburg, Shreveport & Pacific Ry.......... 16,820 
i, 3 ARSE ER ae 1,714 
Total, Southwestern Region............... 2,735,527 
ey i ere 15,695,403 


Total, United States.....,. etiepae en's yee $37,490,869 
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DIVISIONS NOT UNREASONABLE 


Examiner Fred N. Oliver has recommended the dismissal 
of No. 14580, Salina Northern Railroad Company vs. Atchison, 
Topeka & Santa Fe et al., on a finding that the divisions ac- 
corded the complainant by its connections had not been shown 
to have been unjust, unreasonable, inequitable or otherwise un- 
lawful. 

The abstract of testimony put into the report by the ex- 
aminer showed that the complaining short line, extending from 
Salina to Osborne, Kan., a distance of about 81 miles, had been 
operating every year, since 1918 to 1922, both inclusive, at a de- 
ficit in its net railway operating income account, the deficit 
ranging from $36,578 in 1918 to $100,879 in 1919 and back to 
$34,409 in 1922. 

According to the examiner, the Salina Northern is an 
originating line, approximately 80 per cent of its total tonnage 
being interchanged with its connections and more than 70 per 
cent is to points off its line. In addition, he said, it bridged 
traffic for the Missouri Pacific between Salina and Osborne under 
a special arrangement and at an agreed allowance which was 
not assailed. 

The fact that the complainant had been operating at a de- 
ficit, said the examiner, quoting Federal Valley vs. T. & O. C., 
68 I. C. C. 499, 502, did not of itself prove that it was fairly 
entitled to increased divisions. Applying the principles laid 
down in the New England divisions case, 66 I. C. C. 196, the 
examiner said the Commission should find as hereinbefore set 
forth. 


REPARATION ON TALC 


A finding of unreasonableness in the rates on talc, for the 
two-year period preceding the filing of the complaint, which 
was January 2, 1924, Examiner Paul O. Carter said, should be 
made in No. 15544, Standard Mineral Company, Inc., et al. vs. 
Norfolk Southern et al. The rates involved were those ap- 
plicable, to net tons, from Hemp, N. C., to Jacksonville, Fla., 
York and Philadelphia, Pa., Manville, N. J., East St. Louis and 
Vandalia, Ill. The complaint alleged they were unjust, unrea- 
sonable, unjustly discriminatory and unduly prejudicial. The 
Commission was asked to prescribe rates for the future and 
award reparation. The talc was used in the manufacture of 
prepared roofing, filler in the rubber and textile industries and 
talcum powder. 

The complainant established its plant at Hemp, N. C., in the 
latter part of 1921, when the carriers offered to establish rates 
on the basis of those from Poultney, Vt., with which point, the 
examiner said, the complainant said it was in competition. The 
basis was not satisfactory and the complainant asked for rates 
on the basis of rates on clay from Georgia to Trunk Line and 
Central territories. Reduced rates were published to most of 
the destinations involved, in December, 1922. The specific 
prayer was to make the rates in effect via the Norfolk Southern 
and the Baltimore & Ohio and their connections, effective via 
Norfolk and the Pennsylvania. 

_ Reparation, the examiner said, was asked on 44 cars, of 
which, the examiner said, five were routed over a higher rated 
route than the others. The examiner said the Commission 
should dispose of the case, as follows: 


The Commission should find that the rates charged for the trans- 
ggg od of 39 cars of tale shipped from Hemp, Nw. C., to jackson- 


, York and Philadelphia, Pa., Manville, N. J., Vandalia 

adhe ef pt Leute, Ill., were pet unjustly discriminatory or unduly 
, unreasona ° 

ihe Sellowhan anee or nae ee e e extent that they exceeded 





Prior to July After July 
» 1922 1, 1922 
saerdinig Sie 0-6 Aiere bo-6 OR MINA betes wai emece $5.63 $5.07 
ey Meee tees eee Pe ne .10 4.59 
Rise «+-sieeaea chee aele cee ee 5.10 4.59 
koa Measiclnedeae 5.80 5.22 
pr siphciaieut «atta aletes 6.40 5.76 
etaceahs 0 «usable cliesihereeaeeniews 6.40 5.7 


st That complainant made the shipments as described; and that the 
Teandara Mineral Company, Inc., bore _the charges on 19 cars to 
Ea aville, 6 cars to Vandalia, 1 car to York and 2 cars to East St. 
—— and the Ford Roofing Products Company paid and bore the 
charges on 6 cars to Vandalia; that the Standard Mineral Co., Inc., 
= the Ford Roofing Products Company have been damaged in the 
sae of the difference between the charges paid and those which 
hey a ee at the a a a 5 aremggge ee A yg et 
€} e o reparation w nterest. ey should com 
with Rule V of the Rules of Practice. x sith 
a 12 he, Commission should further find that at rate of $5.76 to Van- 
oe will not be unreasonable for the future and that the rate of 
E -70 charged on five cars shipped to Manville via Norfolk and the 


ennsylvania since December 25, 1922, 
Seon unreuaeaeine r 25 has not been shown to have 


UNDUE PREJUDICE FOUND 


A finding of undue prejudice and an order to remove it 
have been advised by Examiner Paul O. Carter, in No. 15486, 
Norwich Pharmacal Company vs. Baltimore & Ohio et al., as 
to the rate on drugs and medicines, carloads, from Norwich, 
N. Y., to New York. He said the Commission should find the 
rate not unreasonable or unjustly discriminatory. The com- 
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plaint alleged the rates from Norwich to points in Trunk Line 
territory were unreasonable, unjustly discriminatory, unduly 
prejudicial and unduly preferential of its competitors located at 
points in central territory. Interventions were filed by com- 
petitors at Detroit, St. Louis, Kalamazoo, Indianapolis and 
Midland, Mich. 

At the hearing, the examiner said, the complaint was re- 
stricted so as to bring in issue the rate from Norwich to New 
York and intention to attack the class rates as class rates was 
disavowed. 

Norwich is on the Lackawanna and the New York, Ontario 
& Western. From the points where the competitors are located 
there are commodity rates in which the Lackawanna and the 
New York, Ontario & Western participate. A witness for those 
lines said that repeated efforts had been made by them to per- 
suade the carriers in Central territory to restore the rates to 
New York, to the class basis, but that they had failed. The 
general basis, the examiner said, was third class throughout 
Trunk Line and Central territories except from the points where 
the intervening parties were located. The commodity rates 
shown in the examiner’s report ranged from 76.8 to 87.7 per 
cent of third class from the intervening points, in comparison 
with Norwich’s 100 per cent of that class. 

The Lackawanna and the Western said they were not re- 
sponsible for the rates from the intervening points and that 
the finding of undue prejudice for which the complainant asked, 
would force a reduction from Norwich, because their withdrawal 
from the commodity rate publications could have no effect upon 
the commodity rates. Disposing of the case, the examiner said: 


The Commission should find that the rate on drugs and medi- 
cines, carloads, from Norwich, N. Y., to New York, N. Y., has not 
been shown to be unreasonable or unjustly discriminatory but that 
it is unduly prejudicial to Norwich and unduly preferential of com- 
plainant’s competitors located at Cleveland, Ohio, Detroit, Kalamazoo 
and Holland, Mich., Indianapolis, Ind., and St. Louis, Mo., to the 
extent that the differences between the rates from those points to 
New York and from Norwich to New York are less than the follow- 
ing accounts: Cleveland, 17.5 cents; Detroit, 17.5 cents; Kalamazoo, 
31 cents; Indianapolis, 33 cents; St. Louis, 58 cents. The undue 
prejudice should be removed, either i 4 withdrawal of the Lackawanna 
and Western from the tariffs publishing commodity rates from the 
points in central territory to New York, or by the establishment of 
a commodity rate from Norwich to New York in accordance with the 
above finding. No damage has been shown to result from the undue 
prejudice. Reparation should be denied. 


FRESH FRUIT RATES 


A revision of the rates on fresh fruits from the Yakima 
Valley in Washington to interstate destinations has been rec- 
ommended by Examiner Warren H. Wagner, in a report on 
No. 15551, J. S. Kloeber et al. vs. Northern Pacific et al. The 
complaint was that the rates on apples, peaches, pears, and 
plums, in baskets, and apples in bulk, from points in the 
Yakima valley were unreasonable, and that the rates on apples 
in bulk or in baskets were unduly preferential of fruit growers 
in other districts. The complainants are fruit growers in the 
Yakima valley. They ship apples throughout the United States 
Europe and the Orient. About one-third of the apples grown 
in the United States, the examiner said, came from Washingz- 
ton and Oregon. ° 


Apples from the Yakima valley in bulk or baskets, the 
examiner said, were charged rates 150 per cent of those in 
boxes. That was also true of apples from the Hood River, 
Wenachee Valley and other districts in Idaho and Washington. 
From shipping points in Utah, Michigan, New York, Missouri, 
New Mexico and other states, he said the rates were the same 
no matter whether the apples were shipped in bulk or in con- 
tainers, with minima ranging from 24,000 to 30,000 pounds. 
From southern Idaho, he said, that parity of rates existed, the 
minimum being 30,000. 


Yakima complainants contended that because southern 
Idaho and Utah were direct competitors they should also be 
permitted to ship either in bulk or baskets at the box rate. 
They said the box apple market was limited and exclusive. They 
testified that because they had been receiving so much less 
for apples than formerly, trees were being pulled out of the 
orchards and that last year approximately 1,000 carloads of 
apples were left on trees in the Yakima valley, whereas no trees 
were left unpicked in southern Idaho, from which shippers 
were able to forward their crop, in bushel baskets or in bulk, 
to southern and middle western markets. Because of increased 
production the complainants urged bulk and basket rates. They 
said that rates on bulk and basketed apples would give them 
a market for several thousand cars. 

The examiner said that on the basis of average loading, to 
produce the same per car revenue, the bulk apple rate would 
have to be approximately 125 per cent of the boxed apple 
rate and the basket rate about 116 per cent because neither 
bulk nor basket loading could be as heavy as the boxed apple 
loading. The defendant’s, he said, were willing to apply to 
bulk and basket shipments 20 per cent over the boxed apple 
rates, mininum 30,000, expressing the belief that the minimum 
could not be made, with safety, more than 30,000 pounds. They 
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would consider the same rate and same minimum on bulk 
apples discriminatory against the boxed apple shipper. 

The fruits other than apples, known as soft fruits, in- 
volved in this complaint, must move from the Yakima district 
in four-basket crates, while from competing districts may ship 
in baskets of one-half, three-fourths or full bushel. The ex- 
aminer said there appeared to be no more damage or risk in 
shipping soft fruits in baskets than in boxes. He said no oppo 
sition was expressed to the application of the boxed fruit rate 
on shipments in baskets, minimum 26,000, the same applicable 
on boxed soft fruit, inasmuch as they would load approximately 
the same. In conclusion the examiner said: 


The commission should find that the assailed rates on apples in 
bulk or in baskets are unduly prejudicial to growers in the Yakima 
Valley and unduly preferential of growers in southern Idaho to the 
extent that the percentage relationship of those rates to the rates 
on boxed apples applicable from the Yakima valley exceed the con- 
temporaneous percentage relationship of the rates on apples in bulk 
or in baskets to the rates on boxed apples from southern Idaho; 
that the assailed rates on apples in bulk or in baskets, minimum 
30,000 pounds, are unreasonable to the extent that they exceed 120 
percent of the contemporaneous rates on boxed apples; and that the 
rates on peaches, pears and plums, in baskets, are unreasonable to 
the exent that they exceed the contemporaneous rates on those fruits 
in boxes. 


INSUFFICIENT PLEADINGS CASE 


Application of the rule in Stevens Grocer Co. vs. St. Louis, 
Iron Mountain & Southern, 42 I. C. C. 396, and consequent dis- 
missal of the complaints, has been advised by Examiner J. 
Edgar Smith, in No. 15208, Barrett Company vs. Nashville, Chat- 
tanooga & St. Louis et al., and a sub-number thereunder. The 
conplaint alleged the class rates applied as a factor in a 
through rate on cottonseed hull shavings, from Hermitage, Tenn., 
to the Ohio River, as part of the rate from Hermitage to Peoria, 
were unreasonable and unjust to the extent they exceeded 
specified amounts. The sub-number was filed to bring in the 
proper parties to make the Tennessee Central liable. The re- 
organization of that property, Smith said, brought into existence 
carrier corporations between whom there was no privity. In 
addition there were changes in the personnel of the receiver- 
ship. Smith said the through rates were not assailed, although 
he said the rates charged were combinations on the Ohio rive, 
of class rates to the Ohio and commodity rates beyond. He 
said that the Burlington was not properly brought in, as a 
participant in the transportation north of the river. 


The examiner said the complaint could not be restricted 
to the factors south of the river. Discussing the case and the 
application the rule has on the two complaints, Smith said: 


As long ago as 1916 the Commission, in Stevens Grocer Co. vs. 
St. L., I. M. & S. Ry. Co., 42 I. C. C., 396, laid down the rule: ‘“‘That 
when a complaint involves charges applicable to a through shipment 
the through rate or charge must be brought in issue and the par- 
ticipating carriers must be made defendants. When the through rate 
or charge is made up of separately established rates or charges, ap- 
plicable to the through business, the through rate or charge must be 
attacked as violative of the act, although the violation may be be- 
lieved to be occasioned by a particular factor or factors thereof; in 
such case the complainant should be prepared at the hearing to 
prove the unlawfulness of the through rate itself and that this is 
due to a particular factor of factors.’’ This rule has been modified 
as set forth in Cairo Board of Trade vs. C. C. C. & St. L. Ry. Co, 
46 I. C. C., 343, and Indianapolis Chamber of Commerce vs. C. C. C. 
& St. L. Ry. Co., 46 I. C. C., 547, but the modification does not 
permit reparation on through charges where only parts of the through 
transportation, and the charges on such parts, are brought in ques- 
tion. ca “ee Brown Stave Co. vs. St. L. & S. F. R. R. Co. et al, 
48 I. C. C., 76. 

This being so it is unnecessary to discuss other questions raised 
in this proceeding. The commodity shipped was undoubtedly _cot- 
tonseed hull shavings of low value; but, even so, there is no allega- 
tion that the through charges collected for the transportation rendered 
were unreasonable. The basis on which complainant asks reparation 
would result in total charges yielding average car-mile earnings of 
less than 18 cents. 

The Commission should so find and the complaints in this pro- 
ceeding should be dismissed. 


SCALE FOR HAYDITE 


Attorney-Examiner Arthur R. Mackley, in No. 13970, Hay- 
dite Company vs. Atchison, Topeka & Santa Fe et al., has rec- 
ommended the adoption of a scale to be used in making rates 
on haydite, a trade name for a substitute for concrete aggregate, 
the latter usually being composed of sand and gravel or sand 
and crushed rock, from Kansas City to Memphis, and destina- 
tions in Iowa, Kansas, Nebraska, Oklahoma, Arkansas, Louisiana 
and Texas. The complaint attacked the existing rates as being 
unreasonable and unduly prejudicial to the extent they exceeded 
the Shreveport scale on sand, gravel, crushed stone and chatts, 
prescribed in 48 I. C. C. 312. 

The complainant, Mackley said, asked for a common scale 
of rates from Kansas City to all the destination territory in 
question. That request, he said, was not opposed by the de- 
fendants. The only question was as to the level of the rates. 
He cited efforts that had been made by the carriers to reach 
an understanding respecting the basis. The product is a clay 
product, baked like brick and then ground up, thé larger pieces 
being used as a substitute for gravel or crushed stone and the 
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finer particles as a substitute for sand, and suitable for use 
where weight is a consideration, the substitute aggregate being 
ligihter than sand or gravel, and worth about $4 per ton. Mack. 
ley said that neither in character, value, nor use was haydite 
to be classed with sand and gravel for rate-making purposes 
because it was of higher value, with a decided advantage over 
them in certain lines of construction. 

Without expressing an opinion as to the propriety of such 
scales for other traffic, said the examiner, a common basis for 
haydite, would be that shown in the following scale: 


Mileage Scole, in Cents per Hundred Pounds, for Sin ine Haul* 
10 miles and ee ee me 
20 miles and over 
30 miles and over 
40 miles and over 
50 miles and over 
60 miles and over 
70 miles and over 
80 miles and over 
90 miles and over 
100 miles and over 
115 miles and over 
130 miles and over 
145 miles and over 
160 miles and over 
175 miles and over 
190 miles and over 
205 miles and over 
225 miles and over 
245 miles and over 
265 miles and over 
285 miles and over 
305 miles and over 
325 miles and over 
345 miles and over 
375 miles and over 
405 miles and over 
435 miles and over 
465 miles and over 
495 miles and over 
625 miles and over 
555 miles and over § 
585 miles and over 
615 miles and over 
645 miles and over 
675 miles and over 
705 miles and over ; 
Ng EE en ee Poe eee 22 
ig Se I SO, 35k. 9 GoW ¥wlalel Nin Geile Whe widiare bolas bso aRSeaio-ainr 22.5 
795 miles and over 765 





tf SS 5 - |, thle eR eheeneoECEianeaeE 
EN 5 sg san. acai egnevermueietolo are add: dalenales Lie. eopisidionic'sveriane 1 
UNE IE CUNT. 50 6 6rek cso wid v creditor weinin sibeta caeedbe cis cues 1* 


_.*For each block up to and including 525 miles. No joint-differen- 
tial beyond 525 miles. 


FRUIT AND VEGETABLE RATES 


Examiner Paul O. Carter has recommended the dismissal of 
No. 15554, Steinhardt & Kelly vs. Erie et al., on a finding that 
the fifth class rates assessed on twelve cars of fruits and vege: 
tables, originating in California, Oregon, Washington and Colo- 
rado, reconsigned from Croxton, N. J., to Philadelphia and 
Washington, D. C., were not illegally assessed, as alleged, from 
the reconsignment point to the final destinations. The cars were 
originally billed to New York. They were held at Croxton, a 
hold pdint on the Erie. The complainant contended the fifth 
class was illegally assessed because a tariff of the Erie provided 
for reconsignment at a reconsignment charge of $6.30, plus a 
back-haul, or detour charge, of 2.5 cents per mile. The cars 
were delivered to the Pennsylvania and the local fifth class 
rates were assessed for the hauls beyond Croxton. The examiner 
said the Pennsylvania was not a party to the Erie’s reconsign- 
ment tariff, nor did it concur therein. ‘The local rates added 
to the through rates were 19.5 and 29 cents. The reconsign- 
ment charge was also added. 


ACID PHOSPHATE REPARATION 


Reparation has been recommended by Examiner E. L. Gad- 
dess in No. 15605, Ouachita Cotton Oil Company vs. Missouri Pa- 
cific et al., on a finding that the rate charged in March and 
April, 1920, on thirteen carloads of acid phosphate from New 
Orleans and Gretna, La., to Camden, Ark., was unreasonable. 
The rate charged was 25 cents. The complaint alleged it was 
unreasonable, unjustly discriminatory and in violation of the 
long and short haul part of the fourth section. A rate of 15.5 
cents was maintained to Little Rock and Pine Bluff. The applic- 
able tariff, in which a number of rates were cancelled on the 
theory there would be no movement, contained a notation that 
if any shipments were made within a year the rate would be 
re-published on one day’s notice.. Gaddess said that that nota- 
tion bound the carriers just as firmly as rule 77 and that ap 
plication by the shipper was not necessary to have the rate re- 
stored. He said reparation should be awarded to the basis of 
15.5 cents. 





» NEWSPRINT RATES 
Examiner John C. Donnally has recommended the dismissal 
of No. 14489, News Corporation vs. Missouri Pacific et al., on 
a finding that a rate of 44 cents on newsprint paper from Sault 
Ste. Marie, Ont., to St. Joseph, Mo., between August 28, 1929, 
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May 10, 1924 


and December 17, 1921, was not unreasonable. The complaint 
alleged the rate was unreasonable to the extent it exceeded 41 
cents. The rates stated do not reflect the 10 per cent reduction 
of July 1, 1922. The complainant relied in large part upon 
Minnesota-Ontario Paper Co. vs. Northern Pacific, oe: to &.. 
571, but the examiner said the Commission should find the 
assailed rate not unreasonable. The report also embraces two 
sub-numbers, Same vs. Chicago Great Western et al., and Same 
ys. Chicago, Rock Island & Pacific et al. 





REPARATION ON FLOUR 


A finding of unreasonableness and an award of reparation 
have been advised by Examiner John C. Donnally in No. 14503, 
Larrabee Flour Mills Corporation vs. Director-General, as to 
the rates and charges on flour, shipped from Hutchinson, Kan., 
to Los Angeles, in the period of federal control. The shipments, 
in particular involved in this case, were made in December, 
1919. The complaint alleged the charges were unreasonable, 
unjustly disciminatory and unduly prejudicial. A bill of lading 
covered each car in the first shipment, but each bill bore a nota- 
tion that for the railroad’s convenience two refrigerator cai's 
were furnished in lieu of one car of larger capacity and that 
the remainder of the order was in the other car identified by 
number. The examiner said that under the tariff provisions 
the complainant was entitled to a through rate from Kansas 
City to Los Angeles of 71 cents on its first tender on Decem- 
ber 6, 1919. He said it did not appear that the complainant 
made a like tender on shipments made on later dates, but he 
said it should not suffer for failure to do what it might rea- 
sonably have considered a vain thing, especially where it would 
have involved wasted labor, namely, that of preparing two bills 
of lading for each shipment. 


POULTRY CRATE RATES 
Examiner R. N. Trezise has recommended the dismissal of 
No. 15276, Dyer Fruit Box Manufacturing Company vs. Baltimore 
& Ohio et al., on a finding that the charges collected on poultry 
crates, in carloads, from Dyer, Tenn., to Cincinnati, in Augusi, 
September and October, 1920, were applicable. 


ROOFING PAPER REPARATION 


Reparation has been recommended by Examiner E. L. Gad- 
dess, in No. 15068, Hugh L. Turner Sheet Metal Company vs. 
Chicago, Rock Island & Pacific et al., on a finding that a rate 
of 79.5 cents on three carloads of roofing paper, from Madison, 
Ill., to Oklahoma City, imposed on shipments in January, April 
and June, 1922, was unreasonable to the extent it exceeded 
50.5 cents. That rate was one resulting from the Commission’s 
decision in Minnesota-Ontario Paper Company et al. vs. North- 
ern Pacific et al., 66 I. C. C. 571. 


LUMBER REPARATION RECOMMENDED 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Paul O. Carter in No. 
14186, Stailey Lumber Company, Inc., vs. Pennsylvania, as to 
rates and charges on lumber from points in Florida and Georgia 
to Waverly, N. J., between March 2 and August 24, 1920. Carter 
said the rates charged from Roux and Sorrento, Fla., and 
Thomasville, Ga., between the dates mentioned, should be found 
unreasonable to the extent they exceeded 34 cents from Roux, 
33 cents from Sorrento and 31 cents from Thomasville. 


COMMISSION ORDERS 


The Commission has modified its order in No, 13614, the 
Hanging Rock Iron Company vs. N. & W. Ry. et al., so as to 
permit the defendants to establish the rates on coal in com. 
pliance therewith upon fifteen days’ filing and posting. 

The National Fireproofing Company has been permitted to 
intervene in No. 15498, General Refractories Company vs. E. J. 
& E. Ry. 

S. L. Agoos Tanning Company, Inc., Helburn & Moran, Rice 
& Hutchins, Ine., Carr Leather Company and E. C. Mills 
Leather Company have each been authorized to intervene in 
No. 15749, Beggs & Cobb, Inc., et al. vs. B. & M. R. R. et al. 

The proceedings in No. 9702, Memphis-Southwestern Inves- 
tigation, and No. 6390, Memphis Freight Bureau vs. St. L. I. M. 
& S. Ry. et al., have been reopened for further hearing in so 
far as they relate to the question of undue prejudice against 
Memphis and undue preference of New Orleans, with respect 
to rates on sugar to points in Louisiana, and the effective date 
of the Commission’s order has been postponed in so far as it 
relates to the above subject. 

The Commission has modified its order of March 10 in No. 
12969, divisions received by Brimstone Railroad and Canal 
Company, so that it will become effective on June 4. 

The Commission has denied the respondents’ petition for 
further hearing in I. and S. No. 1842, rules, regulations ani 
charges for protective service on perishable freight. 

The New England Steamship Company has been author- 
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ized to intervene in No. 11756, Bangor & Aroostook Railroad 
Co. et al. vs. Aberdeen & Rockfish Railroad Co. et al. 

Fourth Section Application No. 12378, filed by the Florida 
East Coast Railway Company, pertaining to commodity rates 
from Jacksonville to Miami, Fla., has been reopened for fur- 
ther hearing. 

The Cummer Lumber Company has been authorized to in- 
tervene in No. 15614, Elberta Crate Company vs. A. C. L. R. R. 
et al., and No. 15614, Sub-No. 1, Georgia Veneer & Package 
Company vs. A. B. & A. Ry. et al. 

The Harrisonville Brick & Tile Company and Johnson City 
Brick Company have each been authorized to intervene in No. 
15692, Oklahoma Brick Manufacturers’ Association vs. Abilene 
& Southern Ry. et al. 

The Illinois Coal Traffic Bureau has been permitted to in- 
terevene in No. 15720, Peerless White Lime Company et al. vs. 
C. & E. I. Ry. et al. 

The Iola Cement Mills Traffic Association, the Great West- 
ern Portland Cement Company, the Monarch Cement Company, 
Ash Grove Lime & Portland Cement Company, Dewey Portland 
Cement Company and the Fredonia Portland Cement Company 
have each been authorized to intervene in Nos. 15727, Oklahoma 
Portland Cement Company vs. A. V. I. Ry. et al., 15744, Nebraska 
Cement Co. vs. A. V. I. Ry et al, and 15751, the Colorado Port- 
land Cement Co et al. vs. A. V. I. Ry. et al 

The Sun Oil Company has been permitted to intervene in 
a —_ the Prairie Pipe Line Company vs. Arkansas Western 

y. et al. 

The Board of Railroad Commissioners of the State of North 
Dakota has been authorized to intervene in No. 15824, the Grand 
Forks Commercial Club vs. C. & N. W. Ry. et al. 

The Fort Dodge Chamber of Commerce has been permitted 
to intervene in No. 15584, Sinclair Refining Company et al. vs. 
Ahnapee & Western Ry. et al., and in No. 15585, Miller Petro- 
leum Company et al. vs. Ahnapee & Western Ry. et al. 

The Security Cement & Lime Company has been authorized 
to intervene in No. 15806, Lehigh Portland Cement Company 
vs. Aberdeen & Rockfish R. R. et al. 

The Railroad and Warehouse Commission of the State of 
Minnesota has been authorized to intervene in No. 15824, The 
Grand Forks Commercial Club vs. C. & N. W. Ry. et al. 





SUSPENDED TARIFFS 


In I. and 8S. No. 2107, the Commission has suspended, from 
May 5 and later dates, to September 2, supplement No. 10 to 
Leland’s No. 1645 and tariffs making collateral changes on 
cooperage, bakery goods, cans, etc., iron and steel articles, 
meats, packing house products, stoves and stove furniture, 
sucker rods, sugar and woodenware, in Southwestern Lines’ 
«territory, purporting to comply with the orders of the Com- 
_— in the Memphis-Southwestern case, No. 9702, 77 I. C. C. 

In I, & S. No. 2109, the Commission has suspended from 
May 10 until September 7, schedules as published in supple- 
ment No. 7 to Chicago, Burlington & Quincy C. B. & Q., I. C. C. 
No. 15673. The suspended schedules propose to restrict the 
rates on grain and grain products from Missouri River cities 
and from Sioux Falls, S. D., to Cairo and Metropolis, Ill., des- 
tined to points beyond so that such rates would only apply 
when the movement beyond Cairo and Metropolis, Il., is via 
rail lines. The following illustrates the situation: 


Wheat, carloads, from Omaha, Neb., to Cairo, Ill. Pres. Pro. 
boc eB PR ees 16% is 
When for beyond vio Pall TRGB. ......ccccccccscesccis te 1614 
TE POMMIOR. VIG: TNE Fe son 56050 6:6:0:06 600s scene _ 20 


MODIFIED PROCEDURE DOCKET 


Commissioner Meyer has recommended that the following 
cases be placed upon the modified procedure docket: No. 
15785, American Sumatra Tobacco Company vs. Atlantic Coast 
Line et al.; No. 15786, Taunton-New Bedford Copper Company 
vs. New York, New Haven & Hartford et al.; No. 15873, Moore 
Grocery Company et al. vs. Texas & Pacific et al. 

One carrier having objected, No. 15590, Skinner Manufac- 
turing Co. vs. A. & W. et al., and No. 15737, Fortune Products 
Co. et al. vs. Atchison, Topeka & Santa Fe et al, have been 
withdrawn from the modified procedure docket. 

It has also been decided to withdraw from the modified 
procedure docket No. 15786, Taunton-New Bedford Copper Co. 
vs. New York, New Haven & Hartford et al. That case will 
be set for hearing in the regular course. 


NO JURISDICTION 


A board of referees composed of Daniel W. Knowlton, 
George M. Curtis and Seely Dunn has reported to the President 
that it has no jurisdiction to consider the claim of the Jefferson 
& Northeastern, for compensation because it signed a so-called 
short-line contract, March 7, 1919, which released the Director- 
General from all liability to make compensation, in considera- 
tion of what he promised to do for the short lines signing that 
contract. The Jefferson & Northeastern claimed compensation 
amounting to $31,163.37. 
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AUTOMATIC TRAIN CONTROL 


The Trafic World Washington Bureau 


Automatic train control installation, both as a policy em- 
bodied in a statute, and as ordered by the Commission, was op- 
posed by railroad executives and Warren S. Stone, chief of the 
Brotherhood of Locomotive Engineers, claiming to speak for 
90,000 enginemen, at the hearing given by the whole commis- 
sion, May 7, to forty-two railroads, embraced within the most 
recent order of the Commission, on their allegation that they 
had never been heard and had never been made respondent in 
any of the train control hearings or cases. 

Witnesses at the initial session, W. J. Harahan, president 
of the Chesapeake & Ohio, Samuel Rea, president of the Penn- 
sylvania, and Warren S. Stone united in urging upon the Com- 
mission the advisability of so changing its orders as to permit 
them to avoid the great expenditures required to equip 16,000 
miles of track and put more of the money available for safety 
devices into protection of the public at railroad crossings. Stone 
said the enginemen had not asked for the statute, and did not 
approve it then or now. About three per cent of the fatalities 
on railroads, Stone said, were caused by collisions which auto- 
matic train control devices were intended to prevent. Only six 
per cent of the fatalities and casualties caused by trains could 
be avoided, theoretically, if the devices worked perfectly, said 
Mr. Harahan. 

At the beginning of the initial session, Chairman Hall said, 
each of the forty-two railroads covered by the most recent vor- 
der would be permitted to put in testimony. In connection 
with a direction from him that the forty-two furnish copies of 
their answers to a questionnaire put out by the Commission it 
was developed that not only had the forty-two not had a hear- 
ing but they were never made parties to any of the cases on 
train control devices the Commission had initiated. Therefore 
they could not comply with the direction to furnish copies of 
their answers to the other parties of record. 

In his testimony Mr. Harahan pointed out the great ex- 
pense involved, estimated by him at $102,000,000 for the 16,000 
miles involved, in installing something which had not got be- 
yond the experimental stage although later Mr. Rea said that 
the work done by the Pennsylvania on one of its divisions might 
be said to be in the development stage. 

‘Mr. Harahan suggested, in lieu of the Commission’s order 
that an arrangement be made whereby the Commission would 
have 100 miles of road designated in the east, west and south 
for experimental work, first to develop train control devices 
that would be workable and that could be used interchange- 
ably. He said that the railroads had not been able to agree 
upon the type of device to be tried out. He said that the Chesa- 
peake & Ohio, since 1916 had spent about $8,000 a mile on 61 
mile8 of track, in efforts to develop a ramp system of control. 
Development of automatic block and grade crossing work, he 
said, would do more, with the money available, in the interest 
of safety than automatic train control, at the present stage of 
the development of the art. 


Mr. Rea asked that the first order of the Commission be 
extended because he said the railroads subject thereto would 
not be able to comply by January 1, next, and faced the imposi- 
tion of penalties. He said he did not know whether the roads 
subject to the first order could be heard to endorse Mr. Hara- 
han’s suggestion for three experimental installations under the 
supervision of all the railroads and of the Commission, but he 
said he hoped it could be done. 


Asserting that he was speaking for 90,000 engineers, Mr. 
Stone said the Brotherhood of Locomotive Engineers was not 
the father of the law, that it did not want it when it was 
passed and did not want it now. The labor organizations, he 
said, had nothing to do with it and do not want it. They were 
more interested, he suggested, than any other class of men. 

“No automatic device has ever been able to think,” said 
Mr. Stone, “and when you take control from a man and place 
it in the care of an automatic device vou find out several things. 
No two trains brake alike and braking conditions differ under 
all kinds of circumstances. A device that will stop a train 
safely today will not even slow it down tomorrow.” 


He questioned the advisability of requiring the railroads, 
at this time, to expend money for something that all agreed 
had not been proved. Only three per cent of the fatalities on 
railroads, he said, were caused by collisions. He said that 
if the Commission were really interested in conserving human 
life, accidents at grade crossings caused more than double the 
number of casualties resulting from collisions. He said he 
did not believe in dividing responsibility between a man and 
a machine. He said that if an engineer was to be responsibie 
he should be allowed to do the braking. He said he might 
become sick or paralyzed once in ten million times, but an 
automatic device would fail once in 2,000 times. The greatest 
tragedy of the railroads, he said, had not yet been written. 
He said it was going to be written some foggy night when 
the engineman could not see the signal and depended upon 
the automatic train control, which would stop him suddenly 
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and jackknife a lot of freight cars over in front of a high-speeq 
passenger train. 

Mr. McChord asked him how he knew the 90,000 engine. 
men were opposed to automatic train control. The witness saiq 
he had talked with a lot of them and that he had been getting 
“particular halleluja” for permitting the law to be passed. 

“It would be interesting reading to find out who was be 
hind it,” said the witness. 

“Let him tell,” shouted a man in the audience. 

“If you'll make a little inquiry you'll have no trouble in 
finding out,” retorted the witness. 

Chairman Hall asked the man who had advised the Com- 
mission to let Mr. Stone tell who was behind the act, to say 
who he was. He said his name was Kernan, and added that 
he was a citizen interested, when someone began talking about 
how our laws were made. 

“You may be a citizen,” said Chairman Hall, “but when 
you are in a hearing you must observe order.” 

; J. F. Welch, editor of the Brotherhood of Locomotive En- 
gineer’s Journal, supported Mr. Stone in opposition to the policy 
of Pa law and the orders issued by the Commission there- 
under. 

A. C. Needles, recently elected president of the Norfolk & 
Western, asked for the postponement of the second order until 
the first had been carried out and a sufficient trial had been 
made of the installation required by the first. 

M. J. Caples, vice-president of the Seaboard Air Line, said 
the road could not afford the expenditure required by the Com- 
mission’s order and that if it had the money it could use if for 
something else more in the public interest. He suggested that the 
Bureau of Standards, or some other governmental agency, find 
out what, if anything, was good as an automatic train control 


device before an order was put out requiring that something 
be done. 


A. H. Rudd, chief signal engineer of the Pennsylvania, said 
that road had equipped one division with automatic train con- 
trol devices but it would take four or five years to determine 
whether it was what it purported to be. 


W. B. Scott, president of the Southern Pacific lines in 
Louisiana and Texas, said that that system had been required 
by the first order to equip two divisions and five by the second. 
His suggestion was that the Commission should wait to find 
out whether the work done under the first was worth anything 
before ordering more installation. 


RATES ON GLAZED SASH 


Items 1951-C and 1953-B of Jones’ supplement 26 to I. C. C. 
1400, relating to rates on glazed sash in mixed carloads from 
Iowa, Illinois and Wisconsin to points in Trunk Line and New 
England territory, are attacked in I. and S. 2082, heard before 
Examiner Pyne, at Chicago, May 7. 

W. C. Lewis, assistant general freight agent of the Michigan 
Central, representing C. F. A. and Trunk Lines, testified as to 
the history of the rate on glazed sash and lumber, and con- 
tended that there was no connection between the rates and 
that the rate on glazed sash should not be made with relation 
to the rate on lumber. He said the C. F. A. lines, in conform- 
ing to the Commission’s order arising out of 78 I. C. C. 498, 
put mill work on a rate 125 per cent of the lumber rate, Octo- 
ber 17, 1923. Prior to that time it had been on the full fifth 
class rate, or one class above lumber. 

A. D. Waller, traffic manager of the Farley-Loetscher Com- 
pany, Dubuque, Ia., testified that it was not possible to ship 
straight carloads of glazed sash as a general practice, and 
that mill work always had been handled on a mixed carload 
basis. He said that if, under the power of the suspended tar- 
iffs, glazed sash were placed in a mixed car, the shipper either 
had to pay the full fifth class rate or an L. C. L. rate on the 
contraband commodity. He said that if the suspended tariffs 
were allowed to go into effect, the glazed sash and door business 
of the middle west would be wiped out, as far as its prospects 
in the east were concerned. 

He introduced exhibits tending to show the increased earz- 
ings on mixed carloads when they contained glazed sash. He 
also introduced various rate exhibits and testified as to the 
relatively small amount of loss and damage claims. 


C. M. Gould, traffic manager of Roach and Mussey Com- 
pany, Muscatine, Ia.; M. D. Smiley, traffic manager of Curtis 
Brothers Company, Inc., of Clinton; and J. R. Brown, traffic 
manager of the Huttig Manufacturing Company of Muscatine, 
stated that they accepted Mr. Waller’s testimony as represent- 
ing their view. Their general subscription to Waller’s testi- 
mony was, however, qualified, in each instance, under cross- 
examination by H. S. Harr, counsel for the carriers. 


GUARANTY CERTIFICATE 


The Commission has certified to the Secretary of the Treas- 
ury that $13,178.48 is due the Valdosta, Moultrie & Wester1 
under section 209 of the transportation act. 














Ma. 


P 
s 
t 
f 





ed 


ne- 
aid 
ing 


be 


m- 
ay 
at 
ut 


len 


on- 
icy 
re- 


ng 


>in 
BW 
re 


SS 
ats 


rn- 
He 
he 


m- 
tis 
fic 
13, 
nt- 
ti- 
3S- 


is- 
rn 





May 10, 1924 







U. S. CHAMBER OF COMMERCE MEETING 


(By a staff correspondent at Cleveland) 


Transportation and communication in all their phases oc- 
cupied a prominent place in the deliberations and considerations 
of the Chamber of Commerce of the United States at the twelfth 
annual meeting of that organization, held in Cleveland this 
week. At two noon meetings of the transportation and com- 
munication group, held under the leadership of Carl R. Gray, 
president of the Union Pacific, nearly all of the present pressing 
transportation problems were considered and resolutions drawn 
up for presentation to the general session of the chamber. 

Although at the general sessions no particular speaker had 
transportation as a specific subject, the railroads frequently 
came in for specific or casual mention. The spirit of the meet- 
ing was friendly toward the carriers and the importance of an 
efficient national transportation system in the general scheme 
for industrial progress in the United States was frequently 
stressed. Among the twenty-five resolutions finally adopted by 
the chamber five had to do with transportation. These con- 
cerned themselves with federal aid in the building of trans- 
continental highways postal service, the Howell-Barkly bill, sec 
tion 28 of the merchant marine law and agricultural relief. 


Transportation Referendum 


The results of an investigation, characterized as of historic 
value because of the fact that it was the first unbiased one of 
its kind ever made, were presented to the members of the 
chamber at the general session May 7 and considered in detail 
by the transportation group at a meeting the same afternoon, in 
the shape of a tabulation of the votes cast on the transporta- 
tion referendum, which vote closed at midnight May 6. Al- 
though the development of this investigation and referendum 
has been discussed at various times in the Traffic World, it 
may be well to repeat the fourteen general propositions in con- 
junction with the resulting vote: 


1. The committee recommends that the national transportation 
policy should aim at development and maintenance of an adequate 
system of rail, water and highway transportation with full co-opera- 
tive service of all agencies that will contribute to economy and 
efficiency. In favor, 1,879%4; opposed, 89%. 

2. The committee recommends that the important oe of 
the transportation act of 1920 should be continued without change 
until there has been further experience. In favor, 1,857; opposed, 122. 

The committee recommends that the principle of recapture of 
a fair proportion of excess railroad earnings should be maintained 
in the public interest as essential to the rule of rate making. In 
favor, 1,392144; opposed, 542%. 

The committee recommends supplementary legislation in har- 
mony with the general principles of the transportation act to facili- 
tate consolidations by voluntary action subject to the approval of 
the Interstate Commerce Commission. In favor, 1,475; opposed, 477. 

5. The committee recommends that the policy of connecting and 
co-ordinating terminal facilities, with provisions for joint use pre- 
scribed by the Interstate Commerce Commission, be applied as rap- 
idly as practicable. In favor, 1,691%4; opposed, 271%. 

6. The committee recommends that, in place of any attempt to 
deal with rates and other problems of regulation of common carriers 
through legislation—necessarily inelastic—such problems be handled 
by properly constituted federal and state- administrative agencies. 
In favor, 1,906%; opposed, 6714. 

7. The committee recommends that instead of any attempt at 
general reduction at the present time the existing administrative 
agencies, under their established methods and with all possible dis- 
patch consistent with proper study and investigation, proceed with 
readjustment of relative freight rates. In favor, 1,686; opposed, 231. 

The committee recommends that Congress should direct the 
army engineers to make a comprehensive survey and present a 
definite plan and schedule of priorities for waterway development. In 
favor, 1,742; opposed, 240. 

9. The committee recommends that, to determine more fully the 
possibilities of inland waterway _transport under private operation 
and thus enable the government the sooner to dispose of the lines, 
the Secretary of War be given authority and funds _to continue oper- 
ation of the barge lines on the Mississippi and Warrior rivers in 
eee a with good commercial practice. In favor, 1,402; op- 
posed, 

10. The committee recommends that waterways service, includ- 

ing through rail-and-water routes and rates with suitable divisions 
of rates between the two types of carrier, be facilitated by public 
and private agencies wherever economically warranted and in the 
public interest. In favor, 1,7424%2; opposed, 19414. 
_ ll. The committee recommends that optional store-door collec- 
tion and delivery with reasonable and separately itemized trucking 
charges in the published tariffs be established as rapidly as_prac- 
ticable by agreement between carriers and shippers, beginning at 
the centers of greatest congestion. In favor, 1,454; cpposed, 478. 

12. The committee recommends that wherever experience indi- 
cates that it will be in the public interest, regulatory bodies should 
facilitate the utilization of motor transport to replace uneconomical 
forms of rail service, to relieve yard and terminal congestion, and to 
extend existing steam and electric railway services. In favor, 1,608%4; 
Opposed, 322%. 

13. The committee recommends that the rates and services of 
motor common carriers, both freight and passenger, should be sub- 
ject to regulation by the state and federal commissions which have 
jurisdiction over the operation of other common carriers, having par- 
ticularly in view insuring to the public adequate, economical and 
continuous service. In favor, 1,765%; opposed, 20014. 

14. The committee recommends that in addition to bearing an 
equitable share of the general tax burden,.the road users should 
Day the entire cost of maintenance. of highways through special 
taxes levied against them, such special taxes being applied exclu- 
Sively to that purpose. In facor, 1,2831%; opposed, 436%. 


Discussion of Referendum 
In the discussion of this referendum, led by Carl R, Gray, 
bresident of the Union Pacific, several interesting facts were 
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disclosed. It was stated by Harry A. Wheeler, president of the 
Union Trust Company, Chicago, chairman of the special com- 
mittee in charge of the final tabulation, that the vote totaled 
over 60 per cent of the entire membership of the chamber— 
higher than any similar referendum ever held. The smallest 
vote on any of the fourteen propositions was on the last, with 
594 organizations casting a total of 1,720 votes. Wheeler said 
he thought this was due to the ambiguity of the proposition, 
which was purposely generalized because it was thought that 
anything more definite would have been difficult to place before 
the membership of the chamber at the present time. The heaviest 
vote was cast on proposition two, which recommended no 
change in the present transportation act. A total of 627 organi- 
zations cast 1,978 votes on this proposition. 

The vote on proposition three represents a reversal of posi- 
tion on the part of the chamber, which, in a similar-referendum 
several years ago, declared emphatically against the recapture 
clause of section 15a. It was noted, however, that in this in- 
stance the proposition was affirmed by very little more than the 
two-thirds vote necessary under chamber rules. 

In speaking of the inception of this investigation, Mr. Gray 
confessed to original skepticism. “I was afraid,” he said, “that 
if any considerable number of railroad men were placed on the 
various committees conducting the studies the results would be 
open to criticism on the score of partiality. On the other hand, 
I was afraid if no railroad men were included the study itself 
would result in recommendations detrimental to the country’s 
transportation system, However, after considering the fair and 
enlightened manner in which all previous analogous matters 
had been handled by the members of the United States cham- 
ber, I recommended that the investigation be begun and placed 
in the hands of committees, the members of which should be 
predominantly shippers and others not directly connceted with 
the railroads. The committee conducting the referendum num- 
bered no single railroad man among its members.” P 

A suggestion made from the floor, that a resolution be con- 
veyed to the chamber recommending the widest possible dis- 
semination of the results of the vote, was rejected by Mr. 
Wheeler, who insisted that in the vote the final voice of the 
chamber had been heard. : 


Barnes Talks Transportation 


Julius Barnes, president of the chamber, made several 
references to transportation, first in a talk delivered via radio, 
from station WTAM, Cleveland, on the evening of May 5, and 
again in his annual address before the general session on the 
morning of May 6. In his radio speech Mr. Barnes referred to 
the great advance in production per worker in the country’s 
leading industries and insisted that a great deal of this was 
due to improvements in transportation. 

“The progress which makes secure the greatly widened 
living standards of the American hgme will be noted by studying 
the. transportation which moves all these articles from point of 
production into the American home and those agencies which 
supply the home,” he said. “For instance, last year 1,800,000 
employes on the railroads of this country moved a vast quan- 
tity of freight, so vast that if there had been no invention of 
the railways and if that freight had been moved as it was moved 
in 1782, when our republic started, it would have required 
70,000,000 drivers and 140,000,000 horses—manifestly an impos- 
sible condition.” 

He mentioned the performance of the railroads in hauling 
over 1,000,000,000 cars each week for twenty-three successive 
weeks in 1923 as a proof of the industrial greatness of that year, 
in his annual address. The fact that the United States, with 
6 per cent of the world’s population, owns almost half of the 
world’s railroad mileage, he accepted as a proof of the position 
of the United States in the vanguard of progress. Speaking 
of railroad investments in 1923, he said: 


_ The railroads during 1923 expanded in new equipment and 
improvement over $1,000,000,000 and, as a result, for the first time 
in years America had adequate and ready transportation, which of 
itself proved a great safeguard to the operations of industry and the 
welfare of all our people. But this railroad capital was secured 
almost entirely from loans resting directly as prior obligations with 
fixed charges and lacking the flexibility and elasticity of stock owner- 
ship ventures, which latter would have required the hope of better 
capital returns in event of successful enterprise. 

It became clear that a substantial part of the annual fund 
of reinvestment capital, represented by the larger individual incomes, 
was unwilling to take the ventures of active indust because the 
national rates of surtaxes did not leave a fair balance between 
unshared prospective loss and the unlevied portion of possible_profit. 
Moreover, it had become apparent that the general burden of 
war taxes had become unbearable under peace conditions and that 
the national finances had been so wisely administered that this 
relief could well be extended in the reduction of the national 
aggregate tax levy. 


In addition, there were, in his address, references to tele- 
phone service, postal service, and the transportation study 
already described, as follows: 


We have again a comparison which is encouraging as showins 
the relative activity and alertness of our business and socia 
structure, in the comparison of telephone use here and in other 
countries. Moreover, this comparison lends additional conviction 
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that government ownership of public utilities is not the proper 
reliance for the protection of the public interest. The telephone 
conversations per capita of certain countries run as follows: 

United States .........+..+6++.160 EO © 154.5 dew eewevUedewes ccbee ae 
GOrmany ..ccccccccscsesccccce O32 Great Britain .....ccccccccvcce 18 

When our people read that in this great new and sparsely set- 
tled country the United States has 13 ee mene per 100 people, while 
Great Britain has 2, there is a natural inquiry which must be an- 
swered: Why should they, if their political philosophy and social 
practices are so similar, differ so radically in the general use of 
such a ready agency of earning power and social facility? Does 
it not lie in the fact that the telephones and telegraphs of Great 
Britain are government-operated, while in America, with American 
resourcefulness, we have developed a new policy of regulation which 
protects the general public, but regulation generous and fair enough 
to attract into this regulated industry this same driving power and 
resourcefulness which goes into the field of private industry? .. . 

The comprenhensive transportation study carried on under the 
auspices of the Chamber during the past sixteen months marks a 
forward step in methods of consideration of important public ques- 
tions by the business community. The participation of representa- 
tives of agriculture and labor, as well as commerce and industry, in 
the transportation conference and its committees—the continuous 
publicity of the studies and committee findings—the submission 
of the results of thorough preliminary study to a large representa- 
tive conference of wide geographical distribution—and the final 
review of all these recommendations by a business men’s committee 
distinctively representative of the shipper’s interest in the national 
chamber—these steps have assured the development of a program in 
which every element has been fully ventilated and valued. The cur- 
rent influence of these studies in crystallizing a sound public 
opinion, setting to rest the ghost of government ownership, promoting 
a fair attitude toward the carriers lending them confidence in a 
splendidly executed program of re-equipment and improvement of 
service, stimulating the co-operative relation of the motor truck, 
and developing a sounder understanding of our waterway problems— 
these results have a significance difficult to fully evaluate. Service 
of this type, rendered by the business community, offers encourag- 
ing evidence of the value of the national organization. 

The program which will be laid down as a result of the referen- 
dum now completed will afford a basis of common understanding 
from which all concerned can move forward to further improvement 
of methods, equipment and efficiency of all transportation agencies 
in the service of business and the public. It is of the greatest 
importance, however, that the members of the National Chamber 
should actively support the adopted program, that they should 
realize that this important question can no longer be regarded as a 
technical specialty, but that the determination of matters of policy 
affecting transportation vitally affects American business. .. . 

Circumstances have given particular importance to the work 
of the chamber’s postal service committee, appointed pursuant to 
resolution of the last annual meeting. The report of that committee 
contains recommendations of great importance for the improvement 
of various phases of the work of our postal system. The question 
of immediate urgency, however, is that of the compensation of 
postal employes, the need for which in metropolitan and indus- 
trial areas was early emphasized by the chamber’s committee. 
Through the influence of the national employee’s organizations this 
movement has reached large pretensions for blanket increases on a 
nation-wide scale which would either impose a great burden of 
increased postal rates or so affect the National budget as to nullify 
a large part of the pending tax reduction. 

In this serious situation the information sent out by the cham- 
ber has been of the greatest importance in drawing attention to the 
actual employment conditions in the postal service. The committee's 
conclusions that the need for increase in compensations is limited 
almost entirely to metropolitan and industrial areas was. strongly 
supported by detailed reports from all the civil service district 
secretaries furnished by the ciyil service commission at the request 
of the chamber. This material has been given widespread circula- 
tion and publicity and is before this meeting for its consideration. 


Merchant Marine and Section 28 


The chief pronouncement regarding the American mec- 
chant marine was delivered at the transportation group meet- 
ing, May 6, by President Leigh C. Palmer, of the Emergency 
Fleet Corporation. At several points, in extemporaneous ex- 
cursions from his set speech, Mr. Palmer made statements 
that startled his hearers. Speaking of section 28, he said he 
was decidedly in favor of anything that might aid in building 
up the American merchant marine, and then added that he was, 
however, “unalterably opposed to anything being used for such 
purpose that might work hardship on other American indus- 
tries.” Later on he made the statement that, with progress 
in building up the business of the fleet corporation, continuing 
at its present rate it would “soon be unnecessary to sppeal 
so strongly to patriotism in our efforts to get tonnage.” 

Mr. Palmer pointed to the language of the merchant marinc 
act, which directs the turning over of the fleet to private own- 
ers aS soon as that may be “accomplished satisfactorily,” and 
said: “It follows in this connection that the mission of the 
fleet corporation is not to perpetuate itself, but to work itself 
out of office at the earliest possible date.” 

The speaker frankly stated that, aside from its commercial 
value, a strong merchant marine was necessary aS a means 
of national defense. 

“If the principle of disarmament should be carried to the 
extreme where no powers are permitted to possess naval ves- 
sels,” he said, “those nations possessing the largest merchant 
marines would easily control the seas. A few guns and other 
war equipment could readily be put on vessels on short notice, 
and a nation without a strong merchant marine would be at 
the mercy of the others. The battles of the future will be 
waged by all the facilities of the contending countries, rather 
than by war equipment alone. This will naturally make the 
commercial vessel of increasing national importance.” 

Mr. Palmer spoke at length of the work of the corporation 
in consolidating services, improving office and solicitation fa- 
cilities, and conditioning vessels so as to be able to offer the 
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American shipper advantages sufficient to induce him to give 
his business to the fleet’s boats. He also spoke at length 
of the economies being effected in order to keep within the 
current appropriation, which he said, was $14,000,000 less than 
that estimated necessary by corporation. engineers. Speaking 
of the fleet corporation’s position on the level of ocean ship- 
ping rates, he said: 

A merchant marine without a living rate can never be a veal 
merchant marine. Shippers want stability of rates, regularity of 
service and permanency, and these cannot be had by running the 
vessels at heavy loss. Neither can we afford absolutely to ignore 
all conferences. The rate wars that may follow would create great 
disturbance in business and would result in no benefit to any one, 
We should keep in touch with these conferences so as to maintain 
stable rates for our shippers. Before adopting any plans for outside 
assistance, we should inquire whethersuch plan will actually aid the 
merchant marine, both privately and publicly operated, and tend to 
put it more nearly on a self-sustaining basis, or whether it is in 
effect only an aid to some particular class of shippers. 

A study is being made of the elements that particularly benefit 
the merchant marines of foreign countries to see what is the value 
of that part of the differential which is due to foreign state aid 
direct or indirect. j 

There is undoubtedly state aid for shipping in practically all 
foreign countries; but something more than actual money aid is 
accountable for success. That is, the desire of the people to favor 
their own ships, and the vital interest they all have in the efficiency 
of their services. In some countries we find all the great shipping 
companies represented in the legislative branches of the govern- 
ment and the boards of trade and port facilities are composed of 
the most important shipping people. 

Another very important point is the great amount of investment 
that some shipping nations have in foreign countries. That plays a 
very large part in getting return cargoes; and if permanent invest- 
ments were made in growing foreign countries, like the great nations 
of South America and in the Far East, there is no doubt that we 
also would benefit largely in return cargoes. 

In the shipping business America is undoubtedly dealing in 
markets where our costs of production are greater than those of 
our competitors; and this is a fact that must be fully recognized. 
Another point is that there are not so many people in foreign coun- 
tries who are spending their time complaining instead of using their 
brains actually to fight foreign competition in such a way as to 
produce results. It must amuse foreigners to see some of our 
people endeavoring to compete with them in shipping by using no 
more powerful tactics than the so-called ‘‘spread-eagle speeches.” 
Foreigners can stand that kind of competition as long as we put it 
up. We must continue to study foreign methods and practices 
and select the best of them for our own advantage. 


T. C. Powell, vice-president of the Erie Railroad, led the 
discussion on section 28. He mentioned the fact that Senator 
Jones, the originator of the section, was an ardent proponent 
of a direct ship subsidy, and drew from that fact the assump- 
tion that section 28 was in effect an indirect subsidy. He 
pointed out, however, that the section, read in conjunction with 
sections 7 and 8, did not contemplate putting this indirect 
subsidy into effect until “permanent, regular, certain and 
adequate” domestic transportation was available.’ Continu- 
ing, he said: 


The defect in the merchant marine act, taken as a whole, is 
not with respect to the intention of Congress, but to the: hastily 
conceived, and inadequately expressed, methods provided for in 
section 28. The very controversy now reported in the papers to 
exist between the Shipping Board and the Emergency Fleet Cor- 
poration, is a disturbing element in the minds of the business men 
of the United States, and unquestionably raises a doubt as to 
whether the service is adequate, whether it is certain, whether it is 
permanent and whether it is regular. There is in fact no publication, 
except the daily press, which conveys complete information as to 
the ports now served by American-documented vessels, either as 
to the American ports or as to the foreign ports. 


In face of this uncertainty surrounding the operation and even 
the existence of a sufficient number of American-documented vessels 
to handle the foreign traffic of the United States, both import and 
export, is it any wonder that there should arise a universal protest 
against the certificate of the Shipping Board in which they requested 
the Interstate Commerce Commission to restrict the application of 
anything less than domestic rates and regulations, to American- 
documented vessels, with the important exception of grain and with 
the exception of certain foreign ports not speeified in the certificate? 

I think it was the purpose of Congress to vest in the Shipping 
Board a very large amount of discretion. All the way through the 
merchant marine act you will find such a thought expressed. 

I_ believe, therefore, that the discretion vested in the Shipping 
Board, justifies the Board, within the limitation set by the Consti- 
tution, in developing American shipping—not by devoting a large 
part of it to the ports already well supplied with shipping facilities, 
but by undertaking a consistent development of the smaller ports 
of the country, and doing so in such a way as to develop definitely, 
if not finally, whether or not there can be an arbitrary distribution 
of the export traffic without a corresponding attraction for the 
import traffic. ; 

The business men of this country can depend upon the railroads 
to do their part, but it is absurd and demoralizing to secure from 
the railroads such an adjustment of export and import rates, and 
then to nullify these efforts by trying to enforce section 28, as it 
reads standing by itself, instead of enforcing the entire merchant 
marine act, in all its bearings and with all the purpose and senti- 
ment in favor of a business-like development, as Congress un- 
doubtedly contemplated. 


Mr. Powell’s speach was followed by a lively discussion in 
the course of which Mr. Palmer repeated his statement that the 
fleet corporation wanted no steps taken in its own favor that 
would work hardship on other industries, and it was closed 
with the recommendation of the following resolution, which 
was adopted by the Chamber at the last general session, May 8: 


We strongly advocate the indefinite postponement by Congress of 
the effective date of the application of section 28 of the merchant 
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marine act of 1920. The announcement of the intention to make 
this provision immediately effective has created grave problems 
which are disturbing and hazardous to American producing, manu- 
facturing and commercial interests, 


Postal Service 


Postal wages and postal rates occupied a great portion of 
the first session of the transportation and communication group, 
May 6. Paul Henderson, second assistant postmaster-general, 
in an extended talk outlined the improvements in service made 
by the postoffice in the past year, He referred especially to 
reductions in transit time between various western termini, the 
tremendous growth of the parcels post business and the con- 
tinued experiments in aerial mail carriage, which, he said, would 
shortly result in a thirty-hour service between New York and 
San Francisco. 

Lucius Teter, president of the Chicago Trust Company, 
chairman of the chamber’s committee on postal servcie, then 
took up the question, with especial reference to proposed in- 
creases in the pay of postal clerks. He recommended that an 
elastic scale be substituted for the rigid scale of nation-wide 
application now in effect. The work of his committee, he said, 
had been boiled down into seven definite recommendations, 
which were to be presented to the chamber in the form of a 
resolution. The recommendations were as follows: 


1. That the postal service should follow the principle of giving 
adequate service at reasonable cost, but that quality and efficiency 
of service should be the prime consideration. 


2. That in those localities in which the cost of living is excep- 
tionally high, postal employes should be allowed a temporary salary 
supplement on a sliding scale adjusted in accordance with the cost of 
living, until such time as a proper reclassification of postoffices and 
readjustment of wages can be effected to meet prevailing conditions. 

8. There should be appropriated by Congress sufficient funds for 
carrying out of a proper building program for the relief of those 
postoffices, in the order of need and regardless of location, which are 
shown to have insufficient workroom space for the efficient and 
proper handling of the mails. 

4. The operation of a parcels post system is essentially different 
from the operation of the other classes of the mail service, and, 
therefore, to maintain the efficiency of the mail service, some method 
should be applied for‘ such separation of the distinctly different 
service as will make for their mutual improvement; therefore, this 
committee endorses the principles of such separation of parcel post 
from other mail, from an operating point of view, as will prevent 
delays in the handling of the mail. 


5. The business of the country requires that mail accorded first- 
class service shall be worked in transit to the maximum degree 
whenever it will expedite the ultimate delivery of the mail, and, as 
far as possible, a continuous flow should be maintained instead of 
holding it for stated intervals. 

Loss and damage to parcel post matter and loss by theft in 
transit may be greatly lessened by the following, which the commit- 
tee recommends: (a) Care on the part of the shippers throughout 
the whole country in packing and preparing parcel post matter for 
shipment; (b) More effective methods to be established by the Post- 
office Department for the protection of goods while in transit; (c) 
The postmasters in all localities being instructed to refuSe packages 
not properly prepared for shipment and to confer with the shipping 
board in their districts to inform the public as to the essential re- 
quirements. 

7. It is of great importance that there should he created a per- 
manent planning division in the Postoffice Department, whose exclu- 
sive duties shall be to conduct a study of developing improved meth- 
ods and technical equipment for use in the postal service, as well 
as to study further plans for expansion in anticipation of future 
requirements, 


Dr. W. H. Walker, representing the American Farm Bureau 
Federation, suggested from the floor that any recommendation 
made to the chamber include the proposition that no increase in 
postal wages or rates be made until the cost investigation now 
being made by the Postoffice Department was completed. In 
urging this suggestion, which was adopted by the group meeting, 
Dr. Walker said: 


Any such legislation now passed would be without any knowl- 
edge of the underlying facts and consequently would be unfair both 
to the postal employes and to the public. The farmers of the coun- 
try are most. concerned in parcels post rates and I am here in the 
interest of the farmers asking you merchants and business men to 
join with them in attempting to bring about the deliberate con- 
sideration of the facts relating to the postal service before any 
action is taken. I ask you to thwart this attempted stampede which 
will work to the detriment of business and agriculture. 


The postal service resolution, as adopted by the chamber, 
was as follows: 


Conditions exist in some postoffices which make it desirable 
that, as a temporary measure, Congress should authorize additional 
compensation for postal employes in these communities. These emer- 
gency conditions can be met with an expenSe very much smaller than 
1s contemplated in various bills pending in Congress and should be met 
out of the general funds in the treasury. Any attempt at readjust- 
ment of postal rates should await the analysis of studies of costs, 
for which Congress appropriated $500,000 and which are nearing 
completion. 

Efficiency should be the first consideration in the postal service. 
To promote efficiency it is essential that for the present nationwide 
Scale of compensation for postal employes there should be_ substi- 
tuted compensation based in each. locality upon the salaries and 
Wages which prevail there for similar services. Obstacles, such as 

€ System of substitute employment, which prevent the postal serv- 
ice from obtaining satisfactory employes, should be removed, aud 
Provision should be made for suitable and larger compensation for 
night work than day work, then competent employes may be willing 
to work when the largest volume of mail is to be handled. 

In the interest of improving the handling of all classes of mail, 


. 
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parcel post should be separated from other classes and special atten- 
tion given to obtaining co-operation on the part of shippers for better 
packing. First-class mail should be worked in transit to the maxi- 
mum degree wherever this will expedite delivery. 

A proper building program should be adopted by Congress for 
the relief of the many postoffices which now have insufficient work 
room for efficient handling of the mails. The business of the postal 
service is so vast, and its efficient handling is so important to all 
parts of the public, that there should be in the Postoffice Depart- 
ment a permanent planning division, exclusively occupied with de- 
velopment of technical equipment, improved methods, and plans for 
expansion to meet future demands. 


Railroad Labor Bill 


Consideration of the Howell-Barkley bill was initiated from 
the floor. The discussion was not very spirited, however, inas- 
much as there seemed to be a unanimity of opinion on the 
subject. The resolution on the subject was adopted by the 
chamber, in exactly the form recommended by the group. It 
was as follows: 


The important principles of the transportation act of 1920 should 
be continued without change until there has been further experi- 
ence. This is the declaration of the chamber in a referendum which 
closed only two days ago. The vote was so overwhelming that it 
— no room for doubt respecting the position of business organi- 
zations. 

The labor provisions of the transportation act contain important 
principles for continuation of which the chamber has so emphatically 
declared. Abrogation of these provisions and violation of their prin- 
ciples is opposed by a bill which is now pending before the house 
of representatives and which is known as the Howeil-Barkley bill. 
This bill would eliminate representation of the public as a party in 
interest in the determination of controversies between railroads and 
their employes, threatening interruption of traffic; would do away 
with the requirement for public investigation of such controversies; 
would tend to force all railroad employes, regrdless of their indi- 
vidual wishes, into particular labor organizations and _ establish 
closed-shop conditions on railroads by law; would gréatly increase 
the expense to the public, and would offer no new or effective guar- 
antee to the public against interruption of railroad service by strikes. 


Regional Boards and High Way Transport 


H. G. Taylor, president of the National Association of 
Railway and Utilities Commissioners, and chairman of the 
Nebraska commission, told those present at the May 7 trans- 
portation group meeting about the work of the shippers’ regional 
advisory boards being fostered by the car service division of 
the American Railway Association. He read the declaration 
of principles adopted by the various boards and gave some 
illustrations of questions ‘of long standing that had been settled 
amicably by certain of them, In this he was supported by 
similar expressions from the floor. A motion was adopted 


recommending, particularly the printing and dissemination of 
Taylor’s talk. 


An enlightening discussion of the co-ordination of motor 
truck and railroad common carriers was led by George M. 
Graham, president of the Chandler Motor Car Company, at the 
same meeting. Although Mr. Graham agreed to the proposition 
that all maintenance costs of highways ought to be borne by 
vehical users, he did not differentiate between private users 
and users for common carrier purposes; neither did he advocate 
the paying of the original cost of the highways out of anything 
but the general tax funds. 


As a matter of fact, he made a plea for the continuance of 
federal road aid simultaneously with the abolition of the federal 
excise tax on motor vehicles. He quoted Secretary Wallace as 
Saying that motor vehicles had, since the institution of the 
excise tax, paid $589,000,000 into the federal treasury, while, 
in the same period only $262,000,000 had been expended for 
federal road aid. Mr. Graham’s discussion of the uses to which 
the motor truck and motor bus is being put by railroads was 
particularly interesting. In part, he said: 


We can now forecast the eventual elimination of the motor 
vehicle as a competitor of the railroads. We welcome this. The logic 
of the findings permits no other outcome. Actually, we have never 
regarded the motor vehicle as a serious competitor for the railroad 
within the proper field. of the latter. We were young and ambitious. 
Perhaps we had the faults of youth. Now we are glad to accept our 
rightful place. 

Bulk and distance haulage is exclusively a steam railroad func- 
tion. The service to be rendered by the motor vehicle is subsidiary 
and co-operative. We would much rather have the railroad for a 
customer than a competitor. 

There are three main types of service which the motor truck 
is now rendering to the railroad: 

First. The use of motor trucks for short haul, less than carload 
lots, a type of service which has not proved profitable when dis- 
charged by steam railroads. 

Second. -The adoption of motor trucks as a means of establish- 
ing terminals outside of congested districts. 

Third. Store-door collection and delivery in terminal areas. 

In 1922 not one mile of motor truck service had yet been in- 
stalled to replace steam railroad service in the handling of less than 
carload freight from station to station. This gives especial sig- 
nificance to the activities now launched by the Pennsylvania and 
New York Central railroads. 

It is not alone by the use of trucks over the highways that rail- 
roads are now impressing into service the internal combustion motor. 
There is a steady tendency toward the uSe of gasoline motor cars 
operating on rails. While only forty railroads were iisted last year 
as using such a service, a recent compilation by the American Short 
Line Railway Association shows that now 170 motor cars are in use 
on 111 lines, of which twenty-one are trunk and the remainder short 
lines. These records show the approximate mileage now so covered 
to be 7,041, and 170 steam trains have been replaced. According to 
the association, the actual investment in serviceable motor cars, on 









































































































































































































































rails, is probably not in excess of $2,500,000. The steam train invest- 
ment necessary to provide the same service would probably approxi- 
mate $8,000,000 to $10,000,000. 

at may be called the relation of a motor truck to terminal 
railroad problems is a phase of the subject which is now receiving 
the closest attention of two foremost Pennsylvania railroad officials 


—Elisha Lee, vice-president, and Robert C. Wright, general traffic 


manager. As a result of their leadership the Pennsylvania railroad 
is working to the point when it will as nearly as possible relieve its 
railroad cars from the. shipment of freight from one station to 
another, whether these stations be all Pennsylvania railroad or the 
stations of other railway companies, Store-door delivery is being 
studied by all progressive railroads. 

Simultaneous with its recognition by steam railway companies, 
the motor vehicle is getting increasing consideration from electric 
railways; 115 electric railway companies now operate 1,110 busses 
over 1,280.08 miles of route in feeder, auxiliary vr co-ordinated 
service. ir | 


A resolution recommending federal aid for the building of 
highways across desert and semi-arid states was adopted at the 
last session of the chamber, May 8, as follows: 

t 

The completion of transcontinental highways across the inter- 
mountain and semi-desert states is being delayed on account of the 
inability of those states to finance their proportion of that construc- 
tion on the basis of present federal appropriation for such highways. 
The greater part of those lands are still held in the name of the 
federal government, which leaves an insufficient amount of taxable 
property for highway bonding purposes. It is, therefore, recom- 
mended that Congress consider an amendment to the present federal 


laws which will permit the completion of these highways at an 
early date, 


Farmers and Freight Rates 


Agriculturists were well represented at the meeting, both 
on the various lists of speakers and in the numerous audi- 
ences. Although a great deal was said about the general de- 
bility of agriculture as an industry, and although many means 
for building it up were suggested and discussed, the possibility 
of helping the farmer by reducing the freight rates on agricul- 
tural products was not even mentioned. It was to be expected 
that in a meeting of such magnitude, where almost every 
possible phase of the situations under consideration was taken 
up and examined, some mention of the Hoch resolution, now 
before Congress, would be made. Such, however, was not 
the case, 


The farmers present seemed to be more concerned over 
methods by which they might help themselves. Even such 
measures as the McNary-Haugen bill came in for condemnation, 
while “dirt farmers” like Carl Williams, Oklahoma cotton 
grower, and honorary president of the American Cotton Grow- 
ers’ Association, and W. W. Jardine, president of the Kansas 
State Agricultural College, stressed the benefits that would 
accrue to the farmer with the scientific advance in farm ma- 
chinery, and economic advance in the reduction of wheat acre- 
age. Both these speakers, as well.as Lloyd Tenny, assistant 
chief of the bureau of agricultural economics, Department of 
Agriculture, pointed to the lack of organization on the part of 
the farmer as the main cause of his fluctuating financial condi- 
tion. All of them approved of the principle of co-operative 
marketing, not without some qualifications, however. 

The chamber’s resolution on the subject, said: 


Misfortune has come to some forms of agriculture by reason 
in part of conditions to which all business activity is subject, and 
in part to the harzards to which agriculture is peculiarly ex- 
posed, This situation has demanded the co-operation of business 
interests and we are gratified that material aid has thus been 
extended. We pledge the Chamber of Commerce of the United 
States to support other measures which are calculated to enable 
branches of agriculture which are distressed to improve their 
opportunity for the success which each field of American eco- 
nomic activity wishes for all others. To that end means should 
be found to improve the efficiency of the methods of marketing 
at the disposal of agriculture, and every other measure founded 
on the principles which will tend to stability should be provided. 
Any proposal for buying, selling, manufacturing or other han- 
dling of agricultural products by government agencies, however, 
whether under the pretense of the exertion of price influences or 
otherwise, we oppose as contrary to the principles for which the 
chamber has stood with respect to other fields of activity and as 
sure to result disastrously for agriculture itself, and thus bring 
great detriment to all branches of industry and commerce. 


Frequent casual references to transportation were made by 
speakers at the other group meetings. The board of council- 
ors, at a preliminary meeting, May 5, adopted a resolution, 
referring to the board of directors a proposal to make an inves- 
tigation of expenditures for highways and other public im- 
provements. Basil Miles, administrative commissioner from 
the United States to the International Chamber of Commerce, 
Paris, in speaking of European conditions, at the general ses- 
sion, May 7, told of the wise course followed by German finan- 
ciers in keeping unemployed railroad men busy at improve- 
ments in roadbeds and in the building of the Dortmund-Herne 
canal. 


Secretary of the Navy, Curtis D. Wilbur, at the general 
session on the previous evening, in the course of an address on 
the evolutionary characteristics of modern jurisprudence, 
pointed out as dangerous the tendency to give power to utili- 
ties commissions to force the expenditure of huge sums of 
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moneys without the necessity of taking competent testimony 
or of giving the matter sound judicial consideration. 

Individual distribution and marketing problems were 
discussed for the coal industry by Goldthwaite H. Dorr, at. 
torney of New York; for dry goods, by Lew Hahn, manag. 
ing director, National Retail Drygoods Association; for the 
packing industry by James E. Poole, associate editor of the 
Breeders’ Gazette, Chicago; and for department and chain 
stores by Edward A. Filene, treasurer and general manager, 
William Filene Sons Co., Boston, 

The recommendation, docketed for consideration at the 
request of the Chicago Association of Commerce, that future 
members be appointed to the Interstate Commerce Commission 
on account of fitness and worth rather than for political rea- 
sons, was not considered either by the transportation group or 
the chamber. While no official expression on the matter was 
forthcoming, it was suggested that the reason for this omis- 
sion was the failure of anyone from the Chicago chamber to 
be present to present the matter from the floor. 


Election of Officers 


Because he did not feel ready at this time to express him- 
self on his willingness to accept a third term, the re-election 
of Julius Barnes, Duluth, as president of the national chamber, 
was held over until the next meeting of the board of directors. 
Under the by-laws, Mr. Barnes holds office in the interim. A 
resolution commending Mr. Barnes highly was passed at the 
last general session. 

Thomas Wilson, of Wilson & Co., Chicago, resigned as 
vice-president, and in his place was elected John W. O’Leary, 
vice-president of the Chicago Trust Co., Chicago, Other direc- 
tors elected at the final session were as follows: 


First district, Alvan T. Simonds, president, Simmons Saw and 
Steel Co., Fitchburg, Mass.: second district, Ernest T. Trigg, pres- 
ident, John Lucas & Co., Inc., Philadelphia, Pa.; third district, 
John M. Crawford, president, Parkersburg Rig & Reel Co., Park- 
ersburg, W. Va.; fourth district, M. J. Sanders, manager, Interna- 
tional Mercantile Marine, New Orleans, La.; fifth district, John 
W. Shartel, president, Oklahoma Railway Co., Oklahoma City, 
Okla.; sixth district, F. J. Haynes, president, Dodge Bros., Inc, 
Detroit, Mich.; seventh district, William J. Dean, president, 
Nicols, Dean & Gregg, St. Paul, Minn.; eighth district, LaFayette 
Hanchett, president, Utah Power & Light Co., Salt Lake City, 
Utah; ninth district, O. M. Clark, president, Clark-Wilson Lumber 
Co., Portland, Oregon. 

Civic development, Arthur S. Bent, Bent Bros., Los Angeles, 
Calif.; domestic distribution, Robert R. Ellis, president, Hessig 
Ellis Drug Co., Memphis, Tenn.; fabricated production, R. T. 
Moore, chairman, Commercial National Bank, Shreveport, La.; 
finance, Felix M. McWhirter, president, Peoples State Bank, In- 
dianapolis, Ind.; foreign commerce, Edgar W. J. Hearty, Maynard 
& Child, Boston, Mass.; insurance, James S. Kemper, president, 
Lumbermen’s Mutual Casualty Co., Chicago, Ill.; natural resources 
production, Richard F. Grant, vice-president, The M. A. Hanna 
Co., Cleveland, O.; transportation and communication, Carl R. 
Gray, president, Union Pacific Railway, Omaha, Neb. 


COOPER OFFERS LABOR BILL 


The Trafic World Washington Bureau 


A bill (H. R. 9009) to provide for the settlement, mediation, 
conciliation’ and arbitration of railway labor disputes between 
carriers and their employes and subordinate officials, has been 
introduced by Representative Cooper, of Ohio, a member of the 
committee on interstate and foreign commerce, and a former 
railroad engineer. 


The bill, which would abolish the Railroad Labor Board 
by repeal of Title III of the transportation act, follows along 
the lines of the Howell-Barkley railway labor bill but does not 
include provisions of that bill that have been vigorously at- 
tacked by its opponents. It would provide for railroad boards 
of adjustment to be set up by the carriers and employes rather 
than by the government as provided by the Howell bill. There 
would be a Board of Mediation and Conciliation composed of 
five members to be appointed by the President and approved 
by the Senate. The bill also provides for arbitration along the 
lines of the arbitration provisions of the Howell bill. 

Apparently the bill is not subject to the criticism that in- 
dependent organizations of railroad employes would be affected 
adversely—one of the principal criticisms made of the Howell 
bill. There also would not be the objection that many boards 
would be set up at great cost. The bill would authorize an 
appropriation of $150,000. 

If the Howell-Barkley bill is taken up on the floor of the 
House, the Cooper bill probably will be offered as a substitute. 





PETITION OF TRAFFIC CLUBS 


Representative Cullen, of New York, has presented to the 
House the petition of the Associated.Traffic Clubs of America 
opposing the making of freight rates out of political expedi- 
ency and viewing with great concern anything that would re- 
strict the Interstate Commerce Commission in the free and un- 
biased consideration of any and all matters coming before it. 
The petition was referred to the committee on interstate and 
foreign commerce. 
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RAILWAY LABOR BILL 


The Trafic World Washington Bureau 


In a session May 5, that lasted from noon until midnight, 
the regular Republicans of the House, aided by a few Demo- 
erats, resorted to various parliamentary moves to delay con- 
sideration of the Howell-Barkley railway labor bill. 

Just before midnight, Representative Barkley moved to 
adjourn, after his motion to limit debate on the bill to three 
nours for both sides was adopted by a vote of 165 to 136. 

The Barkley motion to discharge the committee on inter- 
state and foreign commerce from consideration of the bill was 
adopted by a vote of 194 to 181. Forty Republicans, 151 Demo- 
crats, and Representatives Berger, Socialist; Kvale, Independ- 
ent, and Wefald, Farmer-Laborite, voted for the motion. One 
hundred and fifty-three Republicans and twenty-eight Democrats 
yoted against it. 

Following adoption of the discharge motion, the House 
adopted a motion to proceed with immediate consideration of 
the bill by a vote of 197 to 172. 

There were eighteen roll calls in the twelve hour session, 
taking up approximately nine hours. 

Representative Sanders, of Indiana, made a point of 
order against the Barkley motion to discharge the interstate 
commerce committee from consideration of the Howell-Barkley 
pill on the ground that the bill provided for a direct appro- 
priation of $500,000 and that the committee could not have 
reported the bill because appropriation bills must come from 
the committee on appropriations. After considerable debate 
Speaker Gillett overruled the point of order. On motion of 
Representative Blanton the section authorizing the appropria- 
tion of $500,000 was stricken from the bill. 

In the twenty minutes allowed for debate on the discharge 
motion, Representative Shallenberger of Nebraska and Repre- 
sentative Barkley urged adoption of the motion, and Repre- 
sentative Longworth, Republican leader, opposed adoption. While 
Mr, Longworth had the floor Chairman Winslow of the com- 
mittee said the committee would take the bill up within a week. 
Mr, Barkley said Mr. Winslow was never so happy as when he 
had the committee room full of witnesses and “nothing go- 
ing on.” 

Later Representative Barkley said there never had been 
a bill before the House since he had been a member of it that 
had been so grossly and wilfully misrepresented as the pend- 
ing bill. He denied the bill would cripple the short lines. 
Asked by Representative Madden of Illinois why the salaries 
of the members of the proposed adjustment boards were not 
to be paid by the interested parties instead of the govern- 
ment, Mr. Barkley said if the salaries were paid by the inter- 
ested parties the members would never “cross over and agree 
with the other side.” He said if the cost of the boards would 
reach $1,500,000 a year, “it would be cheap if by reason thereof 
it will prevent ever again recurring the disastrous strike which 
occurred in the summer of 1922.” 

Mr. Barkley was blocked in an effort to have the bill taken 

up again at noon May 6, the speaker sustaining a point of 
order against the motion. Mr. Barkley’s motion to limit gen- 
eral debate to three hours provoked a number of roll calls. 
Motions to amend the motion so as to provide for 24 hours 
or 10 hours or 7 hours failed, and finally the motion providing 
for three hours for general debate was adopted. 
_ “Having reached the point which we had set for ourselves 
in reference to this motion, which would have been reached 
some hours ago except for the filibustering conduct of the Re- 
publican leader, I move that the House do now adjourn,” said 
Mr. Barkley, and the House adjourned at 11:44 p. m. 


Labor Bill Goes Over 

Speaker Gillett May 6 sustained a point of order against 
consideration of the Howell-Barkley railway labor bill and it 
will not be taken up again until May 19. The ruling came 
when Mr. Barkley moved to begin general debate on the 
measure. No attempt was made by those favoring the bill to 
override the ruling of the chair. 

Some of the Democrats who voted with Barkley May 5 
held that the ruling made by the speaker was correct under 
the rules, although Barkley contended that the bill should be 
the unfinished business before the House. 

Opposition to the motion to discharge the committee on 
interstate and foreign commerce from consideration of the 
Howell-Barkley railway labor bill was voiced in the House on 
the afternoon of May 2 by Chairman Winslow, of the commit- 
tee; Representative Sanders, of Indiana, Representative Deni- 
Son, of Illinois, and Representative Hawes of Missouri, all 
members of the interstate commerce committee. Representa- 
tive Huddleston, of Alabama, also a member of the committee, 
spoke in support of the motion, reiterating his charge that the 
Committee would not take any action with respect to the bill. 

Mr, Sanders said an attempt would be made May 5 to carry 
the motion. Under the rule, he said, but ten minutes on each 
side would be permitted “to enlighten the House as to the ad- 
visability of taking this drastic step.” He said it was his pur- 
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pose to discuss the merits of the bill in the hope of bringing 
to the House an appreciation of the magnitude of its impor- 
tance. He outlined the objections to the measure and said the 


‘bill would work havoc with the private operation of railroads. 


He said the proponents of the measure had advocated the 
McAdoo plan for extension of federal control for five years and 
that they had advocated the Plumb plan. Donald R. Richberg, 
counsel for the organized railway employes, he said, believed 
in government ownership. He said $1,000,000 was a low esti- 
mate of what would be the cost of administration of the law 
each year. He made a plea for further trial of the Railroad 
Labor Board. He pointed to the fact that the transportation 
system was in the best condition it had been in for many years 
and said the employes were entitled to more of the glory and 
credit for that than anyone else. 

Chairman Winslow directed his remarks to the unwisdom 
of taking such an important measure away from the committee 
and attempting to pass it without hearings. He referred to the 
length of time devoted to the formation of the transportation 
act and said about one-third of the discussion on that bill re- 
lated to the labor provisions. Now, he said, it was proposed 
to give 20 minutes to the question of whether the bill would 
be taken from the committee. He attacked the rule under 
which the motion was filed and said he had anticipated that 
just such a situation would arise as had arisen. 

“Have we come to the point in the life of the Congress of 
the United States when any organized body or bodies outside 
can come to us and by force of its might, whatever it is, say: 
‘We do not care about your rules; we do not care about your 
precedents; we do not care about the history of orderly pro- 
cedure; we can get bills out of your committee any old time; 
we do not like the members on the committee on so-and-so; 
we. can bring our bills up directly on the floor of the House 
because we can run the Congress and we can make the mem- 
bers vote our way?’” asked Mr. Winslow. 

“We are being attacked and bullyragged all over this land 
for being a bunch of nogoods, and if anything on earth will 
prove it, it will be the adoption of the proposed plan of pro- 
cedure for next Monday.” 

Mr. Winslow said he had heard that the discharge rule 
would be used first on his committee—that there was a frame- 
up to that end. He said it had been said the brotherhoods 
were back of the movement and were bound to put the bill 
through now. 

“If such is a fact,” he continued, “I think it is time in this 
Republic of ours for the legislative branch to have a straight 
up-and-down showdown * * * for the purpose of deciding who 
is who in running the legislative business of ‘Uncle Sam.’” 

Mr. Hawes addressed his remarks to the question of pro- 
cedure and said the matter that concerned him was the proper 
investigation of facts by committees. He said the committee 
had not refused to consider the bill. He said no complete hear- 
ings had been held on the bill in the Senate or the House, 
answering the statement ‘that the record made before the sub- 
committee of the Senate interstate commerce committee could 
be used in the House. 

Representative Longworth developed that if the motion to 
discharge the committee were sustained, no debate would be 
permitted under the rules on a motion to take the bill up at 
once. 

Mr. Hawes said the new rule was intended to take a bill 
from a negligent committee, or a bill that was suppressed by a 
committee, or a bill that was unjustly or improperly held with- 
out hearings before a committee. His remarks were to the 
effect that such a situation did not exist in the House commit- 
tee on interstate commerce with respect to the Howell-Barkley 
bill which, he pointed out, was not introduced until February 28. 

Representative Denison said the criticism of the committee 
by Representative Barkley when he filed the motion to discharge 
the committee was unfair and wholly without justification. He 
said the new discharge rule was the “one exclusively political 
rule among all those we now have that govern the proceedings 
in this Chamber.” He said it was conceived and proposed for 
political purposes and that it was adopted by “an unnatural 
political combination of the Democratic and progressive or 
radical parties in the House.” 

“When those who prepared and drafted the Barkley bill 
were ready for its introduction they chose to make use of the 
two political minorities who were responsible for the adoption 
of the discharge rule,” said he. “They asked Mr. Barkley, a 
Democrat, and Senator Howell, a radical or so-called progressive, 
to introduce the bill in the House and the Senate. And the 
same combination, with a few exceptions, signed the petition 
to discharge the committee.” 

Mr. Denison indicated he did not believe the President would 
sign a bill “jammed through Congress without a fair and reason- 
able hearing and without proper consideration.” 

The legislative representatives of the four big railroad 
brotherhoods sent an appeal to each member of the House in 
support of the Howell-Barkley bill. The agents said their or- 
ganizations had had printed at their expense extra copies of 
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the hearings on the bill before the subcommittee of the Senate 
interstate commerce committee so that they would be available 
for House members. They said the members of Congress were 
being deluged with propaganda from railroads and from com- 
pany unions the railroads controlled wherein the bill was utterly 
misrepresented. 


TO GET 15A BILL ON FLOOR 


The Trafic World Washington Bureau 


Following the precedent set by Representative Barkley, of 
Kentucky, in having the interstate commerce committee dis- 
charged from consideration of the railway labor bill, Repre- 
sentative Shallenberger, of Nebraska, Democrat, member of the 
committee, May 8 filed a motion in the House for the discharge 
of the committee from consideration of a bill (H. R. 5427) in- 
troduced by Representative Huddleston, of Alabama, repealing 
section 15-A and restoring the freight rates that prevailed be- 
fore the increases under ex parte 74, in August, 1920. Shallen- 
berger will seek the required 150 signatures of members of the 
House who regard section 15-A as a “guaranty” and who have 


demanded reductions in freight rates. Late Friday afternoon 19 
members had signed. 


AGAINST REPEAL OF SECTION 15A 


J. D. Shatford, as a railroad stockholder and “in the name 
of hundreds of thousands of stockholders,” has filed a state- 
ment with the Senate interstate commerce committee urging 
the committee to hold intact the transportation act and thus 


assist in safeguarding the prosperity of the country. In part, 
he said: 


The transportation act stands as a monument to its authors, and 
to the Congress that enacted it must be credited one of the most 
constructive pieces of legislation for the general good of the whole 
country that has ever been placed on the statute books. 

Transportation and agriculture are the two chief industries of 
the United States. Without both being prosperous there can be no 
abiding prosperity for the rest of the people engaged in industry. 
But, if because of world economics, one, at present agriculture, is 
meeting with some distress, it will but cause greater distress to 
tear down what might be termed its companion industry. On the 
contrary, all possible should be done to maintain the transportation 
iotuetey to the greatest extent, to enable it to purchase freely, and, 
by so doing, give the greatest amount of employment to labor, thus 
enabling labor to consume in greater quantity the products of agri- 
culture, thereby creating a demand for what the farmer has to sell, 
without which demand agriculture will be still worse off and its 
recovery much slower. If, by tampering with the transportation act, 
loss should come to the railraods, it will affect directly the income, 
not only of labor, but of the nearly one million stockholders therein, 
as well as several million security holders, thus reducing their 
ability to purchase that which the farmer produces. It must follow 
that such a condition would be disastrous to the farmer. 

Section 15a does not give us, the stockholders, as much as the 
Constitution of the United States, so that the repeal of this section 
would not take any rights from us; but the influence upon the already 
shattered credit of the railrads, through practically a notice to in- 
vestors and stockholders throughout the country that Congress pro- 

osed to reverse its policy and oppose constructive legislation for the 

benefit of the transportation systems, would completely destroy the 
ability of the carriers to finance their necessities on any possible 
terms. Such a condition would be little short of a calamity. If, 
by reason of such action on the part of Congress, their purchasing 
power were to be curtailed even one-half, it can readily be seen 
what a disastrous effect such a condition would have upon our in- 
dustry, when we consider that thirty-one per cent of all the steel 
turned out in this country in 1923 was for the use of the railroads. 
Destroy the purchasing power of the railroads and their stockholders, 
and you destroy the prosperity of the country just as sure as the 
sun will rise and set tomorrow. 

The transportation act deserves and should be given a fair trial, 
and we ask that it be so treated. 


P. M. Neigh, traffic commissioner of the Wheeling, (W. 
Va.) Chamber of Commerce, in a letter to Chairman Smith of 
the Senate interstate commerce committee, has advised the 
chairman that it is the sense of his organization that the trans- 
portation act should not be disturbed, at least for the present. 
He said, furthermore, that sentiment “in this territory is de- 
cidedly adverse to the repeal of section 15-a and we hope your 
committee will not make a favorable report on this bill.” Mr. 
Neigh said it was the impression of his organization that section 
15-a was not responsible for high freight rates and that repeal 
of section 15-a undoubtedly would affect the credit of the car- 
riers with subsequent deterioration of service which was so 
essential to the prosperity and development of the nation. 

Senator Neely, of West Virginia, has presented to the Senate 
a large number of memorials, resolutions, telegrams, and letters 
in the nature of petitions from citizens and organizations of 
West Virginia remonstrating against any amendment of the 
transportation act with particular reference to section 15-a. 
The signers of the petitions follow: 


H. A. Abbott, cashier, the Grafton Banking & Trust Company 
of Grafton; Beckley Chamber of Commerce, the Kiwanis Club 
of Beckley, the Rotary Club of Beckley; Chamber of Commerce 
of Bluefield; Crescent Glass Company of Wellsburg; Davidson 
Porcelain Company of Chester; the Dean Coal & Mining Company 
of Elk Garden; Eagle Manufacturing Company and the Erskine 
Glass & Manufacturing Company of Wellsburg; O. Jay Fleming, 
vice-president, First National Bank of Grafton; Follansbee Bros. 
Company of Follansbee; George & Sherrard Paper Company and 
Hammond Bag & Paper Company of Wellsburg; the Kanawha 
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Coal Operators Association of Charleston; N. F. Kendall, cashier 
and vice-president Taylor County Bank of Grafton; E. M. Knowles 
China Company of East Liverpool, Ohio; Logan Coal Operators’ 
Association of Logan; Merchant & Evans of Warwood; Merchants 
and Mechanics Saving Bank of Grafton; New River Coal Operators: 
Association of Mount Hope; Norfolk & Western Railway em- 
Ployes of Roanoke, Va.; Oil Well Supply Company, Parkersburg 
Grocery Company, Parkersburg Rib & Reel Company and Parkers. 
burg Supply Company of Parkersburg; Pendleton & Hedges of 
Spencer; Pocahontas Operators Association of Bluefield; EB. y. 
Romig, mayor of the city of Keyser, Keyser; the Rotary Club of 
Huntington; Smith Big Vein Coal Company of Elk Garden; Snider 
Bros. (Inc.) of Keyser; the Taylor Smith and Taylor China Com- 
pany of Chester; U. S. Corrugated Fiber Box Company and War- 
wood Tool Company of Wheeling; Weirton Steel Company of 
Weirton; Welch Chamber of Commerce of Welch; W. E. Wells, 
secretary and treasurer the Homer Laughlin China Company of 
Newell; the Kiwanis Club and West Virginia Pittsburgh Coal Com- 
pany of Wellsburg; the Chamber of Commerce of Williamson; 
the Willison-Earle Company of Clarksburg and the Winding Gulf 
Operators’ Association of Beckley. 


Senator Warren, of Wyoming, has presented memorials 
from sundry citizens of Lander and of Douglas, Wyo., protesting 
against any immediate amendment of the transportation act, 

Representative Fuller, of Illinois, has presented to the 
House petitions of the Rockford (Ill.), Malleable Works and of 
the Rockford Lumber & Fuel Company opposing any change in 
the transportation act. Similar petitions from C. B. Brown, 
mayor of Sycamore, Ill., J. A. Colberg & Sons of Pecatonia, 
Ill., and A, L. Bartlett Company of Rockford, Ill., Illinois Valley 
Manufacturers’ Club of La Salle, Ill., Ingersoll Milling Machine 
Company of Rockfrd, L. E. Block, chairman of the board of di- 
rectors of the Inland Steel Company, nad George D. Roper of 
Rockford, Ill., were presented by Mr. Fuller. 

Representative Kvale, of Minnesota, has presented a petition 
of Railroad Post, No. 416, American Legion, St. Paul, Minn., 
urging continuation of the transportation act. 


MESSAGES TAXES OUT 


The Senate, sitting as a committee, has rejected the amend- 
ment of the Senate finance committee restoring taxes on tele- 
phone and telegraph messages, eliminated on the recommenda- 
tion of Secretary Mellon, the repeal being carried in section 
400 of H. R. 6715, the tax revision bill now under consideration 
in the Senate, sitting as a committee. The Senate finance 
committee, when it reported the tax bill to the Senate, advised 
the restoration of the tax to the bill. 

The amendment was rejected by the Senate, but Senator 
Smoot, chairman of the finance committee, has given notice 
that when the bill is taken up in the Senate, not sitting as a 
committee, he will ask for a record vote, not possible when the 
Senate is sitting as a committee, for the inclusion of the 
amendment in the bill. 

The National Industrial Traffic League has favored the 
elimination of the tax. It has advised its members to bring 
the matter to the attention of their Senators with a view to 
having the amendment rejected when it comes up on the floor 
of the Senate. 


RELIEF FOR THE FARMER 


Senator Gooding, of Idaho, in a long speech in the Senate 
this week on “Agricultural Depression,” referred to the effect 
of increases in wages of railroad employes and increases in 
rates. He charged that the government was responsible for the 
increased charges the farmer had to meet as to the railroads as 
well as other industries. He said unless the government aided 
an organization that would bring about an increase in the price 
of farm products, agriculture must face a hopeless condition. 
He referred again to the “deflation policy” of the Federal Reserve 
Board, reiterating charges he made in the Senate more than a 
year ago. He said the government stabilized the price of labor 
on the railroads and also freight rates through the Esch-Cum- 
mins act. He contrasted the condition of the railroads with 
that of the farmers. 


GOODING PROPAGANDA RESOLUTION 


Although he announced in the Senate April 21 that when 
his resolution providing for investigation of railroad propaganda 
by the Commission and also by the Senate interstate commerce 
committee was reached on the calendar again he would move to 
have the resolution taken up for consideration, Senator Gooding 
did not do that when the resolution was reached again May 5. 

“I ask that that go over,” said Senator Reed of Pennsyl- 
vania, who objected to consideration of the resolution April 21. 

“I was about to ask that the resolution go over, as I am 
the author of the resolution,” said Senator Gooding. 


The resolution was passed over. The senator did not ex- 
plain to the Senate why he had changed his mind. 





PACIFIC CAR DEMURRAGE 

The report of the Pacific Car Demurrage Bureau for March, 
1924, shows 21,106 cars held overtime—a percentage of 09.60— 
as against 18,421—a percentage of 08.19—for March, 1923. 
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HEARING ON SECTION 154 


The Trafic World Washington Bureau 


At the hearing May 2, when Ben B. Cain appeared in behalf 
of the American Short Line Railroad Association, Chairman 
Smith and Senator Pittman indicated they favored an amend- 
ment of section 15-a providing for the distribution of excess 
earnings to the roads in a particular group that did not earn a 
fair return. Senator Gooding indicated that he was opposed 
to the principle of taking from one and giving to another. 

Mr. Cain asked the committee to take cognizance of the sit- 
uation that existed when the transportation act was passed. 
He said railway facilities were inaequate and that railroad 
credit was deteriorating. He said it was necessary at that time 
to turn the railroads over to the government or to find means 
of rehabilitating their credit so they could expand. He said 
there were four cornerstones to the structure erected by Congress 
to meet that situation—section 15-a, power of Commission to es- 
tablish through routes and joint rates, power of Commission 
to fix divisions of rates as between carriers, and power to deter- 
mine what roads should be abandoned and to prevent the con- 
struction of unnecessary competitive roads. He said the cap- 
stone of the entire structure was the consolidation provisions. 

Mr. Cain said that recapture clause was merely of a tempo- 
rary nature, pending the adjustment of divisions and the effect- 
ing of consolidations. He said the New England roads had 
been prserved largely because of the transportation act. 

There was considerable discussion of the question of divi- 
sions of rates as between the trunk lines and the short lines. 
Mr. Cain said the short lines had been assured by the Com- 
mission that that question would be considered by it. He said 
comparatively few short lines had asked the Commission for 
increased divisions. 

Mr. Cain said the recapture clause did not benefit the short 
lines, because they were not in position to borrow from the 
government and comply with the requirements as to loans. 

In the discussion relating to distribution of excess earnings 
Mr. Cain told the senators he believed there still would have 
to be a mandate to the Commission to permit the carriers to 
have adequate revenues. He indicated that the recapture clause 
might be changed to the benefit of the roads not earning a 
fair return. 

Senator Pittman said the general expenses of Class I 
railroads ran about $175,000,000, while the annual appropria- 
tion for the Commission was around $4,000,000. He asked 
whether that was a. sufficient amount. Mr. Cain thought not, 
and the senator indicated agreement on that point. 

Interrogation by Chairman Smith and Senator Pittman pre- 
vented Alfred P. Thom, general counsel for the Association of 
Railway Executives, from closing his statement May 3. Sen- 
ators Fess, Watson and Gooding were also present for a part 
of the hearing May 3. 


Mr. Thom continued to develop the line of argument made 
by him before the committee May 1 as to the history of the 
struggle to get Congress to declare itself with respect to a 
constructive policy toward the railroads. Enactment of section 
15-a, he argued, was the result of that struggle. To repeal the 
section now or to amend it, he asserted, would create doubt 
in the mind of the investing public. 


Paragraph 2 of section 15-a, Mr. Thom said, was the most 
fundamental part of the section. This paragraph, read into 
the record by Chairman Smith, provides: 


In the exercise of its power to prescribe just and reasonable 
rates the Commission shall initiate, modify, establish or adjust such 
rates so that carriers as a whole (or as a whole in each of such 
rate group or territories as the Commission may from time to time 
designate), will, under honest, efficient and economical management 
and reasonable expenditures for maintenance of way, structures and 
equipment, earn an aggregate annual net railway operating income 
equal, as nearly as may be, to a fair return upon the aggregate 
value of the railway properties of such carriers held for and used in 
the service of transportation; provided, That the Commission shall 
have reasonable latitude to modify or adjust any particular rate which 
it may find to be unjust or unreasonable, and to prescribe different 
rates for different sections of the country. 


Senator Pittman asked how it would be if that part of 
the section were left undisturbed in the law and the rest re- 
pealed. Mr, Thom said he did not think it would be wise to 
repeal any part of the section at this time. Senator Pittman 
said there were other parts of the section that he was more 
doubful about than the paragraph quoted. He said he might 
Oppose repeal of the entire section, but that he might favor 
repeal of part of the section. He gave the impression that he 
Was not opposed to the declaration of policy in paragraph 2 
of section 15-a. 

In reply to a question by Chairman Smith, Mr. Thom said 
€ was arguing for adequate earnings only as a basis for credit 
80 that the railroads could expand to meet the increased de- 
mands of production, and not that the earnings should be 
sufficient to make additions and betterments out of them. He 
Said the country needed constant development of the railroads 
and that new money was necessary to meet that situation. 

Senator Pittman asked whether it had not been the policy 
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oft the Commission before the enactment of the transportation 
act to allow rates that would produce that result, but Mr. 
Thom said he did not think that was so. Previously he had 
referred to a “narrow and niggardjy” administration of the 
law in the period preceding passage of the act of 1920. 

Mr. Thom referred to the effect of political control of the 
railroads. A policy helpful today, he said, may be repealed 
tomorrow, with the result that the stability of the business is 
in jeopardy. He said that was one of the reasons why no 
part of section 15-a should be repealed at this time. He said 
Congress declared a policy in 1920 and that, if in 1924 that 
declaration were repealed, Congress would be announcing to 
the world that there was no stability to the conditions under 
which the public invested its money. 

Chairman Smith asked whether retention of paragraph 2 
of section 15-a would meet the necessity of assuring the in- 
vestor that there was stabiliy. Mr. Thom again urged that 
no change be made in the section at this time, arguing that 
Congress would be acting prematuely even if it left the para- 
graph declaring the policy of Congress in the law. He said 
he would regard such action as a blow to the stability of the 
railroad sentiment of the country. Chairman Smith thought 
that other provisions of section 15-a might work out to the 
detriment of the declaration of policy in paragraph 2. He 
asked whether it would not be better to amend the section now 
e that the growth under the law would be rational and benc- 

cial. 

Mr. Thom said whether or not section 15-a should have 
been enacted as it was was a matter of judgment, adding that 
he had not agreed with some of the provisions as drafted, but 
that the question of repealing or amending the section now 
was an entirely different matter. He did not think the Con- 
gress had the facts at this time to permit wise action—that 
there had not been enough developments under the law to 
permit such action now. 

Senator Pittman said he did not think 5% per cent was 
too large a return under existing conditions. He indicated he 
favored a declaration of policy by the Congress so that the 
Commission would be instructed along that line. The senator 
said, suppose Congress should go further and direct the Commis- 
sion to effect divisions of rates that would result in each road 
making 5% per cent as nearly as possible. Mr. Thom thought the 
transportation act went’as far as the government should go 
in the way of restricting initiative. He said people had built 
railroads with the idea of making all they could under reason- 
able rates—that Congress had said they could have 6 per cent 
and half over 6 per cent. He asked whether it would be wise 
to go still further and say to the people that they could not 
fo that money—that this Congress would cut off another 
slice. 

Questions asked by Chairman Smith and Senator Pittman 
indicated they believed that a plan could be worked out whereby 
all roads would get around 6 per cent. Mr. Thom’s position 
was that that would be all right if they got the 6 per cent, but 
that the getting of the 6 per cent was subject to whether enough 
traffic moved at the rates fixed to produce such a return. He 
also argued that if the road earning more than 6 per cent had 
to give up all over 6 per cent and the excess was turned over 
to the roads that did not earn 6 per cent there soon would be 
no roads earning any excess to be turned over to the less for- 
tunate roads. 

Senator Pittman thought that if section 15-a permitted 
strong roads to keep piling up money it was vicious beyond ex- 
pression. Mr. Thom said such an interpretation could not be 
placed on what he had said. Senator Pittman indicated a belief 
that if the New York Central, for example, earned far in excess 
of 6 per cent, and the Northern Pacific did not, the Commission 
should so adjust division of rates as to give the Northern Pacific 
more money and the New York Central less. 


With Chairman Smith the only member of the committee 
present, hearings on the question of amending or repealing 
section 15-a of the interstate commerce act were concluded 
May 5, when Mr. Thom concluded his statement. When the 
hearings began several weeks ago quite a few members of 
the committee attended, but gradually fewer and fewer ap- 
_ until the chairman was the “sole survivor” on the last 
ay. 

While waiting for other members of the committee to 
appear, Chairman Smith and Mr. Thom engaged in an informal 
discussion, which was not made a part of the record. The 
chairman said he would like someone to discuss the recapture 
clause. He said it was estimated that there was some $70,- 
000,000 excess earnings in 1923 and he desired to know how 
more direct use of that money could be made than under the 
present law. Mr. Thom pointed out that one of the origi- 
nal bills provided that the excess should be distributed directly 
to the weak roads, but that, owing to the considerations as to 
constitutionality of such a law, that particular method was 
dropped. He reiterated that he felt more was to be gained 
by leaving the act alone at this time in the interest of sta- 
bility than by attempting to perfect it now. Chairman Smith 
thought in the recapture clause lay a fundamental weakness. 
























































Mr. Thom believed that in consolidation of railroads lay the 
real solution with respect to the problem of excess earnings. 
He thought permissive consolidation would result in most of 
the principal systems effecting consolidation with other lines 
and that few roads would be left out. He suggested that one 
road might be given the power to condemn the property of 
another and pay for it what it was worth on an earning basis. 

No other members of the committee appeared and Mr 
Thom, at. the suggestion of the chairman, began his testimony 
for the record. He showed what the railroads had done in 
1923 as the result of the national policy as declared in the 
transportation act, and what they were doing now. He re- 
ferred to the creation of the shippers’ advisory boards. He 
said the effect of joint consideration of transportation prob- 
lems had been to revolutionize public opinion about the rail- 
roads and service. Today, he said, there was no complaint 
about railroad service, although there was some about rates. 
He said the public was beginning to understand the problems 
of the railoads and that the railroads were beginning to under- 
stand to a greater degree the shipper’s side of the matter. He 
said this changed public opinion was charged to “propaganda,” 
but that that was not true. 

“To what do you attribute this change?” asked Chairman 
Smith. 


Mr. Thom said he attributed it to the helpful policy of 
the government and the decision of the railroads that, under 
such a policy, it was up to them to make good. 

“Why disturb that condition?” he asked. 


Reductions in rates had been made possible by greater 
efficiency, Mr. Thom said, referring to the testimony of record 
that rate cuts aggregating more than a billion dollars had 
been made since 1921. He said there had been increased load- 
ing, increased loads per train and more car-miles per day. 


“Why disturb a situation so satisfactory as to service?” 
he asked. 


Taking up the reasons advanced for a change in the trans- 
portation act, Mr. Thom referred to the agricultural situation 
and the contention that high freight rates were a cause of 
the distress of the farmer in certain parts of the country. He 
said that contention could not be sustained. He said the low 
prices received by the farmer were not caused by rates—that 
the break in farm prices began before the increased rates of 
1920 became effective and that since 1921 there had been an 
increase of over three and a half billions in the value of 
farm products—an increase since the increased rates were 
made effective. He also submitted figures showing there had 
been an increase in car loading of agricultural products since 
1920 and that the fluctuation in prices was greater than the 
freight rate. Revenue obtained by the railroads for hauling 
wheat in one year averaged around $120,000,000, he said. 
No one, he said, had suggested more than a cut of 334% per 
cent in the rates on wheat. He said if $40,000,000 would solve 
all the troubles of the wheat farmer, why had not someone 
come forward with a bill providing for an appropriation of 
that amount by the government? He argued that the fact that 
no member of Congress had suggested such a method of relief 
was proof that the freight rate was not a contributing cause 
to the condition of the farmer. He said the real cause of the 
farmer’s condition was the high cost of labor—that 80 per 
cent of the cost of the things he bought went to labor. He 
asked why some bill was not introduced to strike at the sub- 
stantial cause of the farmer’s trouble. He also referred to 
the farmer’s taxes and his purchase of automobiles. 


Mr. Thom said the facts of the situation did not furnish 
a reason for weakening the railroads and diminishing their 
capacity to serve the public. 


Referring to Senator Capper’s testimony about how pros- 
perous the Santa Fe and Union Pacific were, Mr. Thom said 
no doubt there were some prosperous farmers in Kansas who 
were earning a high return, but that that was not proof that 
there were not farmers who were in financial straits. He 
said if rates were cut on the Santa Fe and Union Pacific, the 
less prosperous roads in that territory would lose if their 
rates were cut or if they were not cut and the strong roads, 
by reason of lower rates, took their business away from them. 

Chairman Smith asked why the railroads were contending 
so against rate reductions if the amount involved was so small 
that it would do the farmers no good. Mr. Thom replied the 
amount involved was very small to the individual farmer, but 
that in the aggregate it would be a substantial sum to roads 
that had not earned the fair return contemplated by the act. 
: Mr. Thom argued that it was impossible to help one essen- 
tial industry by pulling down another. He referred to the rezg- 
ulation of the railroads by the government and argued that 
it could scarcely be more complete than it was. He said he 
regretted that the committee had not called the chairman of 
the Commission’s division in charge of checking up the rail- 
roads as to expenses. He said there was no lack of power 
in the Commission as to that phase of regulation and said if 
an additional appropriation of $150,00C or $200,000 would satisfy 
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the public that the Commission had a real grasp of the situa- 
tion, he felt such an appropriation should be made. 

Referring to Senator Pittman’s idea that divisions of rates 
should be adjusted to even out the returns of the carriers 
Mr. Thom said he doubted whether the senator had in mind 
what divisions of rates really were. He said adjustment of 
divisions and distribution of the results of operation were 
two entirely different things—that the divisions were made 
before joint earnings were parceled out and that the returns 
from the divisions depended on the volume of traffic and the 
service performed under them. He said it would not be pos- 
sible to effect an equitable distribution of earnings such as 
the senator apparently had in mind by adjusting the divisions 
beforehand. 

Taking up the distribution of excess earnings directly from 
one road to another, Mr. Thoom again referred to possible 
constitutional limitations. He would not say that the decision 
of the Supreme Court in the Dayton-Goose Creek case had 
settled that phase of the matter. 


CONGRESS AND THE RAILROADS 


The Trafic World Washington Bureay 


The indications this week were that consideration by Con- 
gress of the question of repealing or amending section 15-a of 
the interstate commerce act would go over until the December 
session. Chairman Smith, of the Senate interstate commerce 
committee, said he intended to urge passage before adjourn- 
ment of his resolution declaring agriculture to be the basic 
industry of the country and directing the Commission, with the 
least practicable delay, to effect such lawful changes in the rate 
structure of the country “as will promote the freedom of move- 
ment by common carriers of the products of agriculture, includ- 
ing livestock, at the lowest possible rates.” 

The Smith resolution is on the Senate calendar, having been 
favorably reported by the committee some time ago. Senator 
Sheppard, of Texas, submitted to the Senate May 7 a memorial 
of officers of the American National Livestock Association favor- 
ing passage of the resolution. The senator asked Chairman 
Smith what the status of the resolution was and Chairman 
Smith replied it was waiting on the calendar for an opportunity 
to be considered. He said he would take advantage of the first 
opportunity to bring it before the Senate. 

Chairman Smith indicated May 8 that he regarded the reso- 
lution as most important and that its passage would allay the 
demand for consideration of the question of lower rates on agri- 
cultural products. On the other hand, he did not indicate, in 
reply to a question, what would be done with respect to section 
15-a. The inference drawn from the chairman’s remarks was 
that probably the resolution would be the only important piece 
of legislation affecting the railroads that would be urged for 
passage before adjournment. He appeared to be confident that 
Congress would adjourn early in June, notwithstanding rumors 
that certain groups in Congress might force a session this 
summer, 

In the memorial of the American National Livestock Asso- 
ciation, which was signed by Fred Bixby, president; T, W. Tom- 
linson, secretary, and S. H. Cowan, general counsel, the follow- 
ing statement was made: 


These petitioners would point to the fact that the value and 
amount received by the producer out of the price obtainable at the 
markets or elsewhere is so small that, in the case of cattle and 
hogs, it is not equal to the cost of production and anything like a 
substantial return for the labor, or interest on the capital employed 
by the producer, and under the standard of the transportation act 
the production of these animals—the meat supply of the country— 
o~, not survive and pay the enormously increased rates now pre- 
vailing. 

The existing distress and threatened destruction of the once prof- 
itable stockraising industry and agriculture connected therewith de- 
mand that this resolution be enacted so as to untie the hands of 
the commission in order that the commission may, by the construc: 
tion that Congress shall give to the act and the duty of the commis- 
sion thereunder, make rates on these products commensurate with 
the ability of the producer to pay and live rather than to be bound 

the general rule of the standard of the transportation act, which 
standard creates rates so unreasonable to the producer that these 
great industries, stockgrowing and agriculture, must bear an unjust 
—_ unreasonable burden, to their great detriment and even destruc- 

on. 

While the commission is directed by the resolution, Senate Joint 
Resolution 107, to make the lowest possible rates that are lawful on 
the products, it must be borne in mind that under the decision of 
the United States Supreme Court in the Dayton-Goose Creek casé, 
January 7, 1924, the commission fixing rates on particular commodi- 
ties, like these named in the resolution, is not under the transporta- 
tion act bound to give consideration to the standard return upon the 
value of the property of carrier, and it is entirely within the province 
of Congress to direct the commission as is done in the resolution. 

We appeal to Congress to pass the resolution to afford the oppor- 
tunity for relief to agriculture and livestock that will make rates 
reasonable for the producers and shippers to pay. 


Passage of the Smith resolution by the Senate and refer- 
ence of it by the House to the House committee on interstate 
and foreign commerce would revive consideration by the House 
committee of the Hoch resolution directing the Commission to 
undertake a revision of the rate structure if the facts warranted 
such action. One of the purposes of this resolution is to bring 
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about, if possible, lower rates on agricultural products. When 
hearings on that resolution were concluded several weeks ago, 
immediate consideration of it in executive session by the com- 
mittee was blocked by Representative Huddleston, of Alabama. 
No action has been taken on it since. 

As to section 15-a—if Congress adjourns the first week in 
June—it is not believed by those in touch with the situation that 
time will permit final action on amendment or repeal of the 
section. It is not believed that there is a majority in the com- 
mittee now for outright repeal. The most that would come 
from the committee, it is believed, is a report recommending 
amendment, Opponents of changing the section at this time, it 
is believed, made an impression on members of the committee as 
to the wisdom of attempting to make a change in the section 
at this time. 

Deferment of consideration of the Howell-Barkley railway 
labor bill by the House until May 19 and the ruling of the 
Speaker of the House that the measure could be considered 
only on suspension days—the first and third Mondays of the 
month—was held by many to mean that the bill would not be 
acted on finally at this session—if Congress adjourns in June. 
After three hours of general debate, the bill will be taken up 
for amendment under the 5-minute rule and opponents of the 
bill will have an easy time in prolonging consideration of it. 
Under the 5-minute rule each member can speak for 5 minutes 
on amendments. Republican leaders of the House informed 
President Coolidge this week that they believed they could 
delay action on the railway labor bill this session. 

That Representative Barkley, in charge of the railway labor 
bill, did not attempt to appeal to the House from the ruling of 
Speaker Gillett, was regarded as significant. In some quarters 
it was said that the Democrats had joined with the “progres- 
sive’ Republicans in humiliating the committee on interstate 
and foreign commerce by taking the bill away from the com- 
mittee but that they were not so anxious to assume responsibility 
for passage of the measure at this time. Some believed that 
if Representative Barkley had been sure that he would have 
had a majority of the House back of him, he would have appealed 
from the ruling of the chair. 

The proponents of the Howell-Barkley bill will seek action 
on the measure by the Senate interstate commerce committee. 
Senator Couzens, chairman of the sub-committee that held hear- 
ings on the bill, is ill but the other members of the committee— 
Senators Gooding and Dill—have been working on a report. 

The House committee on interstate and foreign commerce 
has been receiving appeals from shippers in all parts of the coun- 
try to act on the Senate bill amending paragraph 3 of section 16 
to meet the situation growing out of the Wolf case. Chairman 
Winslow has indicated that the committee would not act on the 
bill without hearings, as did the Senate committee. The reason 
for that attitude is that if that course were followed with respect 
to one bill, the committee would be compelled to follow the 
game procedure with respect to other bills. It is possible that 
the committee will take up the bill after disposing of the truth- 
in-fabric bill on which it has: been holding hearings for several 
weeks. Even if the committee reported the bill out in the next 
two weeks, a special rule would have to be obtained to insure 
passage at this session—if Congress adjourns the first week in 
June. There is a possibility that the bill may have to go over 
until the December session. 

The Senate interstate commerce committee probably will 
hold no more hearings this session on railroad bills. Chairman 
Smith said that question would be finally decided by the 
committee, 


PROTECTION OF EXPRESS EMPLOYES 


Senator Gooding has reported to the Senate from the inter- 
state commerce committee the bill (S. 863), as amended by the 
committee, requiring common carriers to provide, from and after 
July 1, 1927, sanitary express and baggage cars of steel or 
steel underframe construction, or of equally indestructible ma- 
terial, under rules and regulations to be prescribed by the 
Commission. The Commission may exempt carriers operating 
Short trains or trains operated only for short distances and 
at a low rate of speed where safety and convenience will not 
be impaired. This part of the bill is intended to meet the 
objections of the carriers te branch line and short line opera- 
tions. The bill also exempts locked or sealed cars not carry- 
Ing persons. In its report the committee said that, from the 
testimony, it appeared that— 


The use of wooden cars for the purpose of handling haggage and 
express is extremely hazardous to the life and health of employes, 
Such as express messengers or train baggagemen, who are compelled 
to ride and work in cars so constructed. The hazard arises from the 
Dossibility of wrecks, fire, and sickness resulting from unclean cars, 
boor light, ventilation, lack of safety appliances, toilet facilities, 
drinking dater, heat in winter, and cars in bad state of repair. 
teu — of the cars contain no conveniences such as washstands or 

Ss. 
h Employes are compelled to remain in the cars from a few to as 
igh as 20 hours, and are in some cases subject to dismissal for leav- 
ing the cars for any purpose. 

hat during the past few years there has been a decrease in the 
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use of wooden cars on some railroads and on other roads very little 
change has taken place either in the style of construction or as to 
cleaning of cars, or as to convenience of employes. 

That by statutory requirement all cars handling United States 
mail must be of steel construction. 

Principal objections on the part of the railroads to the require- 
ment of the use of steel cars goes to expense and time required for 
installation. 

That differentiation should be made as to the character of rail- 
roads, kind of service, and whether main or branch line, 

Consideration has been given to the various phases of the ques- 
tion presented, and as a result Senate bill 863 has been amended to 
so far as possible meet all objections, and as amended above we 
recommend its passage. 


RAIL EXECUTIVES MEET 


The executive committee of the Association of Railway 
Executives met May 2 to consider the railroad legislative situ- 
ation in Congress. Particular attention was given to the situ- 
ation with respect to the Howell-Barkley railway labor bill. 
The purpose of the meeting, it was said, was merely to go 
over the legislative situation with Alfred P. Thom, general 
counsel, who has charge of the legislative affairs of the car- 
riers. 


POSTAL SALARIES AND RATES 


Opposition to the bills introduced by Representatives Paige 
and Kelly providing for increases in salaries of postal em- 
ployes and for increasing postal rates to provide the money for 
the salary increases is expressed in a statement issued by 
Homer J. Buckley, chairman of the postal service committee 
of the National Advertising Commission of the Associated Ad- 
vertising Clubs of the World. The effect of these bills was 
discussed by Postmaster General New in The Traffic World of 
April 12, p. 930. 

Mr. Buckley said although it was generally conceded that 
at the present time costs of distribution were too high the 
bills would add as much as 200 per cent to one of the generally 
used methods of distribution—parcel post. 

“The object for which this increase is advocated is of such 
a nature that it is probable that the bills will be enacted into 
law unless all people concerned protest against such hasty ac- 
tion,” said he. 

Mr. Buckley commended the attitude of Postmaster Gen- 
eral New, who took the position changes in salaries and rates 
should wait on the result: of the scientific cost study of postal 
operations has been obtained. 


LAKE CARGO CASE 
The Trafic World Washington Bureau 


A general defense of the lake cargo coal rate structure 
was put into the record on May 5 by S. P. Woodside, chairman 
of the coal, coke and ore committee of the eastern railroads. 
Under the direction of W. S. Bronson of the Chesapeake & 
Ohio, he pointed out that the Pittsburgh and Ohio fields and 
those directly linked with them, as distinguished from those 
in southern West Virginia, Kentucky and Tennessee, in times 
of an easy market, supplied 61 per cent of the high volatile 
coal that was shipped to the northwest, while the other fields 
sent the rest. He also pointed out that 90 per cen of the 
lake cargo coal was high volatile and that, except in a general 
way, low volatile coal was not a competitor. Another point 
made was that the competition with the Pittsburgh and Ohio 
fields was coming from Indiana. 

Commercial conditions, rather than freight rates, Mr. Wod- 
side said, controlled the matter. The high volatile coals, he 
said, had always been in keen competition and the spreads 
in rates narrow, as they should be. His testimony tended to 
the thought that, for the purpose of lake cargo coal rates, the 
high volatile fields should be considered practically as one 
field. On that basis, he suggested, the share of the Ohio and 
Pittsburgh districts, the ones that brought the complaint and 
intervention in behalf thereof, certainly could not be deemed 
unfair. Among the things he pointed out was that when there 
was a good demand for coal elsewhere, shipments from the 
Ohio and Pittsburgh fields fell off, the inference being that 
the Ohio and Pennsylvania operators, whenever possible, sent 
their coal to points of consumption other than the northwest 
because the terms upon which they could sell their coal were 
more attractive than those in the northwest and at the head 
of the upper lakes. 

Tesimony not so broad in geography, but in defense of the 
rate structure as it exists, was also given by Harry A. Cochran, 
general coal agent of the Baltimore & Ohio. He traced the 
history of the relationship of rates, as between Pittsburgh und 
Fairmont from some of the earlier fights down to the present, 
including the Boileau case, in which the Commission undertook 
to give some of the nearer fields a greater freight rate ad- 
vantage, only to find that the commercial conditions constrained 
the railroads to make like reductions so as to preserve the 
relationship that had existed prior to the decision in the 
Boileau case. 


Further testimony in justification of the existing rate struc- 









































































ture and therefore of the relationships under attack by the Ohio 
and Pittsburgh operators, was given by E. D. Hotchkiss, freight 
traffic manager of the Chesapeake & Ohio, and J. M. Dewberry, 
the general coal and coke man of the Louisville & Nashville. 
They also put forward facts tending to support the theory that 
the more distant fields did not get anything more than a modest 
share of the business that went to lake ports and thence to 
the northwest but that the traffic to the railroads such as the 
Louisville & Nashville and Chesapeake & Ohio was of great im- 
portance, and that, in the last analysis, the proposition was 
more a matter of commercial competition than a question of 
freight rates. 

Walter McKenney, for the Southern Ohio Coal Exchange, 
was the witness concerning whom the greatest curiosity was 
exhibited. The interest in him arose from the fact that neither 
he nor George N. Brown, attorney for the association, had 
made any definite declaration as to the stand the southern 
Ohio operators would take in the matter. Their reticence 
was attributed to the fact that their production met the com- 
petition of both the eastern Ohio and Pittsburgh districts as 
well as that of the more distant districts in West Virginia, 
Kentucky and Tennessee. 

The testimony of Mr. McKenney was limited to the ex- 
planation of a mass of statistical matter, without conclusions, 
and the resolutions adopted by the coal carrying railroads, in 
respect of rates on coal from 1901 onward. Objection was 
made to the offer of the resolution, by W. S. Bronson and E. J. 
McVann. The latter said he thought the offer and acceptance 
of the resolutions, in a prior case, were improper and that the 
lapse of time had not removed the valid objections existing 
at the time of their first offering and now. Assistant Chief 
Examiner Gerry, presiding, said he would think about the ob- 
jections, in the meantime having them marked for identification. 

Figures submitted by Mr. McKenney consisted of weighted 
averages for the hauls from the various districts, comparisons 
of tonnages sold by southern Ohio and the more distant dis- 
tricts in commercial markets and things of that kind, some 
of which may later be used to show that, even with the sup- 
posed handicaps of greater rates, the more distant districts 
have been able to make gains over the Ohio operators. 

As traffic manager for the twelve associations of operators 
that intervened in the case in opposition to the prayer of the 
complainants, C. D. Boyd, who usually appears only for the 
Southern Appalachian, Harlan and Hazard associations, put in 
probably the most inclusive set of exhibits ever prepared for 
a coal case. There were fifty-nine of them, each running from 
one to twenty-five pages. They were not the most voluminous 
exhibits ever presented, but they covered so wide a territory of 
topics and geography that those who listened to J. V. Norman 
ask him questions and R. E. Quirk keep track of what was 
being done, wondered if it could be possible that any phase of 
the subject had been overlooked. After making a brief expla- 
nation of some of the exhibits, Mr. Boyd set forth thirty-odd 
conclusions, the net effect of which seemed to be that if the 
Pittsburgh and Ohio districts were able to compete in Central 
Freight Association territory on nearly equal rates, it might be 
expected that they could compete in the lake coal trade with 
the differentials they now have. 


Considering all the factors in the situation, Mr. Boyd sug- 
gested that, if anything, there should be a narrowing of the 
spread. Unless the rates were considered as proportionals ap- 
plicable to traffic going beyond the ports, he said, there was no 
justification for rates on cargo coal lower than on coal going 
to the ports and that if they were considered as proportionals 
the Commission should take into consideration the entire hauls 
and make them on that basis, if it could not make through 
route and joint rate arrangements. He said he considered the 
proposals of the complainants as absurd, because taking into 
consideration only the distances to the nearest ports to which 
lake cargo coal was taken. If distances were to be considered, 
he suggested that Sandusky, O., be taken as the typical port 
because through it coal from all the districts was passed. 


His fundamental proposition as to the existing differentials 
was that, although prescribed by the Commission in 1917, they 
had not been given a fair trial because conditions since then 
had been abnormal or subnormal, and the differential had been 
increased 16 cents. In addition he pointed out the percentage 
increases had put the more distant mines at a disadvantage, 
promoting a big increase in the tonnage from the Illinois mines. 
In conclusion he said that the interveners reached no important 
market on the primary or base rate. The absurdity of the pro- 
posals of the complainants, he pointed out, was furnished by 
the fact that they were based on the shifting sand of cost of 
service without consideration of any other factor. 

Mr. Boyd had to say something about his qualifications, so 
he said he had been making rates for thirty-odd years, and 
that among the rates he had made were those for the Louis- 
ville & Nashville involved in this case. He said the rates were 
= en high nor unreasonably low from any of the 

stricts. 


George H. Parker, cost accountant and railroad revenue 
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analyst, was put on the stand by the twelve intervening asso. 
ciations for whom Mr. Boyd presented rate testimony to answer 
contentions by Mr. Oliver, the cost accountant of the com. 
plainants. He said that about all he knew concerning rates 
was that when rates were made in the way Mr. Dewberry of 
the Louisville & Nashville made them the railroad made money 
but that when they were made on a cost basis, it did not. 

Guy Darst, of the Bewley-Darst Coal Company, an oper. 
ator in the Harlan field, testified about competition between 
sellers of coal. H. S. Evanson, a consulting mining engineer, 
testified about operations in the production of coal in the ip- 
tervening fields. 

C. J. Neekamp, chairman of the joint transportation com. 
mittee of the associations in the Southern Appalachian area, 
the twelve that intervened against the complaining associations, 
gave figures concerning production, developed and undeveloped, 
They were big and tended to show that the indications were 
that there were at least 350,000,000,000 tons of coal in the 
territory of the twelve associations, if not 500,000,000,000. He 
did not pretend to have made an estimate based on a detailed 
survey of the territory, but merely to give such figures ag 
could be obtained from such an examination as would be made 
to enable the one making it to have a rough idea of the proba- 


bilities. 


COAL PRODUCTION AND SHIPMENT 


“The only change in the production of soft coal in the week 
ended April 26 was for the worse, and the total estimated out- 
put declined to 6,726,000 net tons,” the Geological Survey said 
in its current coal report which in part foHows: 


This decrease of 192,000 tons was due largely to the partial ob- 
servance of Easter Monday as a holiday. As shown by the follow- 
ing table of cars loaded daily, shipments on Monday were approxi- 
imately 7,000 cars less than on the corresponding day of preced- 
ing weeks, and the loss was only partially recovered during the 
remainder of the week. 


The average daily rate of output in 1924 is now less than in 
the corresponding week of 1921. In fact, at no time during the 
seven years for which weekly records of production are available, 
except during the strike periods of 1919 and 1922 and in March 
and — 1921, has the rate of output been as low as it is at 
present. 


The production of anthracite in the week neded April 26 was 
interrupted by two holidays—Easter Monday on April 21 and 
election day on April 22. The total output, including mine fuel, 
sales to the local trade and the product of washeries and river 
dredges, is now estimated at 1,205,000 net tons, a decrease from 
production in the preceding week of 418,000 tons, or nearly 26 
per cent. In the corresponding week a year ago, which was free 
of holidays, the output was 2,116,000 tons. 


The all-rail movement of bituminous coal into eastern New 
York and New England increased slightly to 1,617 cars in the 
week ended April 26. Shipments of anthracite, however, declined 
sharply to 1,976 cars, a decrease of 846 cars, or 30 per cent. 

The cumulative movement of coal into that territory during 
1924 to date stands at 99,763 cars, of which 48.5 per cent was 
bituminous coal and 51.5 per cent was anthracite. The bituminous 
shipments this year now stand 13 per cent less than in 1923, 
and anthracite shipments 18 per cent less. 

Dumpings of soft coal over the piers at Hampton Roads con- 


tinued to decline in the week ended April 26. The total quantity 
handled was 282,818 net tons, a decrease of 22,894 tons. The chief 
factor in the decline was a decrease of 23,994 tons in cargoes 
consigned to New England. Exports decreased slightly, but 
dumpings for foreign bunkers increased nearly 47 per cent. _ 

The movement of bituminous coal from the lower Lake Erie 
ports continued to improve slowly in the week ended April 27. 
Reports courteously submitted by the Ore and Coal Exchange 
show that the quantity dumped was 364,490 net tons. This was 
an increase of 130,191 tons over the preceding week and 23,190 
tons less than in the corresponding week of 1923. Of the total 
dumpings, 341,231 tons were cargo coal and 23,259 tons were 
vessel fuel. 

Cumulative dumpings of cargo coal during the present season 
to date stand at 703,247 tons. In comparison with the correspond- 
— of 1923 this was a decrease of approximately 30 per 
cent. 

Cargo, Vessel Fuel, Total 
Net Tons. Net Tons. Net Tons. 


Week ended April 13, 1924......... 61,522 3,035 64,557 
Week ended April 20, 1924......... 217,735 16.564 234,299 
Week ended April 27, 1924......... 341,231 23,259 364,490 
Cumulative to April 27, 1924........ 703,247 50,229 753,476 
Corresponding period 1923......... 1,010,199 42,748 1,052,947 


Anthracite shipments up the lakes from Buffalo increased 
notably in the week ended April 27. Vessels clearing from that 
port during the week carried cargoes aggregating 112,883 net 
tons, against 9,555 tons in the week before. Shipments from Erie 
decreased to 2,592 tons. Cumulative shipments this season stand 
at 220,343 tons, an increase of over those in 1923, of 99,437 tons, 
or 82 per cent. Of the total shipments in 1924, 86 per cent have 
been forwarded through Buffalo and 14 per cent through Erie. 


EMBARGO ON ARMS SHIPMENTS 


President Coolidge has declared an embargo on the ship- 
ment of arms to Cuba as the result of a revolt against the 
Cuban government. Shipments of arms to the recognized Cu- 
ban government under authorization of the government of the 
United States will be permitted. Similar action was taken with 


respect to shipment of arms to Mexico recently when a revolu- 


tion was in progress there. 
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Freight Routing 


Tenth of a Series of Twenty-six Articles on This Subject, Written for The Traffic World by J. D. 
Collier 


In the previous articles, considering outbound less than 
earload routing, we have covered substantially the problems 
confronting shippers located at stations that must partially or, 
in many cases, entirely depend on the service of some larger 
adjacent gateway—a condition that exists because of the lack 
of tonnage at the originating point. It has been suggested that 
shippers at such dependent points be well posted regarding the 
service from the gateways on which they must necessarily de- 
pend for the extension of their service. This information is 
most important in order intelligently to forward shipments to 
destination via the best route, all factors considered. : 

With these facts in mind, we will consider at this time just 
what information is available at a large gateway for the benefit 
of shippers at that point that will prove of value to them if their 
routing is predicated on it. It is not the intent of the writer 
to call attention to any oversight on the part of shippers in 
general, but, when we consider the time, attention, interest, and 
expense expended by the average business house on the dispatch 
of an order throughout its plant, the efficiency with which its 
activity is performed, the care and economy taken into con- 
sideration, and, as a rule, the insistence on promptness in ship- 
ping, we must realize that there is an apparent inconsistency 
if the shipment is delivered for transportation either to the 
post office, express company, or railroad, without at least giving 
that portion of the movement of the shipment equal considera- 
tion. 


It is interesting to note that the necessity of intelligent and 
complete routing information was first realized by a foreman at 
a railroad transfer station some years ago. If the average 
shipper would, even today, visit a prominent freight transfer 
station, he would need no futher proof of the value of this in- 
formation and the necessity of adhering to it. It is, therefore, 
not difficult to understand the situation that exised at the trans- 
fer station years ago, which impressed on the foreman so 
forcibly the necessity of intelligent routing. He was no doubt 
greatly inconvenienced by the multitude of unintelligent rout- 
ings, as well as unrouted shipments. The person in question 
was so impressed with this situation and with the fact that 
full information relative to gateway cars, transfers, etc., was 
so difficult to obtain, that he judged that, if one in his posi- 
tion who could appreciate the situation and could reasonably 
expect to compile this information, would be able to sell the 
idea to any large company or organization, it would be of ex- 
treme value. 


With this thought in mind, J. F. Morton, now manager of 
freight service of the Chicago Association of Commerce, ap- 
proached the Chicago Association of Commerce and it readily 
appreciated the value of this information. This was about 1904. 
The writer then became acquainted with Mr. Morton in his en- 
deavor to obtain authentic information relative to the method 
of forwarding L. C. L. freight, and the cars in which it was 
loaded from Chicago via the various carriers in the general di- 
rection of the ultimate destination. At that time, information 
was especially difficult to obtain, largely due to the fact that 
no set service was then in effect via many of the lines. How- 
ever, after sufficient information was compiled and checked as 
carefully as possible in that day, the Chicago Association of Com- 
merce issued the L. C. L. routing information to its various 
members, which is now known as “WAY TO SHIP.” It is now 
in its twenty-first edition. 

It must be considered, of course, that the information in 
this book covers the entire service of railroads originating at 
Chicago, which is the largest railroad center in the world, and 
which is unique in itself due to the fact that no railroad runs 
through Chicago. The excellent service from Chicago on less 
than carload freight is possible not only on account of the num- 
erous carriers serving Chicago, but because of the tremendous 
tonnage of the diversified commodities and the fact that the lo- 
cation of Chicago makes it an excellent distribution point. While 
it is true that Chicago does not load to all points, and must 
necessarily load cars to other gateway points for distribution, 
the fact remains that the shippers of Chicago, or adjacent to 
Chicago, have offered to them forwarding facilities consisting 
of slightly more than 2,500 through cars each working day. 

In order properly to avail themselves of this service, it is 
obvious that a comprehensive study must be made of the various 
Doints of destination, and the possibilities of routing shipments 
for these destinations in the proper car, so as to obtain the 
est service, minimized transfers, and adhere to the route over 
which the through rate or best basis for making rate applies. 
It is also necessary that considerable attention be given to many 
Points not located on railroads, and also to certain class of mer- 


chandise, especially smaller packages that might possibly be 
forwarded more economically via parcel post, or express, or 
freight requiring refrigeration or other protection. All these 
facts are consideed in the “WAY TO SHIP,” and it is possible, 
with the use of this publication, to ascertain with a great de- 
gree of accuracy how the shipment will be forwarded, when and 
where it will be transferred, the time in transit to the transfer 
point, and complete time in transit to ultimate destination. 


In previous articles, we have considered the time in transit, 
to a great extent, from a comparative standpoint. This is one 
feature that is not paramount from a city the size of Chicago, 
as the tonnage and service from such a great center practically 
sets the pace for all outside points. Therefore, it is most 
necessary that the service available be taken full advantage of. 
In fact, the information contained and compiled for the Chicago 
Association of Commerce has been considered so standard that 
a number of large commercial houses—in fact, several of the 
largest shippers of less than carload freight—have adopted it 
as their standard method of routing. In this publication, the 
cities throughout the United States are listed in alphabetical 
order and a station number is given to each, and by symbol, 
information is given as to whether or not shipments must be 
prepaid or can be sent collect—i. e., whether or not the station 
is an open or a prepaid station. There are also shown the com- 
parative express and parcel post rates, the parcel post zone, and, 
in case of parcel post, whether or not there is a money order 
station at destination. On reference to the key number shown 
in connection with the station, the various routes to destina- 
tion are shown, the days in transit, the package car in which 
shipment is loaded, the break bulk point, and the route beyond. 


With the information available to the shipper at Chicago, 
he is in position to consider the possibilities of the various 
terminal facilities open to him at that point. It is well known 
that the terminal facilities at Chicago afford a greater con- 
venience of transportation to shippers at that point than are 
offered to shippers at any other point in the United States. De 
pending on the location of the industry, the amount of tonnage 
and the destination of the freight, it is possible for the shipper 
to avail himself of the outbound facilities afforded by the light- 
erage, as well as car float on the river, the underground tunnel 
system, the various universal freight stations, and the possibility 
of loading trap cars to any or several of the various transfer sta- 
tions. In many instances, destinations are shown with alterna- 
tive routings. In that case, it is possible to consolidate out- 
bound shipments via individual originating carriers so that 
sufficient tonnage will accumulate to justify a trap car to that 
particular carrier. In this case, the outbound carrier will ab- 
sorb the switch charge on the trap car made by the switch 
line, reaching the consignee’s industry, the exact status of this 
movement, of course, to be predicated on the provisions as con- 
tained in the Chicago switching absorption tariff. ‘While it is 
possible, in instances of this kind, to adhere to consignee’s re- 
quest for routing, it is not necessarily of importance to him to 
designate the originating line, and, therefore, if in the interest 
of accumulating tonnage, the originating carrier can be changed, 
this should be done so that the consignor can avail himself of 
the trap car facilities. However, in each instance he must be 
careful that the originating carrier operate with the destina- 
tion carrier so that at least that portion of the routing fur- 
nished by the consignee can be complied with. 


Great care should be taken in loading trap cars that the 
minimum basis provided for by the tariff should be loaded, as 
there is also provision for a penalty for each thousand pounds 
less than the minimum required.. In general, the eastern mini- 
mum is ten thousand pounds, whereas the minimum required 
by the western lines is six thousand pounds. The application 
of the trap car arrangeent has proved successful in this ter- 
ritory, as it has been mutually beneficial to the carrier and the 
shipper in that it eliminates the drayage cost on shipments so 
loaded; it also relieves the congestion at the downtown freight 
stations of the carrier, which, in many instances, were located 
and built years ago, and at this time it is impossible to extent 
them. By affording the trap car privilege to the shipper, it en- 
ables the shipments to be forwarded to an outlying transfer 
point to be rehandled at that point at a lower cost to the car- 
rier, and also induces the shipper to forward a certain per- 
centage of his traffic via that line, which otherwise might have 
been forwarded by a competitor. 

The trap car is not fully appreciated, in the mind of the 
writer, by either the shipper or the railroad, but the elimina- 
tion of it would result in a chaotic condition, which would add 
additional expense to both parties. A certain concern which 
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paid no attention to outbound routing, on being interested in 
the subject, found that if it would control its own routing to 
a certain territory, it could load three trap cars a week to a 
given line. ‘The clerk calling its attention to this situation, 
and obtaining authority to negotiate with the consignee at des- 
tination, which resulted in permission to route according to his 
requirements, saved this company several hundred dollars ‘a 
month in its teaming bill. He gave one carrier practically all 
the business, which was handled at an outlying freight station 
* more promptly and economically. 

Before arranging for trap car movement, however, investi- 
gation should be made relative to the liability while on switch 
carrier, the checking for overs, shorts, and damages at trans- 
fer points, and the return of signed bills of lading, as the trap 
cars are usually handled at an outlying freight station located, 
in many instances, outside the Chicago city limits, although 
within the Chicago switching limits. Great care should be taken 
in loading so that no shipments will check over or short, and 
some arrangement should be made relative to the return of 
shipments over and damaged, as well as replacing shortages. 
There has been some question as to whether it is an advantage 
to enclose in the trap car the bills of lading to be signed when 
the car is checked out and returned, or whether it is best to 
have them mailed to the transfer point, or otherwise forwarded 
through the commercial office or other office of the individual 
carrier, These details should all be carefully studied, and the 
ground work carefully laid before the shipments are forwarded, 
especially in instances in which the originating switch carrier 
makes connection with the outbound line haul carrier via a 
belt line, through their inability to make direct delivery. 

In all activities—and perhaps more so in transportation 
and routing than in any other—the greatest advantages are 
obtained only through full knowledge of the situation, and tak- 
ing full advantages of all facilities offered in connection there- 
with. However, it must be realized that the finer the lines 
are drawn and the more full advantage is taken, the more op- 
portunity there is for error and the greater responsibility ac- 
cepted in attempting to obtain the fullest extent of the trans- 
portation facilities afforded. It is not possible to handle the 
routing of the average concern without all information at hand, 
not only as to the local station, but as to other points on which 
the service of the originating point depend. Added to this is a 
complicated situation of meeting time, rates, and liability in 
transit of competitors. 

There is one outstanding feature in connection with routing 
transportation of the average business that should be, taken into 
consideration, and that is that it is practically impossible to 
lay down any set rule or to set up a system that is infallible, 
or which can run without constant supervision. The publica- 
tion used by the Chicago Association of Commerce is checked 
continually, as is the time in transit of the various cars. The 
tonnage necessarily diminishes at times at certain points, which 
makes it uneconomical to continue the operation of the through 
car, or at least to continue it via all the lines over which it 
is forwarded. Therefore, unless constant supervision is given, 
it may be possible that shipment will be routed ostensibly via 
a through car, whereas this car may have been cancelled, and 
another route would be the preferable one in the event their 
tonnage would still justify the movement of this through car. 
When this situation is coupled with the consolidation or ac- 
cumulation of freight, to take advantage of the trap car move- 
ment it requires not only full information, but constant and 
careful supervision by one who is fully familiar with all phases 
of transportation. 


Many of the industries in the Chicago district are served 
by the Chicago Tunnel Company, which is an underground 
freight carrier, and serves many of the downtown industries 
that are not so located as to be reached by a private siding of 
the railroad. At the various so-called universal freight stations, 
freight is received for all lines and consolidated by that freight 
station into straight cars for each of the various outbound 
trunk line carriers. This makes it possible for shippers, after 
a careful analysis of their routing, to load in full truck loads 
their short tonnage to various carriers, and make delivery of 
shipments for various carriers to one freight station. In many 
instances, these universal freight stations load their own through 
cars, and, in some instances, they are forwarded to the outlying 
freight station. Also, in case of shortage of tonnage for certain 
carriers, it is trucked to the trunk line freight station, so that 
eare should be taken in using this facility that a careful check 
is kept, and if there is a possibility of shortage of tonnage, so 
that it will be trucked, it is more to the advantage of the ship- 
per to truck it direct in order to save the delay in leaving town. 


CENTRAL OF GEORGIA IMPROVEMENTS 


The Commission has issued a certificate of public con- 
venience and necessity authorizing the Central of Georgia to 
revise the alignment and grades on its line between Opelika 
and Sterretts, in Lee, Chambers, Tallapoosa, Coosa, Clay, Tal- 
ladega and Shelby counties, Alabama. The work will involve 
the construction of 47.55 miles of new track. 
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LIABILITY FOR FREIGHT CHARGES 


The Supreme Court of the United States, in an opinion 
by Mr. Justice Brandeis, in No. 198, Louisville & Nashville ys, 
Central Iron & Coal Company, this week affirmed a judgment 
of the United States Circuit Court: of Appeals of the Fifth Cir. 
cuit as to liability for freight charges on shipments of coke. 

In January, 1917, the court said, the Central company sold 
to Tutwiler & Brooks 10 carloads of coke to be delivered 
f. 0. b. cars at the seller’s plant at Holt, Ala. Before delivery 
by the seller, the purchasers sold the coke to the Great West. 
ern Smelters Corporation of Mayer, Ariz. Thereafter, under 
instructions from Tutwiler & Brooks, and upon their agree. 
ment to pay the freight, the Central company delivered at 
its plant the cars of coke to the Louisville & Nashville ang 
directed shipment to Mayer over the L. & N. and connecting 
lines, and took bills of lading which it delivered immediately 
to Tutwiler & Brooks. That firm made a draft for the pur- 
chase price on the Smelters company, with bills of lading 
attached. The company paid the draft, received the bills of 
lading and, upon surrendering them to the delivering carrier 
and payment to it of the freight demanded, obtained possession 
of the coke. The amount of freight charges demanded and 
paid was $5,082.15. The freight legally payable, the court said, 
according to the tariff, was $8,545.61. 

The court said the undercharge apparently was not dis- 
covered until 1920, when the L. & N. demanded from the 
Central company $3,463.46. Payment was refused and the suit 
to collect the money was brought in the federal court of the 
northern district of Alabama. A verdict was directed for the 
defendant, the Central company. The judgment was affirmed 
by the Court of Appeals. 

Justice Brandeis said the trial court justified its finding 
on the ground that the Central company did not assume the 
primary obligation to pay the freight charges. No effort was 
made to collect the charges from the Smelter corporation or 
Tutwiler & Brooks, the court said. 


The justice said in this case the bills of lading acknowl 


edged receipt of the coke from the Central company, but that 
the Central company did not sign them and that it was not 
described as consignor. He said there was no clause by which 
the shipper agreed to pay the charges or to guarantee pay- 
ment. He said further, the form of the bills of lading indi- 
cated that the Central company was neither the owner nor 
the person in whose behalf the shipment was being made 
and that Tutwiler & Brooks were either the owners or the 
persons on whose behalf the shipment was being made. 
Justice Brandeis said that, under the rule of the Fink 
case (P. C. C. & St. L. vs. Fink, 250 U. S. 577), if a shipment 
were accepted, the consignee became liable, as a matter of 
law, for the full amount of the freight charges, whether de- 
manded at time of delivery or not until later. The justice said 
the consignee’s liability satisfied the requirements of the in- 
terstate commerce act. The court upheld the lower court’s 
finding that the Central company was not liable for the charges. 


DISMISSES DAMAGE CASE 

The Supreme Court of the United States this week, in No. 
260, Missouri Pacific vs. A. M. Burnett, dismissed the case for 
want of jurisdiction and also denied a petition for a writ of 
certiorari to the Supreme Court of Arkansas. The case involved 
an action to recover damages alleged to have been sustained 
in the transportation of a carload of hogs, on account of loss 
sustained by reason of the act of the carrier in unloading the 
hogs at destination in pens where other hogs had been unloaded, 
the hogs having been shipped under a special contract of sale 
for a particular purpose and for a stipulated price largely in 
excess of the market price. The consignment was rejected by 
the consignee because the hogs were put in pens where other 
hogs had been unloaded, and the loss occurred because the 
price was reduced to the market price. A verdict was given for 
the shipper against the railroad, The carrier averred that the 
Supreme Court of Arkansas had erred in its finding and asked 
the highest court to review the case. 


ORDER OF STATE COMMISSION VALID 

In No. 187, Norfolk & Western vs. Public Service Com- 
mission of West Virginia et al., the Supreme Court of the 
United States this week, in an opinion by Mr. Justice Butler, 
upheld an order of the state commission requiring the carrier 
to provide a suitable crossing and reasonable facilities for 
shippers at the village of Blackberry City, W. Va. On com- 
plaint of a shipper of that village, the state commission ordered 
the carrier to build a roadway across its tracks and limited 
its use to transportation of freight handled by the complainant 


and other shippers. The railroad -company attacked the order . 


on the ground that it was repugnant to the due process and 
equal protection clauses of the fourteenth amendment. The 
Supreme Court of West Virginia upheld the order. The Su- 
preme Court of the United States, overruling the contentions 
of the carrier, said the order was not unreasonable or arbitrary 
and that it was a light burden on the carrier. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





Court Held Not to Have Jurisdiction of Action for Return of 

Freight: 

(District Court, S. D., New York.) Where ship jettisoned a 
part of the cargo, unknown to shipper, of coffee, who on «arrival 
paid the whole freight due under the bills of lading, suppos- 
ing the coffee was still on board, a court of admiralty has no 
jurisdiction of a libel for the freight paid on the part jettisoned, 
though the libel sets up a valid cause of action at law in 
quasi contract.—Israel et al. vs. Moore & McCormack Co., Inc., 
995 Fed. Rep. 919. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATION OF COMMON CARRIER 
State Authorized to Declare Lumber Company Railroad a Com- 
mon Carrier: 

(Supreme Court of North Carolina.) The state has author- 
ity to declare a lumber company railroad a common carrier on 
its own application, and in accepting such company as a 
common carrier, and the Corporation Commission, in imposing 
on it, with its consent, the duties, privileges, and liabilities of 
such relation to the public, was acting for the state through 
its prescribed machinery.—Corporation Commission ex rel., 
Raleigh Granite Co. vs. Atlantic Coast Line R. Co. et al., 121 
§. E. Rep. 767. 

Corporation Commission Authorized to Make Joint Rate for 

Lumber Company Railroad and Standard Carrier: 

Since the authority of the Corporation Commission to 
authorize a lumber company railroad to act as a common Car- 
rier is clear, under C. S. Sec. 1039, 1071, where a lumber com- 
pany railroad had been made a common carrier, the Corporation 
Commission was authorized to make joint rates between it and 
Boers carrier to all stations over the latter’s railroad. 
Ibid. 

Powers Which May Be Granted to Administrative Board: 

(Supreme Court of Missouri, Division No. 1.) The powers 
which can be granted to a purely administrative board by the 
General Assembly must be measured by the Constitution of 
the state——State ex rel. and to Use of Missouri Pac. R. Co. et 
al. vs. Public Service Commission et al., 259 S. W. Rep 445. 
Public Service Commission Cannot Be Court or Exercise Judi- 

cial Functions: 

The Railroad and Warehouse Commission, or its successor, 
the Public Service Commission, is not, and under Const. art. 
6, Sec 1, 28, 31, cannot be, a court, or exercise judicial func- 
tions.—Ibid. 

Statute authorizing such a body as the Public Service 
Commission to make a finding on what is purely a claim for 
damages by a shipper is void whether the finding is to be 
final or merely prima facie evidence.—Ibid. 

Public Service Commission Without Jurisdiction to Determine 

Claim for Damages from Excessive Freight Charge: 

Under Const. art. 6, Sec. 1, 28, and 31, the Railroad and 
Warehouse Commission, or its successor, the Public Service 
Commission, has no jurisdiction or authority to determine the 
purely judicial question involved in a claim for damages by a 
shipper arising out of an excessive freight charge.—Ibid. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF OR INJURY TO GOODS 
Improper Loading Ordinarily Relieves Carrier From Liability 
for Safe Delivery: 
(Supreme Court of Washington.) Improper loading is or- 
dinarily such a fault on the part of the shipper as will relieve 
& common carrier from its common-law liability to safely de- 
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liver goods it undertakes to carry, especially where the fault 
in loading carload lots consists of internal defects, not known 
to the carrier, from which the loss ensues in the ordinary 
course of handling and transportation—American Cotton Oil 
Co. vs. Davis, Agent, 224 P. Rep. 23. 
Rule as to Burden of Proof as to Latent Defects Excusing Safe 
Delivery Stated: 
To relieve a carrier, not owning, furnishing, or supervising 
the loading of a car of oil, nor examining it for latent defects, 
from its common-law liability for safe delivery of the contents, 


the burden is on it to prove such defect and the reason there- 
fore.—Ibid. 


Rule as to Admissibility of Evidence of Conditions After Acci- 
dent on Question of Its Cause Stated: 

Evidence of conditions after an accident as bearing upon 
its cause is inadmissible unless it relates to a time so close to 
the accident that it is apparent the condition is not changed, or 
the lapse of time would make no material difference.—Ibid. 
Evidence of Condition of Car Subsequent to Loss by Leakage 

Therefrom, for Which Damages Sought, Held Admissible: 

In an actioin against a carrier for loss of oil by leakage, 
evidence as to corrosion of the outlet valve of the car when 
examined after loss of a second shipment held admissible, in 
view of testimony of qualified witnesses that such corrosion 
— have existed when the car was loaded by the shipper.— 
Admission of Evidence Held Not Reversible Error, Where 

Motion to Strike Based on Improper Ground: 

In an action against a carrier for loss of oil by leakage, 
admission of testimony as to loss of a second shipment, in con- 
nection with properly admitted testimony as to the faulty con- 
dition of the outlet valve of the car when inspection was made 
after such loss held not reversible error, where motion to strike 
out the testimony was based solely on the ground that the wit- 
ness was not shown to have any knowledge of the condition of 
the valve.—Ibid. 

Statements of Counsel and Offers of Proof Held Not Prejudicial: 

In an action against a carrier for loss of oil by leakage, 
statements by defendant’s counsel and offers of proof by him as 
to loss of a second shipment held not reversible error, where no 
exceptions were taken to ‘such statements, and the jury was 
——— not to consider testimony not received by the court. 
—Ibid. 


Pleading Held Sufficient to Warrant Admission of Evidence 

Bearing on Shipper’s Fault in Loading: 

In an action against a carrier for loss of oil by leakage, 
defendant’s answer that its failure to deliver it was due to the 
shipper’s fault in loading and forwarding it in a defective and 
insecure car and failing to properly close the outlet valve, held 
sufficient to let in proof of the rusted condition of such valve 
at mae time of the loss of a subsequent shipment in such car. 
Denial of Unconditional Continuance for Surprise Held Not 

Error: 

In an action against a carrier for loss of oil by leakage, 
refusal to grant plaintiff a continuance, without conditions, as 
a matter of right, for surprise by evidence of the rusted condi- 
tion of the outlet valve of the car at the time of a subsequent 
loss, held not error, in the absence of interrogatories, a motion 
to make the answer more definite and certain, or any showing 
of availability of witnesses to meet such proof.—Ibid. 


Evidence of Manner of Inspecting Oil Cars on Other Railroads 

Held Admissible in Action for Loss of Oil by Leakage: 

In an action against a carrier for loss of oil by leakage, evi- 
dence that the uniform practice on other railroads in inspecting 
oil cars was the same as defendant’s with respect to such ship- 
ment held admissible, not to establish a rule by which to 
measure due care, but to assist the jury in determining the con- 
duct required to discharge the carrier’s duty of proper inspec- 
tion.— Ibid. 

Shipper Loading Car Assumes Responsibility for Defects Invis- 
ible to or Not Readily Discernible by Agent Accepting It: 

A shipper assuming the responsibility of loading a car 
assumes responsibility for all defects necessarily invisible to 
the agent of the carrier who accepts the freight, or not discern- 
ible by ordinary observation or such inspection as he can readily 
make, and the carrier is not liable for loss or injury resulting 
from such defective loading.—lIbid. 

CARRIAGE OF LIVE STOCK 
Failure to Require Finding of Matter Not in Dispute Held Not 

Reversible Error: 

(St. Louis Court of Appeals, Missouri.) In an action against 
an express company for loss of a jack killed in transit, failure 
of an instruction to require a finding that it was in good condi- 
tion when delivered to defendant held not reversible error, in 
view of undisputed evidence of such fact and such cross-exam- 
ination of plaintiff’s witnesses as indicated that defendant did 
not regard it as in controversy——Ward vs. American Ry. Ex- 
press Co., 259 S. W. Rep. 514. 
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instruction Limiting Carrier’s Exemption from Liability for 

Loss in Transit Held Not Erroneous: 

In an action against an express company for loss of a jack 
killed in transit, an-instruction limiting defendant’s exemptions 
from liability to the inherent vice or vicious propensities of 
the jack held not erroneous, where no other exemptions, such 
as those arising from an act of God or the public enemy, or 
the shipper’s fault, were invoked by defendant.—lIbid. 

Carrier Liable for Value of Lost Goods at Destination, Less 

Unpaid Carrying Charges: 

When goods delivered to a carrier for shipment are lost 
in transit, the carrier is liable for the reasonable market value 
thereof at the point of destination, less unpaid carrying charges 
thereto.—Ibid. 

Failure to Instruct as to Freight Charges to Point of Destina- 
tion in Action for Loss in Transit Held Not Error: 

In the absence of evidence, in an action against a carrier 
for loss of a jack killed in transit, as to what the carrying 
charges to the point of destination were, the court did not err 
in not referring to them in instructions on the measure of 
damages, though it appeared that plaintiff did not prepay them, 
and the contract of shipment, which was excluded as inadmis- 
sible under the pleadings, showed the amount.—lIbid. 
Admission in Chief of Testimony Proper in Rebuttal Held Not 

Prejudicial Error: 

In an action against an express company for loss of a 
jack killed in transit, admission of testimony, on plaintiff's 
case in chief, as to derailment of the car and the effect thereof, 
before defendant introduced evidence in support of its defense 
that the jack injured itself through kicking, held not preju- 
dicial to defendant; the order of introducing testimony resting 
largely within the trial court’s discretion.—Ibid. 


Verdict for $800 for Loss of Jack in Transit Held Not Ex- 
cessive: 


A verdict for $800 against an express company for loss 
of a jack killed in transit held not excessive, in view of tes- 
timony that it was reasonably worth from $1,000 to $1,300 at 
at the place of destination.—Ibid. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables totaled 
approximately 11,000 cars the week ended May 3, according to 
the Bureau of Agricultural Economics of the Department of 


Agriculture. The totals from the weekly summary of carlot 
shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 


This Last 
Apr. 27- Apr. Apr. 29- Sea- Sea- Total 
May 3, 20-26, May 5, son to son to Last 
1924 1924 1923 May 3 May 5 Season 


Apples (western states)— 
Total 

















RN a-ek oan aie 249 248 152 *62,133 45,959 46,286 
Apples (eastern states)— 
MEE vitecétee 397 401 444 *69,630 64,835 65,997 
Asparagus— 
Bee 65 66 +s 543 bo 773 
Cabbage— ° 
Saar 654 542 1,071 *10,115 7,292 *36,774 
Cauliflower— 
ME  Guees eee 11 23 10 *4,015 4,557 4,616 
Celery— 
a 199 251 157 6,526 6,138 6,398 
Cucumbers— 
Me conde sets 73 37 sind 129 *¢ 5,677 
Grapefruit— 
, . eer 574 421 +* *16,867 +* 17,634 
Lemons— 
rere 386 359 +¢ *5,578 +s 8,194 
Lettuce— 
ae 818 *602 620 *17,932 16,028 *27,710 
Mixed Citrus Fruits— 
ncn eene 117 105 aia 3,307 +¢ 3,677 
Mixed Vegetables— 
..  —eeenereees 583 *545 560 *8,642 7,980 *24,025 
Onions (1923 crop)— 
AER RRS 5 *130 20 *28,931 29,753 29,758 
Onions (1924 crop)— 
eee 601 713 695 1,738 1,564 28,931 
Oranges— 
EE xe vaweoe 1,930 2,227 se *54,074 id 67,939 
Spinach— a - 
REE Wks eine 36 277 *474 262 *7,052 6,945 7,354 
Strawberries— 
a ae 741 *576 1,076 *2,164 3,482 17,896 
String Beans— 
. re 79 122 +* 417 ee *3 338 
Tomatoes— 
 .. oxindaes 162 230 720 5,249 6,450 24,027 
Potatoes (1924 crop)— . 
. 726 604 771 2,053 1,889 225,954 
Summary Potatoes— 
Leading Sec- 
tions, late crop 2,377 2,638 2,444 176,306 171,211 186,055 
Other Sections, 
late crop ..... 38 76 50 16,237 27,079 27,181 
Early crop 1923.... 0 0 33,411 40,922 40,922 
GEE, ch wes 2,415 2,714 2,494 *225,954 239,212 254,158 


** Unavailable. 





Vol. XXXIII, No. 19 


LUMBER SHIPMENTS 


There was scarcely any change in the national lumber 
movement for the week ending May 3, says the National Lum. 
ber Manufacturers’ Association. With 369 of the larger cop. 
mercial mills of the country reporting, as against 388 the pre. 
vious week, there were nominal decreases in production, ship. 
ments and current orders. As compared with the correspond- 
ing week of 1923, there was also: little difference, there being 
a slight decrease in production, a more noticeable decrease 
in new business, and a little more of an increase in shipments. 
For the year, so far, production is between 4 and 5 per cent 
larger than for the like period of 1923, while shipments have 
fallen off about 5 per cent, and cumulative orders about 9 per 
cent. 


The unfilled orders of 255 Southern Pine and West Coast 
mills were 517,420,482 feet, as against 578,597,331 for 257 the 
week before. Separately, the Southern Pine group, 130 mills, 
reported unfilled orders as 224,711,490 feet compared with 237, 
020,420 the previous week; 125 West Coast mills had unfilled 
orders amounting to 292,708,992 feet, as against 341,576,911 for 
127 mills a week earlier. 


Altogether, the 369 comparably reporting mills had ship. 
ments of 103 per cent and orders of 84 per cent of actual pro- 
duction. For the Southern Pine mills these percentages were, 
respectively, 101 and 84 and for the West Coast mills 126 and 
101. Of the comparably reporting mills, 351 (having a normal 
production for the week of 221,648,330 feet) reported production 
101 per cent of normal, shipments 106 per cent, and orders 86 
per cent thereof. 


The following table compares the national lumber move- 
ment as reflected by the reporting mills of seven regional 
associations for the three weeks indicated: 





Preceding 
Corresponding week, 1924 
Past week week, 1923 (revised) 

ais n alae aawiacnep pases oenmer 369 370 388 
Production - 239,299,839 241,123,444 246,267,293 
Shipments -.- 245,784,717 232,093,181 247,971,901 
MUNN idle dass cacndgeccinees cate 200,806,790 212,650,669 207,086,003 


The following figures compare the lumber movement for 
the first eighteen weeks of 1924 with the same period of 1923: 


Production Shipments Orders 
Bee. bc Misacewedscusaaeeowe 4,192,403,753 4,216,242,490 4,013,744,188 
eee ee ee 4,006,305,149 4,458,922,481 4,420,788,458 
3924 IMCTERSO. <.....c00 006 Tae .. Beeecketas. .. seeeoscans 
pS ee ee ree 242,679,991 407,044,270 


The mills of the California White and Sugar Pine Asso- 
ciation make weekly reports, but they are not comparable in 
respect to orders with those of other mills. Consequently, the 
foromer are not represented in any of the foregoing figures. 
Ten of these mills reported a cut of 9,971,000 feet last week, 
shipments, 6,335,000, and orders, 6,619,000. The reported cut 
represents 22 per cent of the total of the California pine region. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as 
of April 15 was 66.4, according to the semimonthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
58; refrigerator, 66.2; coal and coke, 76.9; stock, 85.5; flat,. 73.6, 
and others, 96.5. 


The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of April 15 showed the following: 
Eastern district, 96, as compared with 105 a year ago; Allegheny, 
106.5, as against 102.4 a year ago; Pocahontas, 87.2, as against 
83.2 a year ago; Southern, 99.8, as against 98.6 a year ago, 
Western, 95.9, as against 92.8 a year ago; all districts, 98.2, 
as against 98.2 a year ago; Canadian roads, 90.1, as against 86.8 
a year ago. 


REVENUE TRAFFIC STATISTICS 
Freight revenue of Class I roads, exclusive of switching and 
terminal companies, totaled $351,804,154 in February, as com- 
pared with $326,153,027 in February, 1923, and $684,510,401 for 
the two months ended with February, as compared with $692, 
476,910 in the same period of 1923, according to statistics com- 
piled by the Bureau of Statistics of the Commission. 


Passenger revenue in February totaled $83,388,640, as against 
$79,169,806 in February, 1923, and $175,125,864 for the two months 
as against $170,319,831 in the same period of 1923. 

Revenue per ton-mile averaged 10.94 mills in February, 45 
against 11.07 mills in February, 1923, and 10.91 for the two 
months, as against 10.92 for the same period of 1923. 

Revenue per passenger-mile averaged 3.083 cents in Febru 
ary, as against 3.084 in February, 1923, and 3.088 cents for the 
two months, as against 3.095 cents for the same period of 1923. 
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SECT. 28 CERTIFICATE WITHDRAWN 


The Trafic World Washington Bureau 


The Shipping Board, late May 8, by a “strict party vote” 
of four to three, withdrew its certification to the Commission 
that shipping facilities under the American flag were adequate 
to permit application of section 28, of the merchant marine act. 
On receipt of the official notice of the board’s action, the Com- 
mission will suspend indefinitely the operation of section 28, and 
no action by Congress will be necessary to postpone the effec- 
tive date of the section. 

The board rejected the Thompson resolution providing for 
modification of the original certification to the Commission. 
After taking that action, Chairman O’Connor and Commissioners 
Plummer, Lissner, and Thompson conferred briefly at the Com- 
mission with Chairman Hall and Commissioners McChord and 
Potter. After that conference, the board went into session and 
shortly announced the adoption of a resolution withdrawing the 
original certificate. Chairman O’Connor and Commissioners 
Plummer, Lissner, and Hill, the Republican members of the 
board, voted for withdrawal, while Commissioners Thompson, 
Benson, and Haney, the Democratic mémbers, voted against it. 

The board made public its resolution of withdrawal and a 
statement in which the situation with respect to section 28 that 
developed after the board sent its original certificate to the 
Commission was reviewed. It said it felt it proper to take in- 
to consideration not alone the practically unanimous action of 
the House merchant marine committee recommending post- 
ponement of application of section 28, but also the evidence pre- 
sented before that committee and to the board itself. The 
board said it was its primary desire to obtain the cooperation 
of shippers and railroads in support of the American merchant 
marine and, “in giving this concession, it expects that shippers 
will, in turn, do their part in the building up of American 
shipping. 

“Tt is the intention of board, in conjunction with other de- 
partments of the government interested, and with the com- 
mercial interests affected, to continue the intensive study of 
the subject with the purpose of making section 28 effective 
within a reasonable time.” 

In a statement defending his resolution, Commissioner 
Thompson said it would have established the principle of pref- 
erence for American ships and withdrawal of the application 
might stop forever the establishment of American flag prefer- 
ences and, therefore, was to be regretted deeply. He said there 
could be no dispute but that section 28 was a wise and bene- 
ficial act of Congress that would destroy preferential agree- 
ments between certain American railroads and foreign ship- 
ping lines that greatly harmed American flag ship operations. 

The Shipping Board, May 6, considered a resolution offered 
by Commissioner Thompson to modify the board’s certificate 
with respect to application of section 28, but action was de- 
ferred until May 8. The resolution would amend the original 
resolution so that it would apply from the ports of the United 
States only to the ports of Great Britain and Ireland, France. 
Belgium, Holland, Germany, Japan, China and the Philippines, 
Brazil, Argentine, Chile and Peru, and provide that grain prod- 
ucts be excluded as well as grain and also packing house 
products, in so far as shipments of such products were made 
to ports of the Irish Sea. 

Commissioner Thompson said such modification would meet 
the protests of automobile exporters to Australia, the pro- 
tests of exporters of packing house products, the protests of 
flour manufacturers and of the pulp and paper manufacturers, 
by the exclusion of ports in Norwal and Sweden. 

The commissioner declared that his idea at the beginning 

was to apply the section in a limited way, but that he finally 
agreed to the original resolution on the theory that the facts 
would be developed by protestants and that modifications could 
be made. He said he had no purpose of injuring the business 
of American exporters. 
.. A spokesman for the President said May 6 that the Pres- 
ident had received an informal report from Secretary Hoover 
in favor of postponement and that the President believed the 
section should be postponed for six months or a year. 

It is understood that Secretary Hoover’s committee on rail 


and water facilities recommended postponement of the section 
for six months. 


SENATE DEBATES SECTION 28 


The Traffic World Washington Bureau 


4 Support in the Senate for a bill postponing the effective 
ate of section 28 of the merchant marine act was indicated in 
bate on the subject started by Senator Fletcher, of Florida, 
&member of the Senate commerce committee which deals with 
Marine legislation. 

Senator Fletcher said if it were true that enforcement of 
® section at this time would interrupt business and seriously 
ect trade conditions, it would be unfortunate to have the 

‘ection applied now. He said he had always favored applica- 
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tion of section 28 provided, of course, there was an adequate 
supply of American ships to take care of the trade of the coun- 
try. 

Senator Sheppard, of Texas, interjected that representatives 
of independent oil-producing companies had advised him that 
they required more than 1,200 tankers to carry their products 
abroad from Texas ports; that they were using foreign tonnage 
and that the Shipping Board had less than 50 tank ships avail- 
able for the service. He said he had called the matter to the at- 
tention of Senator Jones, chairman of the commerce committee, 
and that the chairman had asked the Shipping Board to in- 
vestigate. Senator Sheppard said independent oil producers had 
to rely on foreign tonnage for the present. 

Senator Overman, of North Carolina, said he was told that, 
at Norfolk and other places along the Atlantic coast “they have 
not freighters sufficient to carry the freight, the cotton and the 
tobacco.” He said if the order should go into effect at once ship- 
pers could not ship at all. Senator Fletcher said that was “just 
another instance.” He said the same sort of claim came from 
Pensacola. He said the kind and type of vessels was as im- 
portant as sufficiency in number. Senator Overman urged con- 
sideration by the commerce committee of the bill to postpone 
the effective date of the section. 

“If there is a serious question about our having adequate 
amount of tonnage under our flag and of the type required, of 
course it would be advisable not to hurry enforcement of the 
section,” said Senator Fletcher. “I do not know whether the 
situation is entirely such that we ought to advocate any further 
delay. I have felt that the importers and exporters of the United 
States have reached the point where they must decide which is 
more valuable to our foreign commerce, an American merchant 
marine or the continued use of foreign flag vessels. Section 28 
is the most substantial advantage to American shipping that has 
yet been afforded and does not cost the taxpayers a cent. That 
is according to the testimony of all the experts on the sub- 
ject and those who have written and studied it for years and 
years.” 

Senator Overman said he agreed with the senator but that 
“we must not do anything revolutionary to stop our freight and 
to stop our people from shipping their freight.” Senator Fletcher 
said the matter would be investigated and decision reached as 
to whether or not the effeetive date would be postponed. Sen- 
ator McKellar urged early action. 

Chairman Jones said he had asked the Shipping Board to 
investigate the situation carefully so that a mistake would not 
be made. He pointed out that there was no provision against 
shipping in foreign vessels but that shipments in such vessels 
would not get preferential rates. Senator Fletcher said that was 
the whole question. 

“If that is the question, there is no reason why it should 
not be put into effect at once,” said Senator McKellar. 

Senator Fletcher said if the section were not made effective 
shortly it would be a dead letter with the rest of the merchant 
marine act of 1920. He said its enforcement six months hence 
would be no more practicable or possible than at. present. He 
said the board should withdraw its certificate and admit it was 
premature or the section should be enforced within a reason- 
able time. He said there was no need to “dilly-dally” about it. 
He said the opposition of foreign flag lines and allied interests 
reflected the value to American vessels of the section. 

Chairman Jones said he had many requests for a hearing 
on section 28, but he said he felt it was unnecessary to dupli- 
eate the hearings before the House committee on merchant ma- 
rine and fisheries on the subject, and that if the House acted on 
the bill to postpone the effective date, the Senate committee would 
act promptly. He said he felt the Shipping Board ought to be able 
to take care of the situation and that if the situation was not 
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what it thought it was when it issued its order, it had the au- 
thority to withdraw the order. He said he thought section 28 
was about all that was left to give direct aid to the development 
of an American merchant marine. He said no one could tell the 
effect of the section until it had been tried. He thought the peo- 
ple and interests of the country ought to be willing to endure 
a little inconvenience and possibly, at first, a little loss and a 
little disarrangement of business or transportation facilities in 
order to give the section a trial. Application of the section, he 
believed, would induce Americans to engage in the shipping busi- 
ness. He referred to preferential traffic agreements between 
American railroads and foreign shipping lines and said he had 
no doubt but that many of them were still in force. He said he 
did not have any doubt but that in some cases American rail- 
roads were behind much of the agitation against application of 
section 28. He said he had information that representatives of 
foreign shipping lines and foreign railroads were present at 
meetings of some of the commercial bodies that had protested 
against section 28 and that these representatives were active in 
directing and influencing the proceedings. He said there was 
no doubt these representatives had great influence in working 
up “this propaganda which is indeed and in truth propaganda.” 
Senator Overman remarked that he stood with Senator Jones 
“on this proposition.” Senator Jones put in the Congressional 
Record a number of letters relating to section 28, one from 
Chairman Hall of the Commission explaining the export and 
import rate situation. He also submitted a copy of a traffic 
agreement between the Great Northern and a Japanese line dated 
October 18, 1921. 


INVESTIGATION OF BOARD 


The Trafic World Washington Bureax 


The investigation of the Shipping Board and Fleet Cor- 
poration by the special House committee probably will continue 
through the summer months even though Congress should ad- 
journ. Plans are being made for hearings in New York City 
because of the fact that the New ‘York office of the board and 
corporation is located there. The committee believes that its 
investigation is proceeding along constructive lines and that 
suggestions developed by the hearings has caused changes to 
be made for the better. 

T. L. Clear, treasurer of the Fleet Corporation, told the 
House committee investigating the Shipping Board this week 
that the American ship was considered common prey in prac- 
tically every part of the world. He said the foreigners looked 
upon the United States as the one wealthy nation in the world 
and believed that anything they could get out of the United 
States was all right. 

Mr. Clear explained to the committee the necessity for a 
change in the method of handling the funds of the Fleet Cor- 
poration abroad so as to get the benefit of foreign exchange. 
He is to go to Europe shortly to accomplish that result. He 
informed the committee he had submitted his resignation but 
would remain with the Fleet Corporation as long as President 
Palmer desired him to do so. 

Irregularities in the financial affairs o fthe Fleet Corpora- 
tion discovered when he took charge in 1921 were reviewed by 
Mr. Clear. He said he found $900,000 in uncancelled checks 
payable to the order of the Fleet Corporation and that some of 
them had been held at the request of the writers of the checks. 
He said he deposited the checks at once and that this caused 
great consternation in banking circles. He said he had collected 
all but $11,000 of the $900,000 and that the $11,000 was not 
collected because the banks against which the checks were 
drawn had gone into receivers’ hands. 

Mr. Clear expressed the opinion that the Fleet Corpora- 
tion should be managed by one man. 


OUTLOOK OF SHIPPING FOR 1924 


Commissioner Plummer, vice-chairman of the Shipping 
Board, in an address May 1 at White Sulphur Springs, W. Va., 
before the marine securities committee of the Investment Bank- 
ers’ Association of America, said the general ocean freight out- 
look was promising. 

“My message is that American ships have now become 
stabilized as actual property,” said he. “Banks can afford to 
look upon them with friendly eyes and thus do much to benefit 
not merely the shipping business but the general commerce of 
the United States.” 

Discussing withdrawal of Shipping Board vessels from the 
port of Montreal and the possibility of those vessels serving 
that port again, Commissioner Plummer said: 


Last year, in part because of the hard condition of wheat pro- 
ducers in this eountry, I recommended, and the Shipping Board au- 
thorized, the use of American ships in the trade between Montreal 
and Europe, because so large a part of the grain produced in this 
country finds its way down the Great Lakes and St. Lawrence 
River through the Port of Montreal to the sea; and in the then 
depressed condition of the grain market, we realized that every cent 
that could be saved in ocean transportation charges upon wheat 
meant that much saving to the grain preducers of this country. 
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Since the price of wheat is made in Liverpool and since that pri 
is reflected in the price paid for grain by the milling industria 
of this country, any saving which increases the net price to the 
producer for grain marketed in Liverpool, is immediately refiecteq 
in the market price prevailing in the United States. Those ships 
carrying our farmers’ grain to European markets, were operated aj 
a loss not only because.the freight rate paid us was on the average 
below the actual cost of transportation, but because most of these 
ships Came back with little cargo, the bulk of return cargoes going 
on foreign craft. But we operated them to give the American 
farmer the benefit of the lowest possible freight charges. 

By reason of the great reduction made in appropriations for the 
use of the Shipping Board this year, it has been necessary to 
eliminate Shipping Board vessels from the Montreal trade. The an- 
ticipated | result has followed. In the words of the Editorial just 
quoted: “Canadian grain shippers are at present appealing almost 
in vain for tonnage to carry their produce, and this is being clearly 
demonstrated by the rates recently obtained from Montreal to Ant- 
werp and the Mediterranean.’”’ Of course, regardless of reductions in 
appropriations, the Shipping Board will not permit the grain pro- 
ducers of this country to suffer from excessive ocean freight charges, 
If there shall be evidence of an attempt to make the ocean charges 
burdensome, Shipping Board vessels will return to that Montreal 
trade, and the fact that such is the disposition of the Shipping Board 
undoubtedly will check attempts of foreign shipping men to take 
advantage of this shipping situation. The fact that today the rate 
on grain out of Boston, where Shipping Board vessels are operating, 
is 17 cents per quarter less than the rate charged on grain out of 
Montreal, shows the effect of competition by American ships—a 
direct saving to the American farmer. Therefore, it is not from any 
fear that the Shipping Board may find it necessary to re-enter this 
grain trade out of the St. Lawrence that I draw attention to the 
present situation—I prefer competition through an American port. 
I cite it merely as one more proof, and one that is now glaringly 
before the eyes of the public, that the withdrawal of American 
merchant ships from the foreign commerce of this country will mean 
an increase in transportation charges which will cost our people, 
producers and consumers, much more than any losses the continued 
operation of these ships by the board can bring. What the foreigners 
are doing in the grain trade, from which we have in a measure 
withdrawn, they will do in the case of our other exports and imports 
—as in the old days—if we give them a chance. 


OCEAN FREIGHT TRAFFIC 


The Trafic World New York Bureau 


Grain freights took the lead in the charter market, the 
bulk of the business last week being done in that commodity, 
according to Funch, Edye & Co’s weekly review. Coal charters, 
it says, also showed a spurt of activity in respect to Rio de 
Janeiro for May and June shipment, although it was dull in 
other directions. 

“Prompt tonnage,” says the review, “appears. to have been 
largely absorbed now and considerable pressure was apparent 
for May boats for grain from the St. Lawrence and in lesser 
degree for Range loading; a number of this week’s grain fix- 
tures are for June and July loading, indicating shippers’ prefer- 
ence not to risk the market on future commitments in the 
light of the present trend of rates, whilst the Rio coal charters 
= aaa June loading possibly signify a similar state 
of mind. 


TRAFFIC VIA PANAMA CANAL 


? “Reports of traffic movement through the Panama Canal 
just compiled,” the War Department said in a statement this 
week, “indicate an increase in tonnage in the first quarter of 
1924 over the tonnage for the first quarter of 1923, as follows: 


Z 1923 1924 Increase 
Atiamtte 16 PRG, 26 600scicccces 1,840,670 1,985,675 145,005 
Pe eee eee 3,255,468 4,957,745 1,702,277 


“The most significant factor in United States intercoastal 
trade at present is the continued strength of the northwest 
lumber trade,” the Panama Canal Record says. “Although the 
last trade forecasts are not quite so optimistic as those of last 
month, there is still good reason to believe that 1924 will 
establish new records for intercoastal lumber shipments.” 
Shipments of lumber from United States Pacific ports via Pan- 
ama totaled 109,093 in January, 104,259 in February, 149,467 
in March. Very considerable increases over 1923 are registered 
in shipments from the west coast of the United States and 
Canada to Europe. In the case of Canada, where the greatest 
increase is shown, the important item has been wheat. Since 
last December Canadian wheat has been moving from Val- 
couver in unprecedented volume. Total shiipments from both 
American and Canadian ports in 1923-24 (July to March) have 
been 808,816 tons, as compared with 693,150 tons in 1922-23. 
It is reported that much wheat remains for shipment from 
Vancouver during April and May. Before the opening of next 
season, new berths and elevators will have been provided at 
Vancouver, and a further expansion of wheat exports throug! 
this port and via Panama to Europe may be anticipated. Other 
increases in trade over the traffic of 1923 are seen in exports 
to South America from both the United States and Europe 
through the Canal and in increases in cargoes from South 
America to the United States. Cargo moving from the United 
States to the Far East and to Australasia have been greatel 
than in 1923. 

“A temporary stimulation of Far Eastern trade ascribed 
to the Japanese earthquake is no longer noted. It is generally 
assumed that since immediate and urgent requirements have 
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The French Line S.S. “Lafayette” passing the new Ten Million Dollar power plant of the Houston Lighting & Power Company. 

















































Houston, the second cotton port of the United States, is now beginning to get passenger service. 


The above illustration indicates how Houston has pioneered in bringing into its port for a chartered trade trip of its Chamber of 
Commerce the finest passenger liner to enter any American Gulf port. It is the S.S. “Lafayette” of the Compagnie Generale Transatlantique— 
length 564 feet over all, beam 64 feet, 12,220 gross registered tons. 


This vessel made a round trip from Houston to the West Indies, starting in the month of February and returning the latter part of 
March, taking about 200 citizens. 


The picture also shows one of the newest facilities of the port of Houston now under construction, namely, a large electric power plant 
to furnish cheap power to all existing and future industries which may be located on the fifty miles of water front at the port of Houston. 


This plant of the Houston Lighting & Power Company costing approximately Ten Million Dollars is designed to generate 180,000 K. W. elec- 
tricity. 


It will not only supplement the existing plant in the City of Houston, but is expected to furnish inexpensive power to all the surrounding 
country. 


The two things thus illustrated in this one picture are indicative of the rapid expansion and growth of the Port of Houston. 
Any information as to steamship service, terminal facilities, or industrial possibilities, will be gladly furnished upon inquiry. Address— 


DIRECTOR OF THE PORT, 5th Floor Court House, Houston, Texas 
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“a A NEW PACKAGE FREIGHT SERVICE 
ALL VESSELS REFRIGERATED 


oul MINNESOTA-ATLANTIC TRANSIT COMPANY 


it. this LAKE AND RAIL ROUTE—Modern steel steamers will ply between Duluth and Port Huron, Michigan, making direct connection with Pere Mar- 
‘ter of quette and Canadian National (G. T.) Railways at Port Huron, thus giving express service to and from all Eastern Points including Eastern Can- 
lows: ada, New England, New York and Pennsylvania territory. Sailings every other day both Eastbound and Westbound. 
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been filled, Japanese reconstruction will proceed slowly and 


purchases of foreign material and equipment will be spread 
over a period of years.” 


RAIL-AND-WATER COMMITTEE 


President Coolidge’s special committee on co-ordination of 
rail and water facilities held its first session last week at the 
Department of Commerce, Secretary Hoover being chairman 
of the committee. The other members of the committee are 
Chairman Hall, of the Commission; Chairman O’Connor, of the 
Shipping Board; President Palmer, of the Fleet Corporation; 
Daniel Willard, president of the Baltimore & Ohio, and A. G. 
Smith, president of the American Steamship Owners’ Associ- 
ation. 


It was understood that the committee merely discussed 


methods of procedure and that section 28 of the merchant . 


marine act was not taken up for consideration. Chairman 
O’Connor was to discuss procedure plans with the Shipping 
Board, it was said. Mr. Smith was the only member of the 
committee not present. 


CURRENT AMERICAN SHIPPING 


On April 1, 1924, American shipyards were building or 
under contract to build for private shipowners 228 steel vessels 
of 172,181 gross tons, compared with 238 steel vessels of 190,- 
062 gross tons on March 1, 1924, according to the Department 
of Commerce. 

There were 21 wooden vessels of 7,054 gross tons building 
or under contract to build for private shipowners during the 


same period, compared with 17 wooden vessels of 6,104 gross 
tons on March 1, 1924. 


TO REDUCE STEVEDORING COSTS 


President Palmer, of the Fleet Corporation, has sent H. Y. 
Saint to Europe to bring about a definite plan for reducing 
stevedoring costs at European ports in connection with the 
loading and unloading of Shipping Board vessels. This action 
was taken on the recommendation of H. T. Morse, European 
director for the Fleet Corporation, who believes that the costs 
can be cut at least 20 per cent. The Fleet Corporation has 
been following a similar policy with respect to United States 
ports and has effected reductions, Mr. Palmer said. 


TO GET BENEFIT OF FOREIGN EXCHANGE 


President Palmer, of the Fleet Corporation, has announced 
that he will shortly send Major T. L. Clear to Europe to effect 
a change in the handling of Fleet Corporation funds so that 
the corporation will get the benefit of foreign exchange. Un- 
der present practices, Mr. Palmer said, the corporation does 
not get the benefit it might obtain and that the purpose of 
Major Clear’s mission would be to effect such changes as would 
result in considerable savings. 


PARCEL POST REGULATION 


Paul Henderson, second assistant Postmaster General, has 
issued the following: 


The Belgian postal authorities have given notice that the 
restriction of parcel-post service to certain places in the Belgian 
Congo is no longer effective, and parcels for all places in the 
Belgian Congo (via Belgium) will now be accepted as heretofore. 

The notice of this office of March 27, published in Postal 


Bulletin of March 29, appearing on page 8 of the April Guide, is 
no longer effective. 


MUNSON LINE SERVICE TO CUBA 


Effective May 17, the Munson Steamship Line will operate 
a bi-weekly service from New Orleans to the ports of Matanzas 
and Caibarien, Cuba. 


CONSOLIDATION OF SERVICES 


President Palmer, of the Fleet Corporation, has conferred 
with representatives of the Black Diamond and Cosmopolitan 
shipping lines with respect to consolidation of the services 
operated by them for the Fleet Corporation. Each line sub- 
mitted briefs on the subject. A decision will be reached later. 


REVENUE FREIGHT LOADING 


Revenue freight loading increased slightly the week ended 
April 26 as compared with the preceding week but was far 
below the loading for the corresponding period of 1923. The 
total was 878,892 cars as compared with 876,923 cars the pre- 
ceding week and 962,578 and 751,111 cars in the correspond- 
ing periods of 1923 and 1922, respectively, according to the 
car service division of the American Railway Association. 

Coal loading dropped to 117,572 cars. There has been a 
decline in coal loading for weeks. The week ended March 
29 it totaled 154,680 cars; the week ended April 5, 123,220; 
the week ended April 12, 127,792 cars; the week ended April 
19, 124,750 cars. 


Ore loading reflects the seasonal increase, the total number 
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of cars for the week ended April 26 having been 27,417 cays 
as compared with 16,581 cars the preceding week. Increases 
also were reported in the loading of grain and grain products 
live stock and forest products, as compared with the preced. 
ing week. Decreases were reported in the loading of coke 
merchandise and miscellaneous freight, in addition to coal, as 
compared with the preceding week. 


Loading by districts the week ended April 26 and for the 
corresponding period of 1923 was reported as follows: 


Eastern district: Grain and grain products, 7,466 and 6,595: liy 
stock, 2,999 and 2,870; coal, 28,788 and 56,504; coke, 2,115 and 4,260: 
forest products, 5,255 and ‘6,502; ore, 2,608 and 3,678; merchandise 
L. C. L., 69,280 and 65,724; miscellaneous, 90,033 and 100,028; total’ 
1924, 208,544; 1928, 246,163; 1922, 175,634. } 
___Allegheny district: Grain and grain products, 2,231 and 2,109: 
live stock, 2,326 and 2,636; coal, 32,300 and 52,499; coke, 5,191 and 
7,541; forest products, 3,796 and 4,042; ore, 4,021 and 6,227: mer- 
chandise, L. C. L., 51,101 and 48,582; miscellaneous, 78,190 and 92,395; 
total, 1924, 179,156; 1923, 216,031; 1922, 145,012. 

ocahontas district: Grain and grain products, 202 and 200; live 
stock, 98 and 81; coal, 23,566 and 24,431; coke, 357 and 611; forest prod- 
ucts, 1,562 and 1,904; ore, 88 and 174; merchandise, L. C. L., 6,560 
— ee 4,897 and 5,409; total, 1924, 37,330; 1923, 39,071; 

Southern district: Grain and grain products, 3,698 and 4,241; live 
stock, 1,630 and 1,858; ccal, 15,236 and 21,378; coke, 1,061 and 1,338: 
forest products, 24,539 and 24,899; ore, 1,598 and 1,653; merchandise, 
L. C. L., 38,920 and 39,320; miscellaneous, 45,507 and 44,805; total, 
1924, 132,189; 1923, 139,492; 1922, 124,315. 

Northwestern district: Grain and grain products, 9,049 and 9,091; 
live stock, 8,906 and 8,065; coal, 5,015 and 4,300; coke, 1,075 and 1,235; 
forest products, 21,394 and 21,189; ore, 15,827 and 8,711; merchandise, 
L. C. L., 30,348 and 31,086; miscellaneous, 33,190 and 38,583; total, 
1924, 124,804; 1923, 122,260; 1922, 110,573. 

Central Western district: Grain and grain products, 10,972 and 
10,404; live stock, 13,349 and 13,483; coal, 9,646 and 16,197; coke, 294 
and 461; forest products, 11,043 and 10,168; ore, 2,878 and 3,186; mer- 
chandise, L. C. L., 36,540 and 35,701; miscellaneous, 49,626 and 51,872; 
total, 1924, 134,348; 1923, 141,472; 1922, 108,429. 

Southwestern district: Grain and grain products, 4,411 and 4,254; 
live stock, 3,299 and 2,572; coal, 3,021 and 4,104; coke, 146 and 128; 
forest products, 9,281 and 8,742; ore, 397 and 530; merchandise, L. 
Cc. L., 15,203 and 14,864; miscellaneous, 26,763 and 22,895; total, 1924, 
62,521; 1923, 58,089; 1922, 48,062. 

Total, all roads: Grain and grain products, 38,029 and 36,894; live 
stock, 32,607 and 31,565; coal, 117,572 and 179,413; coke, 10,239 and 
15,576; forest products, 76,870 and 77,446; ore, 27,417 and 24,159; mer- 
chandise, L. C. L., 247,952 and 241,538; miscellaneous, 328,206 and 
$55,987; total, 1924, 878,892; 1923, 962,578; 1922, 751,111. 


Loading of revenue freight this year compared with the 
two previous years follows: 


1924 1923 1922 
Four weeks of January............. 3,362,136 3,373,965 2,785,119 
Four weeks of February............ 3,617,432 3,361,599 3,027,886 
Five weeks of March ........csceees 4,607,706 4,581,176 4,088,132 
Four weeks Of April...ccccccccccece 3,499,210 3,764,266 2,863,416 
NE no tiosee Seti iensesdecayescas 15,086,484 15,081,006 12,764,553 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
April 15-22, inclusive, was 321,832, an increase of 15,851 over 
the preceding period, while the average daily shortage was 217 
cars, according to the car service division of the American Rail- 
way Association. 

The surplus was made up as follows: Box, 90,802; ventilated 
box, 371; auto and furniture, 7,713; total box, 98,886; flat, 3,347; 
gondola, 91,494; hopper, 98,106; total all coal, 189,600; coke, 
2,088; S. D. stock, 15,815; D, D. stock, 1,650; refrigerator, 9,436; 
tank, 165; miscellaneous, 755; total, 321,832. 

The shortage was made up as follows: Box, 92; auto and 
furniture, 13; flat, 48; gondola, 61; hopper, 2; refrigerator, 1. 

Canadian roads reported a surplus of 12,350 box; 950 flat; 
500 gondola; 1,550 S. D. stock and 825 refrigerator cars. No 
shortage was reported. 


REVIVAL OF WATER SERVICE 


Fruits of the decision of the Commission in its various 
Southwestern decisions, beginning with the Texarkana case, the 
Memphis-Arkansas and the Natchez-Louisiana cases, ending 
with the Memphis-Southwestern case, have appeared in revised 
water service. 

When the Commisssion found that the absence of water 
competition no longer justified the low rail rates in Louisiana 
and Southern Arkansas, the rail lines submitted mileage scales 
increasing the level of their rates. This has afforded an oppor- 
tunity for a test of the feasibility of revival of water trans: 
portation on some of the streams, A short time ago, the govern 
ment completed a series of locks on the Ouachita, above and 
below Monroe, La. The business men of New Orleans have 
been quick to avail themselves of this advantage and, in Co 
operation. with Capt, L. V. Cooley, a veteran river man, and 
Adolph Felsenthal, of Camden, have started the operation of 
a boat service between New Orleans and Camden, Monroe, Colum 
bia, Harrisburg, and Jonesville on the Black and Ouachita rivers, 
making the water rates half of the rail rates, except that in 
Louisiana, the Public Service Commission thought 60 per cent 
represented a more reasonable difference. 
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Note the size of this Admiral Oriental Liner, the vast cargo space and imm ense 
cargo booms which facilitate loading and unloading Oriental cargo. 


Seattle to the Orient 


A fast Trans-Pacific freight and passenger service, 
between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 
the shortest, fastest route to the Orient. 


Outward Sailings from Seattle 


**EDMORE.. pNeediiys cites Gs <lbis Hie eke Sato reon May 15 
*PRESIDENT JEFFERSON. a siaslae Miele eioeusee ee May 20 
"PRESIDENT GRANT .....cccsccccceces i June 1 

PPE WT MI ov ovosccctcccvccesseees June 8 
*PRESIDENT MADISON.................6.5: June 13 
*PRESIDENT McKINLEY.................... June 25 
REN EEN Re itigr cnc einedehhadnnwen June 29 


* Combination Rm and passenger, length 535 feet, 21,000 
tons, speed 20 knots. Through bills of lading issued to to destin- 
ations beyond regular ports of call. 

** Cargo berth service to Yokohama, Kobe, Vladivostok, Dairen, 
Tientsin (Taku Bar), Tsingtao, Shanghai, Foochow, Amoy, 
Swatow, Manila, Cebu, Iloilo. 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 
Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 

Randolph 7739 
New York—17 State Street, Phone Bowling Green 9234, 
Detroit—Dime Bank Building. 
San Francisco—Robert Dollar Building. 

s Angeles—429 Pacific Electric Building. 

Portland—424 Railway Exchange Building. 
Seattle—409 L. C. Smith Building. 








L. L. BATES, General Freight Agent, Seattle, Wash. 


DMIRAL ORENTAL |KF 


MANAGING AGENTS 
U.S. SHIPPING BOARD 


TRANS - PACIFIC SERVICE 
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Joint Service With 


Hamburg-American Line 


NEW YORK TO HAMBURG 
fMOUNT CLAY........May 10 *DEUTSCHLAND ......May 29 
*ALBERT BALLIN ...May 15 {CLEVELAND ........ June 3 
fHANSA ..............-May 20 tWESTPHALIA ....... June 7 
*RELIANCE ........... May 27 *RESOLUTE .......... June 10 
¢Cabin and 3rd Class Passengers. *ist, 2nd and 8rd Class. 
Loading Pier 86, North River, Foot of West 46th St. 


BOSTON TO BREMEN AND HAMBURG 


EMDEN (via Phila., Baltimore & Hampton Roads)........May 23 
LEGIE (via Phila., Baltimore & Hampton Roads).......... June 13 
FURST BULOW (via Phila., Baltimore & Hampton eeaned guy 3 
EMDEN (via Phila., Baltimore & Hampton Roads).. July 24 
PHILADELPHIA TO BREMEN AND HAMBURG 
EMDEN (via Baltimore & Hampton Roads).............+. May 28 
LEGIE (via Baltimore & Hampton Roads).............00+. June 18 
FURST BULOW (via Baltimore & Hampton Roads) ....... July 8 
EMDEN (via Baltimore & Hampton Roads)................ July 29 
BALTIMORE TO BREMEN AND HAMBURG 
FURST BULOW (via Hampton acnoped $0006 60tes cmevecben May 10 
EMDEN (via Hampton Roads).. Saweeceioeee coocscsesOe oo 
LEGIE (via Hampton Roads)........... wenbedeeceeees +++-June 23 
FURST BULOW (via Hampton Roads)...........+.+see+--duly 13 
NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 

pA td ee ee ee ee ee May 15 

So serceses soirictiwr eter on epinipineaainan ieee tii eeiie iia 7 
LE GIE sa eaile cassava vakagie Se ee ee 
FURST BULOW pawo-ewent gabemeneweee csGceweee pvenewednes July 18 

NEW ORLEANS TO BREMEN AND HAMBURG 

WESTERWALD ......cccecssecceccccsescccceeeee+Middle of June 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all Scandinavian, Baltic, 
Mediterranean, Levant and African Ports. 


Joint Service With 


Houlder, Weir & Boyd 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 
Vessel Baltimore New York Savannah 
MOUNT CARROLL ........ May 10 May 14 May 19 
... ae May 24 —— 2 06©”—~*éC NOS 
PETER KERR .............June 3 June 7 June 11 
Ce , ee June 14 June 18 eevee 


* Discharges direct at Everett, Wash. 


Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all ports 


of California, Oregon,- Washington, British Columbia, Alaska and 
the Far East. 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 







CHICAGO, 327 South La Salle Street..........Phone Wabash 4891 
BRANCH OFFICES: 
BALTIMORE..........0+. eR SOE er ey Hearst Tower Bldg. 
eS ae ae »++-4128 Jenkins Arcade Bldg. 
SYRACUSE........ pahipae miner es ee e+eeee201 Mitchell Bldg. 
SAN FRANCISCO.....cccccccccccces yous tenad .-230 California St. 
AGENTS: 

Ps an vscherscenveswncenees prow eekese oe -.-...John M. Born 
BOSTON... paeomesewaats ~- H. Sprague & Son 
Los ANGELES. . wdi0 bd .9 0 60.0:.0:6:4'5'0:6660:66 6 016: 0'0-0:5 NL a nn 
IIs cc ciciccccecvccceseseeecveneossn Richard Meyer Co. 
DEE. nt cinaecbtieweingeGmenears : Dichmann, Wright & Pugh, Inc. 
PERE ED, cccccccccccecece Dichmann, Wright & Pugh, Inc. 
PORTLAND cccccccccccccccccs .----Columbia Pacific Shipping Ce. 
SEATTLE........ §. se CWC b ae 6 Sep senate -»+.- Sudden & Christensen 
Re Os 0:0 00:0p0:0:0:0:00090- 660000 .-.-Sudden & Christensen 
EE ain G0 o-010b.6-04- 0:60) 4040s 56 cee beeen M. J. Hogan & Co. 


IIE LE 6, Jadwdinesdnbuctecniteraasiae -Sudden & Christensen 
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METHODS OF CARRYING CATTLE 


The Trafic World Ottawa Burean 


The visit of the Imperial Shipping Committee to Canada 
has resulted in an attack on the methods of carrying cattle 
to ports in the United Kingdom. The Committee, with Sir 
Halfird Mackinder as chairman, came to Canada in response 
to protests lodged by Canadian representatives at the Imperial 
Economic Conference in England last autumn respecting alleged 
discrimination against shipments from Canada. An equaliza- 
tion has been effected regarding flour rates. At Winnipeg the 
matter of cattle rates was taken up, and it was stated that neither 
wheat nor cattle could be exported under existing conditions 
except at a loss to the producer; that the American market has 
been virtually closed to Canadian stock; and that Atlantic 
freight rates are prohibitive. The United Grain Growers, which 
is one of the largest exporters in Canada, said the steamship 
rate from Canada to ports on the west coast of England and 
Scotland was $20, while to east coast ports it was $25. Prior 
to the war the average rate was $7.50 per head, and at times 
it was down nearly to six dollars. The freight on cattle from 
Winnipeg, they claimed, was 85 cents per hundred, an increase 
of 401% per cent over the pre-war rate, as compared with an 
increase in ocean rates of 166 per cent. It has been suggested 
that relief might be obtained through the ships of the Canadian 
government merchant marine, but Sir Henry Thornton says the 
present rate is not high “when all the circumstances surround- 
ing the carrying of cattle are taken into consideration.” He 
mentions the cost of fitting up the ships, free carriage of 
veterinary surgeons, attendants, fodder, occasional delays and 
the depreciation of special equipment, and points out that operat- 
ing costs are much higher today than they were before the war. 


GOVERNMENT VINDICATED 


The commission inquiring into the Pacific Great Eastern 
Railway in British Columbia has presented a report vindicating 
the government on every charge of dishonesty, extravagance, 
or incompetence in the handling of railway affairs. “In coii- 
ducting a work of this magnitude,’ the report says, “it would 
be astonishing if some errors or mistakes were not made, and 
I might say more thorough methods in some instances might 
have been accomplished, but, on the whole, considering the 
handicap that those carrying on railway construction during 
those years labored under, it is not surprising that the work 
has cost the country large sums of money. The charge that 
Hon. William Sloan, Minister of Mines in the Oliver govern- 
ment, and Hon. W. J. Bowser, leader of the opposition, ac- 
cepted $50,000 each from Pacific Great Eastern railway con- 
tractors, and that as a result the contractors were accorded 
favorable treatment by the legislature, is dismissed.” 


OPERATING REPORT 


The operating report of Canadian railways for February 
showed an improvement in net operating revenues over Feb- 
ruary last year of $3,394,037 and a reduction in the operating 
ratio from 106.72 per cent to 95.47 per cent. Freight traffic 
was heavier by 24.2 per cent and passenger traffic by 14.2 per 
cent, increasing freight revenues by $3,280,830, or 15.7 per cent, 
passenger revenues by $497,814 or 11.2 per cent and total rev- 
enues by $3,942,471, or 13.8 per cent. ‘Maintenance of way 
structures expenses increased slightly and maintenance of equip- 
ment by $708,384, or 9.7 per cent, but transportation expenses 
were reduced by $407,899, or 2.5 per cent, in spite of the in- 
creased traffic, and total operating expenses were heavier by 
only $548,433 or 1.8 per cent. 

There was a slight decrease in the average number of em- 
ployes but an increase in the total payroll of $574,128, or 3.2 
per cent. It is noted in the report that the one extra day in 
the month would account for this increase. Train loading was 
heavier by 40.2 net tons and 2.8 cars, and earnings per train 
mile increased 14 cents for freight trains and 8 cents for pas- 
senger trains. 

Canadian National Railways showed increase in freight 
traffic of 24.5 per cent and passenger traffic of 15.8 per cent, in- 
creasing freight revenues by $1,009,871, or 10.1 per cent, and 
passenger revenues by $224,866, or 12 per cent. Total revenues 
increased $1,310,998, or 9.8 per cent, and operating expenses were 
reduced by $906,518 or 5.5 per cent. Maintenance of way and 
structures were reduced $456,599, or 16.5 per cent, and main- 
tenance of equipment $49,296, or 1.3 per cent. Transportation 
expenses were reduced $602,843, or 6.8 per cent. 

In February, 1923, the lines had an operating deficit of $2,- 
986,197 and this year the deficit was $768,681. The operating 
ratio was reduced from 122.27 to 105.22 per cent. Freight train 
loading was increased 69.6 net tons and 2.3 cars. The entire 
system including the lines in the United States showed an in- 
crease in revenues of $1,728,191, a decrease in operating ex- 
penses of $774,694 and a reduction in the operating deficit of 
$2,502,885. 

The Canadian Pacific Railway showed an increase of $1,- 
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840,306, or 24.6 per cent, in freight revenues for an increase of 
29.4 per cent in freight traffic. Passenger revenues increageq 
$192,935, or 10.5 per cent, with an increase of 12.9 per cent jp 
passenger traffic. All other revenues except mail showed jp. 
creases and total revenues increased $2,106,693, or 19.6 per cent, 
Operating revenues increased $1,358,489, or 12.9 per cent, mainly 
from larger expenditures on maintenance of way and structures 
and equipment. Net operating revenues increased $748,204 anq 
the operating ratio was reduced from 98.23 per cent from Feb. 
ruary, 1923, to 92.70. 


CANADIAN NATIONAL SYSTEM 
(STEAM LINES IN CANADA AND UNITED STATES) 
For the Month of February, 1924 


OPERATING REVENUES 






1924 1923 
Comat We ising 6 cea tiaes pew ie 0 <0 8 $14,722,774.58 $13,411,776.35 
Duluth, Winnipeg & Pacific............ 254,818.00 229,883.87 
Grand Trunk Western Lines........... 2,565,639.00 . 2,118,169.81 
NOW TRG ROOD Cove vevinccovece eeu. 241,286.42 296,497.00 
Webel ai sadist $17,784,518.00 $16,056,327.03 
OPERATING EXPENSES 
Canndian: Tsiite ss voces. se eoscces cece $15,491,455.62 $16,397,974.33 
Duluth, Winnipeg & Pacific... ere ,681.33 196,115.76 
Grand Trunk Western Lines.. ae 2,034,303.66 1,737,834.64 
New Bmgiarid Eames. iiiicsicc ccc cccescces 271,118.30 414,328.99 
Geek... .abiks ee $17,971,558.90 $18, 746,253.72 
NET OPERATING REVENUES 
Canpiiinn Lage: 6 cca diircdceswes o0n¥e *$ 768,681.03 *$ 2,986,197.98 
Duluth, Winnipeg & Pacific............ 80,136.67 33,768.11 
Grand Trunk Western Lines........... 531,335.34 380,335.17 
New TMGIAMd LAMOe cc cc ck ec cecccevvcees *29,831.88 *117,831.99 
PE 2.8 Aaa *$ 187,040.90 *$ 2,689,926.69 
OPERATING INCOME 
TEIN ois 00503 cscciadca nies 4.5 siviee eet *$ 686,119.59 *$ 2,818,650.73 
Duluth, Winnipeg & Pacific........... 66,053.10 11,218.44 
Grand Trunk Western Lines........... 127,569.30 *69,650.44 
Wow finginnd LinGs .. iviecscs tae cece *124,915.95 *247,074.81 
OGRE 560% 0 ns TRA ceeeeesees *$ 617,413.14 *$ 3,124,157.54 
SUMMARY 


For Two Months, January-February 


ALL RAILWAYS 


2 1923 
Operating: RVOMUCS 2. ocd. cc decccceccs $65,874,450.60 $61,991,706.47 
COPOTALING TERDONAOE. oc. ss 6s occ ccccccces 62,630,127.43 63,217,451.16 
Net Operating Revenues .............- 3,244,323.17 *1, 225,744.69 
CPOTR CII THCCING: foi se Sie ccetcaccces 2,333,385.72 *1,460,347.72 


CANADIAN NATIONAL RAILWAY 
OPERATING REVENUES 


CN NE oo. iiss occsedinnw sosas-cecgtla $30, 228,879.77 $29, 207,563.66 

WOR BtRee LHNEW oie scticccnwes 5,884,129.23 5,471, 667.64 

2. RE ee err errr $36,113,009.00 $34,679,231.30 
OPERATING EXPENSES 

Co TRI oi os sise se dics cieiiic eww nese $30,980,570.89 $33,156,898.67 

United- States LANes 2.0.00 .cccccsccssve 4,870,062.32 4,792,384.71 

WD BOOKA 6 6h cob pidwi vos viiveaued $35,850,633.21 - $37,949, 283.38 


NET OPERATING REVENUES 





Re PE eT re *$ 751,691.12 *$ 3,949,335.01 

TUITE FRR TATOO 6 6 50, 0:06 :0:0:89 0's t:0ce0.0 1,014,066.91 679, 282.93 
TOIL 5-5: was Grd hae klein hs aedinckie ce eeeiee so $ 262,375.79 *$ 3,270,052.08 

OPERATING INCOME 

me BO 55508 sites 0s: he witasiee mes *$ 749,044.39 *$ 3,669,984.62 

pp eS eee ee 27,690.31 *483,447.00 
oo ee Se ee *$ 4,153,481.67 

CANADIAN PACIFIC RAILWAY 

Operating Revenues... occccceBMecccce $25,970,690.23 $23,577,300.34 

Operating TIEPOneGs 2.50.6. dec ccees 24,323,060.63 22,884,126.09 

Net Operating Revenues ............. 1,647,629.60 693,229.28 

Operating Income ............eeeeeeeee 1,938,249.25 1,215,519.8 

* Decrease. 


NEW TARIFF RULES 
In its general order, No. 398, the Board of Railway Com: 
missioners for Canada has adopted new rules and regulations 
governing the construction and filing of freight and passenger 
schedules with the board. The new rules and regulations are 
published in circular No, 204. 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and _ abbreviations counted as words; 
§ point type; payable in advance. Answers to keyed advertisements 
forwarded free and all correspondence held in strict confidence, The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Ill. 








POSITION WANTED—Competent Traffic Man, now in charge of 
transportation of one of the largest chemical plants in the world, 
desires to change connections; industrial or railroad. Address Box 
659, Traffic World, Chicago, IIl. 


POSITION WANTED—Traffic manager or assistant; I. C. S. 
graduate. 28 years old. Salary no object. Present contract expires 
July ist. Address Box 655, Traffic World, Chicago, Ill. 


WANTED—Excellent opportunity for competent rate clerk to 
establish himself in business as an industrial traffic manager. 
Kindly state fully your past experience in your answer. Address 
Box 657, Traffic World, Chicago, Ill. 


WANTED—Salesman having some traffic experience to sell traffic 
service, freight auditing, etc. Part or full time. Commission basis. 
Box 1049, Harrisburg, Pa. 





WANTED—100,000 more shippers and carriers to help put the 
thieves out of business with Edgar Security First Steel Seals. No 
hidden springs or catches to be manipulated in covering up theft. 
Sales Department, The Edgar Steel Seal & Manufacturing Company, 
Lawrence, Kans. 


WACO, TEXAS THE HEART OF TEXAS 


Weatherred Transfer and Storage Co. 


FIREPROOF STORAGE 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 











PORTLAND, MAINE 


Galt Block Warehouse Company 
PORTLAND, MAINE 


Storage, General Merchandise and Household Goods 


Private track, sprinkler equipped, low insurance rate. 
Storage in Transit on Flour, Cereals and Canned Goods. 


Office, 20 Commercial St., Portland, Maine J. S. SAWTELLE, Manager 


DETROIT 


MANUFACTURERS WAREHOUSE CO. 


1716 West Lafayette Boulevard 


Commercial and Bonded Warehouse 


“Let Us Solve Your Distribution Problem’’ 
Centraily Located to All Railroads and Boat Lines 





SYRACUSE, N. Y 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 
EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
Correspondence Solicited. 100 Townsend St., SYRACUSE, N. Y. 


AKRON COLUMBUS 













MERCHANDISE WAREHOUSES 
Located best to serve as your warehouse. Pool car distribution—store door delivery. 


Uheillee COTTER WAREHOUSE Company 


Executive Offices: 40 West 3rd Street 
MANSFIELD, OHIO 









MANSFIELD 
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ALBANY, WN. Y. 


Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Security Storage & Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 


Petry Express & Storage Co. luc. 
TRENTON, N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 


OF LOT NN C1@) 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 
Minneapolis—St. Paul—Grand Forks, N. D. 


Members A. W. A.—C. W. C.—Minn. W. A. 


s@®) Consign Pool Cars 


Y toL. A.Warehouse 


Brokers store their goods and have their offices in 
our enormous fireproof warehouse building. Located 
on railroad spur tracks, close to wholesale district. 
U. S. government bonded. Quick service to cus- 
tomers. Rates on application. Write us. 


L. A. Warehouse Co. 


316 Commercial Street Trinity 9431 
LOS ANGELES, CALIFORNIA 


McDougall Terminal Warehouse 
DULUTH Company —_ MINNESOTA 


Storage and Distribution 
Natural Interchange Point for all Shipments 
Moving via Lake-and-Rail Routes 


Lowest Insurance Rate 
Complete Service Let Us Serve You 
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CANADIAN BRANCH LINES 


The Trafic World Ottawa Bureau 


The Canadian branch line railway bills are now in com- 
mittee, and are provoking much discussion. Before the com- 
mittee this week, also, the charters of ten Canadian Pacific 
branch lines in western Canada were extended so as to permit 
completion of four and the beginning of construction on six 
others. On the first day the committee sat, ten of the branch 
line bills passed with comparatively little opposition of a 
serious nature. Sir Henry Thornton was present and made a 
full and frank statement as to the need for the branch lines 
and the manner in which the program was prepared. Refer- 
ring to competition between the Canadian National and Can- 
adian Pacific, he said he hoped that the only competition that 
would so develop would be in the way of giving the people a 
constantly improved service and constantly improved facilities. 


“There is nothing between us of a really contentious 
nature,” he added. The Canadian Pacific is developing its 
territory and we are doing the same and for the same reasons 
and in precisely the same manner. There will be from time 
to time contact between the two roads involving questions of 
competition. When that arises it is for both of us to sit down 
together and see what will involve the least expenditure and 
get the best results in the way of service. 


“When the Canadian Pacific spends money on branch 
lines, it is theirs, of course, but in the development of a gen- 
eral transportation system the people of Canada are indirectly 
and in the end directly affected. When the Canadian Pacific 
builds branches it increases its capital outlay and in the end 
affects the possibility of reduced freight rates, and in that way 
the people of Canada generally are affected. In so far as the 
Canadian National is concerned it is true we are spending the 
people’s money, while the Canadian Pacific is spending the 
money of its shareholders, 


“The branch line program represents the studied opinion 
of the directors and myself, assisted, of course, by the officers 
of the System who are familiar with the various communities 
to be served. I take it that the people of Canada want us to 
develop the country in exactly the same way that the Canadian 
Pacific is developing the territory it serves. The Canadian 
National. would be criticized if it sat down and did nothing. 
Railway systems are never complete, and when we sit down 
and wait for traffic to come to us then mortification is sure 


to set in. That program represents what in our opinion the 
service requires. 


“IT will say right here that in no way was the preparation 
of this program influenced by any member of the Dominion 
Government or was it prepared for any political purpose. 
Four questions were considered in their preparation: 1. The 
money already spent on the various lines and the work already 
done; 2. The strategic and economic traffic value of each branch; 
3. The measure of relief afforded to farmers through the shorten- 
ing of the road haul on grain and other products; 4. Regard 
to the aggregate amount of money which the Dominion pre- 
sumably had to spend on branch lines.” 


The most contentious of all the branch-line bills—that 
for the Sunny Brae and Guysboro Railway—took a whole 
morning before it went through committee and some doubts 
seemed to be entertained regarding it by the members repre- 
senting the opposition. Sir Henry Thornton said that trial 
surveys would be completed this year, grading completed next 
year, and the laying of tracks and final construction in 1926. 
The present intention is to build a line to open up the territory, 
employing steep grades in the immediate construction, in order 
to make a cheaper line. He justified the line by saying there 
was much hardwood along the route which could be shipped 
to the United States, as well as possibilities of farming and 
mining development; also pulpwood and the probability of a 
great fresh fish haul. The average haul on the wood would 
be about forty or fifty miles. The opinion of his traffic officials 
was that there was sufficient possible traffic to justify the 
building of the line, and thought that after five years it might 
be a paying proposition. He said that in the consideration of 
all the lines the whole situation was discussed with all officials 
having any special knowledge of the subject, and the program 
was framed on such information. He could not personally 
undertake to give detailed information about every line. There 
were some more pressing than others. It was requested that a 
traffic report be filed with the committee in writing showing 
the grounds on which it was considered the line should be built, 
and this was promised by Sir Henry. 


The Minister of Railways, the Hon. George Graham, said 
the information given previously in the House and now again 
by Sir Henry Thornton was much fuller than ordinarily given 
by any government on a branch line program. One-third of 
the present lines had been authorized in 1920 without any in- 
formation having been given. “While I believe we should 
proceed with all care,” he said, “I think you should give the 


THE TRAFFIC WORLD 





Vol. XXXII, No. 19 


government railways at least the same treatment you accom 
the privately owned railway.” 


CANADIAN CAR LOADINGS 


Car loadings last week showed an increase aggregating 
53,408, as against 50,544 for the previous week. Grain loadings 
in the eastern division increased 589 cars, live stock 193 cars, 
and merchandise, 1,660 cars. Live stock also increased in the 
western division. Coal showed little improvement, but forest 
products and miscellaneous increased substantially. Compared 
with the corresponding week in 1923, the total increase was 
1,208 cars, or 2.3 per cent. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


Eastern Canada For the Week Ended 
1924 














Commodity Apr.12 Apr.19 Apr, % 
Cars Cars Cars 
Grain and grain products............. 1,583 1,482 2,071 
ee ee ees 1,111 976 1,169 
NE a ada cd ine a Wis ih sg FM ree CGS Said a 5 aia ce 4,675 4,576 4,561 
ES. <vc-u) igcaloieiene: osidiae seas GP 868 bib bis 171 108 249 
EMMMDOP cc ccesc bible olelattw a 0iw'e setiwia avqeuces 3,156 2,559 2,564 
EE ae a wie e Flan ain eaa ag lacpale 3,216 1,962 2,017 
pe EO rer re 1,862 1,796 1,732 
emer FOTOnt PFOGUCtS. 2.65.0 ssccensvcs 1,233 1,064 977 
os an nea 4S Siero chara ace basis 2545S eb s See ales 872 654 640 
toa A op ee 11,578 10,320 11,980 
| alti ape arereeetanspeperrap appr 8,971 8,853 8,926 
TOCEl GREB WORGSR: .6.o8i0 se hes Cows 38,428 34,350 36,879 
Total cars received from 
COMO CEIONNE 056066 o's lSpeusee 32,234 31,597 29,832 
Total cars loaded for corresponding 
Sa I a. Sen eho accdh aoreae/ aconecnchishe aap 37,469 37,476 37,926 
Western Canada 
Commodity 
Grain and grain products.............. 3,863 5,541 5,254 
gaol RP aE, ES ia ek ate Sa 1,215 985 1,147 
NE asad 1556 GaGa 6 Sea Grea Wr SG! Wie Riorsmune! data Bae 957 712 911 
i i acl Gu ath ia dns eb) Snsairdingsia ine eon Sel 5 2 1 
OS Se re ee ee ere ae 1,188 1,233 917 
EE Bs on ace sets base sdee ee eee KS 157 190 108 
I IE SN il i a ou. enw Wivie.e 48 018e 71 89 87 
Other Forest PTOAUCES......cccvcccvececcce 1,467 1,614 1,818 
io Oa aaah hare Ele anak alo abide ardr-ehe-di erg ehe.be-eoa 439 546 490 
Meeromnmeree, Te. G. Tiicc c vcsic seseseceves 3,521 3,568 3,551 
UENO 6 0:0: 5:6. 6. 4:4:9: 00106 oe: 016i 019 01 e 0-0O 1,780 1,714 2,240 
Total GhTS TORRES. «ci ceccciscccsvces 14,663 16,194 16,524 
Total cars received from 
COMMOCEIONE 6060 cvvcwrceccesews 2,752 2,576 2,448 
Total cars loaded for corresponding 
MONE: BOE 60s vbsicemedcinewece es 15,276 15,482 14,169 
Total for Canada For bags ae Ended 
Commodity Apr.12 Apr.19 Apr. 26 
Cars Cars Cars 
Grain and grain products............. 5,446 7,023 7,325 
De MEE og ce oo le ete dass become ene 2,326 1,961 2,316 
Dc, <5 .a1s oe Mariana Martie oh ailmrabaalentes 5,632 5,288 5,472 
MN i cacign cadre io raietel eS sn ine anecotin elate, Glne toby ore 176 110 243 
ON SO RT CeCe 4,344 3,792 3,481 
MINI a ceghitiana: Gris) lata: aie lv’ oa WiatGee! wlevaeuwre se 3,373 2,152 2,125 
Te IE a ooo 00. 0:66.02 ecm eie emisiniede 1,933 1,885 1,819 
Other forest products..............0- 2,700 2,678 2,795 
EES a Ne eee er a ene ee ee 1,31 1,200 1,130 
Merchandia®, Ts Cy. Lee scccowcsvesevedes 15,099 13,888 15,531 
IIE, | eg. a chate: ohace, sun es: a saneahiavers oars 10,751 10,567 11,166 
Poo ae.) ie 53,091 50,544 53,403 
Total cars received from 
ee ES ae err 34,986 34,173 32,280 
Total cars loaded for corresponding 
Se ee een 52,745 52,950 52,195 


Cumulative loading to date, 1924 


890,395 
Cumulative loading to date, 1923 


814,808 
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BEATTY’S ADDRESS TO STOCKHOLDERS 


The Trafic World Ottawa Bureas 


In his address to the annual meeting of the shareholders of 
the Canadian Pacific Railway at Montreal this week, President 
Beatty said there were two features of the general railway situa 
tion in Canada that involved objectionable and discriminatory 
features not in the interest of the transportation companies 
themselves, or, in his opinion, in that of the people of Canada. 
One was the special powers vested in the Canadian National 
system by virtue of the statute passed in 1919, under which that 
company might construct branch lines without approval as to 
location and other details by the Railway Commission. Whel 
this statute was passed, said he, the Canadian Pacific urged on 
the government the unfairness of such provisions and asked 
that all companies should be put in the same position. Under 
the present law the Canadian National might parallel or dupli- 
cate existing lines of any other company once the minister ap 
proved and Parliament authorized the necessary expenditures. 
In his opinion that company should be brought entirely with- 
in the provisions of the Railway Act. 


The existence of special statutory rates made under condi- 
tions which did not pertain and which had no relation to pres 
ent day costs and operating conditions, and involving, too, dis- 
parity in rates, which, under the general railway act, would 
not be permitted because their unfairness in relation to com 
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Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 


Boston Office: 
92 State Street 








AMERICAN 
LINE PANAMA- 
WHITE STAR a 
LINE 
ATLANTIC . —— 
TRANSPORT 
WHITE STAR- 
eS = DOMINION 
Majestic—World’s Largest Ship 


Ocean Freight 


Service 
The INTERNATIONAL MERCANTILE MARINE LINE with 117 


steamers, many of the fast passenger , render hi alized frei 
service to United Wiegien abl wh sok a. iain tas 


For Coast to Coast shipments —the P Pacific Li 
California 15 Sots ain. ees a 


J. D. ROTH, Western Freight Manager, 327 So. La Salle St., Chicago. 
F. C. BROWN, Western Passenger Manager, 127 So. State St., Chicago. 












Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 
Free Switching to Warehouse 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
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ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 


A. T. & 8S. F. Ry. C. M. & St. P. Ry. 
C.& A. R. R. c. Cc. C. & St. L. Ry. 
C. & I. W. Ry. G. T. Ry. 

C. N. W. Ry. Il. Cc. R. R 

Cc. B. & Q. R. R. Penna. Railroad 


M. St. P. & S. Ste. M. Ry. (Soo Line) 


Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS. 


Choice locations can be found on the line of the ILLI- 
NOIS NORTHERN RAILWAY for manufacturing and 
other business. 


Chicago rates apply to and from all industries. 


Our trap car service allows for the handling of L. C. L. 
freight between our industries and McCormick Station 
free of charge, in lots of 6,000 pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, Vice-President, 
606 S. Michigan Ave., Chicago, Illinois. 


INDUSTRIAL BRANCH 
FREIGHT TRAFFIC DEPARTMENT 
LOCATIONS FOR NEW INDUSTRIES. 

EMPTY FACTORIES AVAILABLE. 
ELECTRIC POWER RATES. 
WAREHOUSE SITES WITH SIDINGS. 
LABOR COSTS, Etc. 

FREIGHT RATES. 


BUSINESS AND INDUSTRIAL 
OPPORTUNITIES PAMPHLETS 
(Western Lines) 


MANUFACTURERS, WHOLESALERS and others who are 
thinking of opening branch factories in Canada to take care 
of CANADIAN and EXPORT business should apply to this 
Department for all information in connection with above. 


EASTERN LINES 
G. W. CURTIS, 
Industrial Commissioner, 
Windsor Station, Montreal. 


W. L. BURNIE, 
Industrial Agent, 
C.P.R. Bidg., Toronto 


WESTERN LINES 
JOHN F. SWEETING, 
Industrial Agent, 
C.P.R. Station, Winnipeg. 


E. J. SEMMENS, 
Travelling Industrial Agent 
C.P.R. Station, Vancouver.’ 
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modity rates on other articles to the rates effective in other 
parts of Canada should obviously not be permitted. He had 
always strongly felt that the greatest advantage to shippers 
as a whole, and also to the transportation companies, would 
be secured if the purpose of the general railway act were given 
effect to and all rates made subject to review and change, as 
conditions warranted, by the tribunal constituted for that pur- 
pose. 

Discussing the recent sale of $12,000,000 five per cent col- 
lateral trust bonds, he said these securities had been marketed 
in Canada and the issue had given the people of the Dominion 
an opportunity to show confidence in the company’s financial 
standing in:a very complete and gratifying manner. 

He said the general railway situation had not materially 
changed since the last meeting of the shareholders. The com- 
pany’s position had been well maintained, notwithstanding the 
rather anomalous situation in which it found itself as being the 
principal transportation competitor of the government of the 
country, to a contract with which it owned its own existence. 
That extreme publicity and pressure based on sentimental ap- 
peals were inevitable and were being prosecuted vigorously on 
behalf of the National System there could be no doubt; but 
business communities were not, he thought, disposed to min- 
imize the value of the Canadian Pacific to the country or its 
ability to contribute directly and indirectly to its progress and 
particularly to its industrial credit. It should be borne in 
mind, he said, that that company’s undertaking was a national 
enterprise in conception, execution and operation, and that the 
direct and indirect contribution which it had been and was 
making to the country’s prosperity was substantial. 

He noted that for the first three months of the present year 
traffic had shown satisfactory increases, but some diminution 
had taken place in April. So far as the remainder of the year 
was concerned, it was difficult to hazard any estimate that would 
be of value. At the present time there seemed to be a distinct 
lull in both export and domestic shipments, due in part to some 
unsettlement in industrial districts and to the fact that cau- 
tion in buying was being generally practised and short term 
requirements filled rather than wholesale stocking in many lines 
of trade. 


TILLSON SPUR LINE TRACKS 

The Canadian Board of Railway Commissioners has dis- 
missed the application of the town of Tillsonburg, Ontario, and 
the Borden Milk Company, asking the board to order the Till- 
son Spur Line Railway Company to place its tracks in good 
condition. The spur has been operated by the Grand Trunk, 
the Michigan Central and the Canadian Pacific, but there has 
never been an operating company. The question at issue was 
whether the Spur Line Company has been declared to be a 
work for the general advantage of Canada and under the 
jurisdiction of the Board of Railway Commissioners. It could 
be so only because it was either “owned, controlled, leased or 
operated” by a company wholly or partly within the legislative 
authority of the Parliament of Canada, or “a company operating 
a railway wholly or partly within the legislative authority of the 
Parliament of Canada.” 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian Pacific Railway for .the 
ten days ending April 30 were $4,271,000, an increase, compared 
with the same period last year, of $354,000, or 14.2 per cent. 
Traffic earnings for the month show an increase over April, 
1923, of about $150,000. 

The gross earnings of the Canadian National for the week 
ending April 30 were $5,957,318, being a decrease of $245,283 
from the corresponding period of 1923. Gross earnings from 
January 1 to April 30 have been $75,833,721, an increase of 
$1,088,544 over the.corresponding period for 1923. 


MIXING OF CANADIAN GRAIN 
A report presented by Leslie Boyd, chief grain commis- 
sioner, and George Searls, chief grain inspector, as a result of 
recent investigations in Europe, says that Canadian grain routed 
via United States ports is being mixed. The complaints sub- 
mitted to the Canadian experts above mentioned were confined 
to the ports of London and Liverpool. They state that the 
shipments complained of were in every case routed via United 
States ports, chiefly Buffalo, and they are said to constitute a 
danger to the prestige of Canadian export grain. The report 
recommends that the Canadian government negotiate with the 
United States to have any necessary tightening up made of 

United States customs and bonding regulations. 


CANADIAN RAILROAD GROWTH 
In view of the fight now being carried slowly on with 
regard to Canadian National branch lines, the relative con- 
struction of the nationally owned road and its competitor in 
the last two or three years is interesting. The Canadian Pa- 
cific has been free to expand its services, particularly in the 
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west, to meet the growing needs of traffic, while the 
owned system, mainly through the action of the Senate, has 
been unable to expand. In 1921 new construction was started 
by the Canadian Pacific on 85.4 miles of road, in 1922, on 135 
miles and in 1923, 154.7 miles, or a total in the three years 
of 253 miles. This year the Canadian Pacific is asking author. 
ity to construct 178 miles of new line. The new lines placed 
under construction by the Canadian National in 1921, 1922 ang 
1923 totaled only about 30 miles. If the present bills are 
passed a mileage of nearly 1,000 miles at a cost of $28,311,000 
will be begun. 


publicly 


REDUCED RATES ON IMPLEMENTS 


In the discussion on the budget Mr. Shaw of Calgary made 
the point that the reductions in the cost if implements through 
reduced freights which would accrue to the farmer, providing 
the government is prepared to allow the Crows Nest pass 
rate agreement to come fully into effect on July 7 (as it is 
believed to be prepared to do), would be even more important 
than those obtained through reduced customs tariff. It would 


‘mean that, on a shipment of a binder from any of the com- 


peting eastern points, Montreal, Toronto, Hamilton, Brantford, 
and such points, there would be a saving of transportation 
charges as follows: To Lethbridge, $8.34; to Medicine Hat, 
$7.84; to Regina, $6.28; and so on. The saving on freight on 
other implements would be in proportion, ranging from $3.03 
to $11, according to the implement. Mr. Shaw stated that 
there would be no doubt that the freight rates would reach 
the farmer immediately. 
LOCATION OF CARS 

A return showing the amount of each other’s equipment re- 
tained by the Canadian National and Canadian Pacific on the 
first of each month of the present year shows the following 
number of cars: 

Canadian National cars retained by Canadian Pacific: Jan- 


‘uary 1, 2,206; February 1, 1,968; March 1, 2,068; April 1, 2,399: 


May 1, 1,414; June 1, 1,964; July 1, 1,748; August 1, 1,525; Sep- 
tember 1, 1,691; October 1, 2,050; November 1, 2,757; Decem- 
ber 1, 2,526. 

Canadian Pacific cars retained by Canadian National: Jan- 
uary 1, 4,855; February 1, 3,479; March 1, 4,025; April 1, 4,110; 


“May 1, 4,495; June 1, 3,413; July 1, 3,067; August 1, 3,981; 


September 1, 2,940; October 1, 3,399; November 1, 3,889; De- 
cember 1, 3,545. 


CANADIAN PORT TRAFFIC 

In reply to a question by Dr. MacLaren, a return has been 
presented showing the number of tons of freight hauled in and 
out of Portland, St. John and Halifax by the Canadian National 
and by the Canadian Pacific in and out of St. John in 1922 
and 1923. The figures are as follows: Canadian Nationai, 
Portland, 1922, in 787,739, out, 121,658; 1923, in, 810,667, out, 
121,879; Halifax, 1922, in, 594,508, out, 104,786; 1923, in, 602,210, 
out, 106,765; St. John, 1922, in, 392,151, out, 159,433; 1923, in, 
381,624, out, 161,123. 

On the Canadian Pacific at St. John the freight received 
in 1922 was 798,033, and shipped was 373,929; in 1923, received, 
929,882; shipped, 393,107. : 

In 1923 the amount of freight received at Portland, origi- 
nating in Canada, was 592,445, and originating in the United 
States, 117,415 tons, or a total of 709,860 tons. At New London, 
Conn., there were 6,004 tons originating in Canada and 1,660 
originating in the United States. 

The tonnage of Canadian traffic handed to the Canadian 
Pacific for furtherance to United States in 1923, which traffic 
it is now proposed to handle by one of the new branch lines 
(that from Kingsclear in New Brunswick, to a point on the 
St. Croix river opposeite Vanceboro) was 187,909 tons and the 
tonnage received from the Canadian Pacific was 8,419, or 4 
total of 196,328 tons. The Canadian National earnings on the 
above traffic were $321,606, and the earnings of the St. John 
& Quebec, a line which is also involved in the new route, 
were $53,255, of which the Canadian National retains 60 per cent. 


AUTOMOBILES FOR EXPORT 

In reply to a question as to the number of automobiles 
carried to New London for export in 1923, the Minister of Rail- 
ways stated that the points of origin of such automobiles were 
Walkerville, London and Oshawa, Ontario; from certain Amer- 
ican points; and certain shipments were routed via Canadian 
National and Central Vermont railways. The destination of 
the cars was Australia and New Zealand, but it was not col 
sidered fair to publish the names of the shippers. The busi- 
ness was handled in winter months and the shippers specific- 
ally routed the traffic as forwarded for seasonal reasons. 


THE DAILY TRAFFIC WORLD is delivered by 
messenger to Chicago Loop subscribers and forwarded 
under first class postage to all the others, thus insuring 
prompt and regular receipt. 
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DALLAS 
TEXAS 


STORAGE OF 
Heavy Car Load Lot Commodities 





Concrete, Fire-proof, Sprinklered Warehouse 
with an ANNUAL Insurance Rate of 6c per 
$100 on the building and 11c on contents. 


Negotiable Bonded Warehouse Receipts 
AREA 534,000 square feet 





Located on Paved Streets and Direct Private 
Switch Tracks of Five Trunk Line Railroads 


Large Covered Unloading Sheds Adapted to 
Unloading and Storing Automobiles 


We Solicit Storage on per Month Unit 
Plan or Rental Basis 


The Shippers Compress & Warehouse Company 


204 Cotton Exchange Bldg., Dallas, Texas 


KANSAS 





A WAREHOUSE STOCK within the territory spall saves one 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE CO. 


228-36 WEST FOURTH STREET 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





JOINS “PRO RAILROAD” CLUB 


Editor The Traffic World: 

It is very seldom that the desire comes to break into 
print, but the correspondence between yourself and the secre- 
tary of the Oklahoma Cottonseed Crushers’ Association, J. H. 
Johnson, published in The Open Forum, calls for a few ob- 
servations. 

In the start, we would like to set Mr. Johnson’s mind 
at rest by stating that we do a milling business of wheat, 
corn and oats. We do not buy or sell to any railroad or any 
firm controlled by any carrier. Our business extends from 
Kansas City, Mo., to Bangor, Me., and the Carolinas, as well as 
to points in the Central States and Trunk Line territory. 

If the fact that we agree with the circular letters put out 
by the Paeaslee-Gaulbert Company and the Monsanto Chemical 
Works makes us eligible for membership in the “pro-rail- 
road shippers” club, we earnestly desire that you enroll our 
name at once. While we do not think of ourselves as “rail- 
road pets,” we, nevertheless, feel very much satisfied with 
the results of most of our dealings with the carriers. In 
common with most shippers, we have found a few individual 
cranks in the railroad world but, in the long run, we find them 
a very agreeable body of men and, without exception, ready 
to deal their cards above the table in all cases. 

In a recent issue of The Traffic World you published a 
long list of organizations that had adopted resolutions against 
vicious tampering with the transportation act. The list did 
not include the Columbus Chamber of Commerce. The trans- 
portation committee of the Columbus Chamber of Commerce 
issued a pamphlet in January of this year on the “importance 
of railway legislation to our community.” The article was 
signed by eleven traffic representatives of the largest shippers 
in the city and mailed to every member of the chamber. 
Following are a few excerpts from these recommendations. 


Our transportation facilities must be developed and increased 
and must keep pace with general developments and growth of country 
if they are to be adequate for the requirements of trade and com- 
merce. 

The present Esch-Cummins law contains the first and only step, 
upon the part of our government, to provide for a fair basis of earn- 
ings to the railroads. Whether or not it will evetnually prove adequate 
or excessive, time only will tell, but up to the present time, even 
with the largest tonnage in history carried by the railways during 
1928, earnings did not reach the limit of 5% per cent as prescribed 
by the Interstate Commerce Commission. 

Frequent changes in the law or regulations governing so im- 
portant an element in the national life as transportation, are disturb- 
ing to the business interests of the country* * * At present the 
railways are operating under a law which it was hoped would take 
them outside the realms of politics, and this law, so recently enacted, 
has not yet had time to demonstrate the results to be expected, al- 
though we must all agree that the past year has seen wonderful 
improvements in the service given the public. Remedial railway 
legislation, instigated through political prejudice, invariably brings 
chaos in our economic life, the manufacturers, and the shipping 
public jointly suffering with the carriers. 


We do not think that Mr. Johnson’s disposition is as bad 
as it looks on the face of the subject. He evidently does not 
feel well. Perhaps if he takes a trip north this summer and 
see how amicable our northern carriers are towards the 
shipping public, it might help to make him see things in a 
new light. We of course have our little ups and downs with 
the railroads, but we don’t let it make us angry (at least not 
often) and we generally live on peaceful terms with them 
all. We don’t get everything we ask for, but if we fail the 
carriers usually have pretty good reasons for their refusal. 

T. G. Hyland, Traffic Manager, 
The Gwinn Milling Company. 
Columbus, O., May 7, 1924. 


SECTION 15-A 


Editor The Traffic World: 
I have read with considerable interest your editorial in 
regard to Section 15-A, in your issue of April 26. 


Of course, no one of intelligence would, after reading the- 


law, say that it guaranteed anybody anything. It doesn’t. 
Neither does it guarantee that the carriers, “good, bad and 
indifferent,” shall collectively earn a fair return. It does in- 
struct the Commission to see that the rates are established 
high enough that whoever it is that pays the freight, shall pay 
enough to pay a fair return on the value. 

It does practically prohibit the Commission from making 






any reduction in the present rates, because the carriers, who 
have only a very limited supervision as to expenditures, are 
seeing to it that the net earnings are not in excess of the 
amount stipulated as reasonable. The Labor Board spends q 
large proportion of the railroads’ gross earnings and the ¢ay-. 
riers spend the rest themselves and decide for themselves 
what expenditures are needed. 

Let us grant that, because of their value to the nation, 
the railroads need a little careful consideration. Next to 
the railroads, the most needed industry in the world is the 
production of food stuffs. (No, that wasn’t an error putting 
them second. I am sure you will agree with me that the 
carriers come first.) Why not pass a bunch of laws that will 
get the producers of food stuffs a fair return on their invesi- 
ment or, at least, collect it from the purchasers of these sup- 
plies such as you and I? 

With such a law, we could compel the industrious, capable 
fellow who makes an unreasonable profit, to give part of it 
back to the Secretary of Agriculture and he could loan it to 
the fellow who wasn’t so industrious or who bought a farm 
in a poor place and keep him going until he had been loaned 
all his property was worth, and then the Secretary could take 
the farm over and operate it as a government farm. In this 
way all of the farms that could not produce a fair return 
would soon be in the hands of the government and the fine 
producers would be making money for men who never failed 
to make money—men who didn’t buy a rock pile for a farm. 

This is what Section 15-A proposes for the railroads. The 
authority granted is virtually an order to the Commission to 
loan indigent carriers funds. Naturally, some security must 
be offered and the only security is physical assets. The results 
would be government ownership and operation of weak and 
misplaced lines operated for the benefit of the few they serve, 
while the lines properly placed and earning revenue would 
remain in the hands of their owners. 

You argue that government ownership is not to be desired 
and I am rather inclined to agree with you, after the experience 
of the war period. How do you reconcile your ideas along that 
line with what the law offers for the future? 

Would it not be better to repeal Section 15-A, amend the 
anti-trust laws to permit consolidations, and permit the rail- 
roads a little liberty to work out their own salvation, with the 
Interstate Commerce Commission empowered, as it always was, 
to see that, in the process, there was no discrimination? 

Ivan L. Plette, Traffic Manager, 
Yakima County Horticultural Union. 
Yakima, Wash., May 1, 1924. 





Mr. Plette’s principal objection to Section 15A, we gather, is to 
the recapture clause. At least, the results he fears, if they came, 
would come because of that clause, requiring roads earning in excess 
of six per cent of their valuation to pay half of the excess to the 
sovernment to be loaned to less prosperous roads. We agree with 
him as to the viciousness of that clause, and always have agreed 
with him. It ought never to have been put into the law and, having 
been put into it, should be taken out. The only reason we have not 
been advocating its elimination is because, as we have stated many 
times, we do not think there ought to be any tampering with the 
transportation act at this time by the present Congress, lest it be 
made worse instead of better. If we could be sure that Congress 
would take wise action in tinkering with the law or that its attitude 
would be constructive, there are several amendments that we would 
advocate, 

There is a difference that Mr. Plette does not seem to perceive 
between assuring the railroads an adequate income and assuring the 
same thing to the producers of food stuffs, however. The producers 
of food stuffs are not regulated. They may follow such practices and 
charge such prices as they see fit. The carriers are regulated very 
strictly, especially so as to the prices they may charge. This being 
true, the converse of the proposition that they may not charge too 
much follows logically and fairly—they must be allowed to charge 
enough to allow earnings sufficient to make the extensions and give 
the service the shipper requires, with a fair profit besides. 

We think Mr. Plette’s idea in his last paragraph a wise one for 
future action, but we think this is no time to try to put it into 
effect.—Editor The Traffic World. 


CONDITIONAL PERMIT GRANTED 


The Commission, in a mimeographed report on finance 
docket No. 2556, Construction of Line by Jefferson Southwest- 
ern, on rehearing, has decided that the public interest will re 
quire the construction and operation, by the applicant, of 4 
railroad, about eleven miles long, from Mount Vernon, IIl., to 
a point called Nason, Ill., where a coal mine is to be developed, 
if and when valid arrangement has been made and reteived the 
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Commission’s approval, under which the connecting railroads, 
the Wabash and the Burlington, will be afforded opportunity, 
jointly or severally, under certain conditions, to assume con- 
trol of the applicant or its property. The case will be held 
open pending consideration of such an agreement. Petition to 
retain excess earnings was denied. 


In the original report, 76 I. C. C. 778, issued March 14, 1923, 
certificate of public convenience was denied. The case was re 
opened on the prayer of the applicant and Mount Vernon 
interests were permitted to intervene in behalf of the applica- 
tion. The Illinois Coal Corporation projected the line and its 
principal use would be in the transportation of coal for the 
proprietary corporation. The line, if built, will connect either 
directly or indirectly with the railroads already mentioned and 
in addition with the Louisville & Nashville, Southern, Chicago 
& Pastern Illinois and the Chester & Western. The Burlington 
and Wabash indicated a willingness to build spur tracks but 
said they would not build if the Commission allowed the con- 
struction of the independent line. 


The Commission said there was little disposition to deny 
the public convenience of the line but that the questions were 
whether it should be built where proposed or by the interest 
suggesting it. A spur track from the Burlington, it said, would 
be shorter and cheaper. The second question it said, raised a 


question of public policy. On that question and in disposing of 
the case, it said: 


Control of or affiliation with a short-line railroad by an industry 
furnishing a large volume of traffic opens the door to grave abuse, 
particularly when the short line connects with more than one trunk- 
line railroad. By playing one connection against the other they have 
frequently been able to gain concessions in divisions, or in car supply, 
or in other matters, which have, in practical effect, amounted to a 
preference of, or rebate to, the controlling or affiliated industry. Many 
Such cases have taken our time and attention in the past, and they 
continually arise. Moreover the connecting trunk lines, because of 
their competition with each other, often hesitate to bring such eases 
to our attention, and they have usually been considered either upon 
our initiative or upon complaint of some industry which is aggrieved 
by the preference. While the abuse has been limited by our regula- 
tion, it is doubtful whether it has been abated. It is not surprising 
that carriers like the Burlington fear the advent of a short-line in- 
dustrial railroad in the southern Illinois coal field. 

We are not empowered to administer or enforce the commodities 
clause, but certainly we ought not to grant a certificate of public con- 
venience and necessity for the construction of a railroad whose opera- 
tion, it seems reasonable to believe, may prove to be in violation of 
that clause. In our opinion, however, the dangers against which the 
commodities clause was directed may in this case be avoided by the 
attachment of a condition to the issuance of the certificate. Para- 
graph (20) of section (1) provides that the Commission ‘‘Shall have 
power to issue such certificate as prayed for, or to refuse to issue it, 
or to issue it for a portion or portions of a line of railroad, or exten- 
sion thereof, described in the application, or for a partial exercise 
only of such right or privilege, and may attach to the issuance of the 
certificate such terms and conditions as in its judgment the public 
convenience and necessity may require.” Plainly we are not limited 
to the mere grant or denial of the certificate sought for, but may 
shape our action in many intermediate forms to meet. the public need. 

Railroads like the one here projected, to be built as a single out- 
let or two or more trunk-line connections, might well be owned, as 
many urban terminal lines are owned, jointly by such connections. 
By such ownership the* convenience and economy of operation which 
in one well-located feeder line as compared with two or more 
separately owned spur track connections can be retained, and at the 
same time the dangers of too liberal divisions or other forms of in- 
direct preference to the traffic-furnishing industry can be avoided. 
Yet inability to agree upon such a plan of joint ownership might 
hinder or delay the building of such a line, if its construction were 
left solely to the initiative of the trunk lines. The problem is to 
combine the initiative of the industry, anxious to obtain at an early 
date the best possible rail connection with the outside world, with a 
condition attached to the certificate which will protect the trunk 
lines and the public against undue exactions. 

The problem may be solved, it seems to us, by withholding the 
issuance of the certificate of convenience and necessity until some 
valid arrangement has been made and has received our approval 
under which the Chicago, Burlington & Quincy Railroad Company, 
the Chicago & Eastern Illinois Railroad Company, the Louisville & 
Nashville Railroad Company, the Southern Railway Company, and 
the Wabash, Chester & Western Railroad Company shall have the 
opportunity at any time within a period of not less than five years, 
jointly to the extent that they may desire to participate but severally 
if but one of said companies wishes to utilize the opportunity, to as- 
sume control of the new railroad company by purchasing at par such 
stock of applicant as may be issued with our approval under sec- 
tion 20a of the interstate commerce act or by leasing its property. 
This arrangement may take the form of a declaration of trust or a 
contract or any other instrument that will lawfully accomplish the 
result desired and meet with our approval. 

Such an arrangement would, in our opinion, go far to eliminate in 
this case the public dangers against which the commodities clause was 
directed. Whether it would also, together with the precautions which 
have been taken by the promoters of applicant, avoid the technical 
application of that clause is not for us to decide. It is enough to 
say that it leaves that question in sufficient doubt so that we believe 
that we are justified in proceeding along the lines indicated. 

Upon the facts presented we find that, if and when a valid ar- 
rangement of the character above described has received our ap- 
proval, the present and future public convenience and necessity will 
require the construction and operation by applicant of the line of 
vaiirend in Jefferson County, Illinois, described in the application. 
We further find that the matters of record do not justify the grant 
of pereranen to retain excess earnings and such request will be 
denied. 

The proceeding will for the present be held open and an ap- 
propriate certificate and order will be entered in the event above 
specified, 


In a dissent, Chairman Hall said: 


The gist of the conclusion reached by the majority seems to be 
that the present and future public convenience and necessity will 


require the construction and operation by applicant of the line 
road described in its application, but only on condition that pth 
will bind itself to abdicate in favor of some other common carrier 
carriers at any time within five years, bs 
Such a conclusion is self-contradictory. If public convenience and 
necessity require operation by applicant how can they require sur- 
render of that operation to a would-be lessee, or an option on appli- 
cant’s stock, at par, to a non-applicant carrier? It seems to me that 
if “present and future public convenience and necessity” wil] not 
warrant construction and operation by applicant in the absence of 
such a condition acceptance of the condition will not supply the de- 
fect and the application should be denied. But, as it is, if the co 
dition should prove to be void, because beyond our powe = 


the finding will apparently stand and the certificate must ‘ue 


Commissioner Aitchison, dissenting said: 


In my opinion the question presented for our decision under th 
statute is whether the present or future public convenience aul 
necessity require or will require the operation of this line of railw: 
and that such question should be determined by us without referenes 
to conditions as to what corporation shall own or operate the rail 
way, or whether the owner or operator hereafter may conceivably 
violate the commodities clause or some other statute. 7 


5 The conditi 
sought to be imposed by the majority are in my view of tne faa 
beyond our power in a proceeding of this character. As the 


has shown that the public convenience and necessity soautte aa 
will require the operation of the railway in interstate ec 

as it is now being operated in intra-state commerce by au 
the state of Illinois under a similar statute, a certificate sh 
without conditions, as prayed. Commissioner Cox author 
state that he joins in this expression of dissent. 


UNCONTESTED FINANCE CASES 


The Chesapeake & Ohio has been authorized by the Com. 
mission to pledge $487,000 of general mortgage 4% per cent 
bonds and $12,896,000 of first lien and improvement 5 per cent 
mortgage bonds as collateral security for a note of $9,200,000 
made to the order of the Director-General of Railroads. 

The Cincinnati, Georgetown & Portsmouth has been author. 
ized to assume obligation and liability in respect of $17,000 of 
equipment trust certificates, to be sold at par in connection with 
the procurement of equipment. 

The Georgia, Florida & Alabama has been authorized to 
issue $131,099.76 of promissory notes, payable to the order of 
the Baldwin Locomotive Works, in connection with the procure- 
ment of four locomotives, 

The application of the Central of Georgia for authority to 
withdraw deposited cash from its trustee has been dismissed. 

The Asherton & Gulf has been authorized to issue $200,000 
of first mortgage bonds and $42,800 of stock to liquidate in- 
debtedness. 


ommerce, 
thority of 
ould issue, 
izes me to 


FINANCE APPLICATIONS 


The Rutland Railroad Company has applied to the Com- 
mission for permission to issue $825,000 of equipment trust cer- 
tificates to procure 500 box cars. The cars are to be built by 
the Youngstown Sheet and Tube Company at an estimated cost 
of $1,104,467. The certificates are to be handled by J. P. Morgan 
& Co., at 96.96 per cent of par and accrued interest, the latter to 
be 5 per cent. 

The Wisconsin Central Railway Company and the Minne- 
apolis, St. Paul & Sault Ste. Marie Railway Company have ap- 
plied to the Commission for authority to issue $6,000,000 of the 
Central company’s three-year 5% per cent secured gold notes, 
secured by $8,000,000 of the Central company’s first and refund- 
ing mortgage gold bonds. The proceeds from the notes will 
be used for extension and improvement of the ore dock at Ash- 
land, Wis., for repairs, replacements, additions and betterments 


“to the property of the Central company and to reimburse the 


Soo company for moneys advanced for additions and improve 
ments to the property of the Central company. The Soo com- 
pany, which operates the Central company’s lines under a 99- 
year lease, asks for authority to guarantee the notes and the 
interest on $4,242,000 of bonds. The Central company said it 
intended that the $6,000,000 of gold notes be delivered to the 
Soo company at a price that would produce 97.75 per cent, with 
accrued interest, and said notes thereafter be immediately trans 
ferred to Dillon, Reed & Co. of New York and the proceeds 
placed to the credit of the Central company. 


The High Point, Thomasville & Denton Railroad Company 
has applied for authority to issue $250,000 of capital stock to 


“secure a temporary loan of $125,000, and also to borrow $30,000 


on the note of the company. The company also asked for author- 
ity to make a loan of $170,000, out of which the loan of $125,000 
will be paid. 


ELECTRIC RAILWAY STATUS 


In a mimeographed report on finance docket No. 3392, Ap 
plication of Section 15-a of the Interstate Commerce Act u 
Electric Railways, the Commission, in effect, admitted that a 
this time, if ever, a classification of electric street rally 
could not be made with a view to saying that to such 4 7 
section 15-a applied and that to another list it did not apP y: 
The report, prepared by Commissioners Meyer, Eastman “7 
Potter, constituting division 4, said no attempt was made 5 
the hearing, on March 19, to establish a record upon whi 
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the status of any particular carrier could be determined. The 
report said there were many electric roads which closely re- 
sembled the steam roads in some particulars of freight trans- 
portation, and were not greatly dissimilar in others, whose 
status under section 15-a was involved in considerable doubt. 

“From the nature of the problem it is obvious that no 
hard and fast rule can be laid down upon which reliance can 
be placed in classifying the carriers,” said the Commission. 
“Each road must be considered by itself. In determining 
whether a particular carrier is ‘engaged in the general trans- 
portation of freight’ within the meaning of the statutes, as we 
have construed it, consideration may properly be given to rela- 
tive amounts of freight and passenger traffic, connections with 
steam roads, and business performed over such connections, 
amount and manner of handling through, and interstate traffic, 
amount of equipment interchangeable with steam roads, char- 
acter of right-of-way, territory served, and handicaps under 
which the carrier labors in handling freight such as those 
arising from municipal regulations, curvature, and kind of 
track, station facilities, and characteristics of equipment.” 

In conclusion, the Commission said: 


No attempt was made at the hearing to establish a record upon 
which the status of any particular carrier could be determined. All 
that can be done upon this record is to arrive at the general prvn- 
ciples of classification which will effectuate the purpose of the legis- 
lation. It is obvious that the operations of electric roads and their 
relations with steam roads will change from year to year, perhaps 
bringing an additional number within the scope of the section and 
exempting others. It is necessary to effect a classification covering 
operations of such lines for the years since the act became effective,- 
as well as for the future. To meet this situation, all electric rail- 
way operating companies will be served with the general orders 
issued from year to year under section 15a, requiring reports of 
value and of railway operating income. They will also be required 
to respond to a questionnaire calling for information upon matters 
deemed controlling in determining the status of electric lines. This 
information will be required of all electric lines subject to the act, 
but those which claim exemption from the provisions of section 15a 
may so state, omitting for the time being data with respect to values 
and income required by the regular order. Such further proceedings 
will be had as may be found necessary in dealing with individual 
companies, 


In connection with the report in the matter, and pursuant 
to the conclusions announced therein, the Commission sent 
out a list of questions to be answered by electric carriers, to 
be answered not later than June 1, as follows: 


1. What was the amount of respondent’s freight revenue, pas- 
senger revenue and total transportation revenue for each of the 
years 1920, 1921, 1922 and 1923? 

2. With what railroads (stating whether steam or electric), and 
at what points does respondent have track connections? 

8. Does the respondent have joint freight tariffs and through 
freight rates with any other road or roads? If so, state names of 
such roads and whether steam or electric. 

What is the character of respondent’s freight business, the 
principal commodities handled, and the percentage of freight ton- 
nage, if any, handled in carloads? 

Approximately what percentage of the freight 
respondent is derived from interstate traffic? 

6. How many freight cars are operated by respondent and what 
is their character? To what extent are they interchanged with 
steam roads? 

7. Does respondent receive from and delivery to connections 
standard steam railway equipment, and, if so, to what extent? 

8.- To what extent is respondent’s freight service interfered with 
by - + pone regulations or characteristics of road, track or equip- 
ment? 

9. What percentage of respondent’s road is on public streets 
and what percentage on private right of way? 

. To what extent and how closely is respondent’s road paral- 
leled by steam roads? 

11. What material changes, if any, have taken place in any of 


ag particulars covered by questions 2 to 10, inclusive, since March 


revenue of 


12. Does respondent claim exemption from the provisions of sec- 
tion 15a of the interstate commerce act? 


PERFORMANCE OF CARRIERS 


In a statement -submitted to the Atlantic States Regional 
Advisory Board May 8, Donald D. Conn, manager of the public 
relations section of the car service division of the American 
Railway Association, said his purpose was to show “that our 
problem is not alone one of successful car distribution but 
also involves procuring the most efficient and constant use of 
the entire railroad plant.” He said the paramount conclusion 
from a study submitted to the board was “greater utility and 
constant usage of the individual transportation unit—the freight 
car.” He said both carriers and shippers had a definite re- 
sponsibility in promoting improvement. 

Mr. Conn said he wished to emphasize the importance of 
all doing their utmost through their own organizations, and 
with their purchasers and sellers, toward taking up the slack in 
the transportation machine today, thereby relieving the peak 
load in the fall, and making possible another year of complete 
and adequate transportation service. 

At present, Mr. Conn said, there are approximately 306,000 
surplus cars and 4,650 surplus engines, not including bad order 
equipment, He said the present idle equipment represented a 
liability not only to the carriers but also to the public that is 
paying for it. Continuing, he said, in part: 


What is the measure of the volume of transportation needed from 
year to year in this country? Would not the answer depend upon 
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some definite alignment between volume of production and consump- 
tion; and how and when people desire to. distribute the necessities of 
life from where they are produced to where they are consumed? Is 
not our real problem in this country now changed from one of jn. 
creasing production to one of efficient distribution of the tonnage pro- 
duced? In the past we have given much though to enhancing 
growth of industry and agriculture. For instance, the capital em. 
ployed in manufacturing industries in 1850 was $533,000,000: in 1899 
$6,139,000,000; in 1900, $9,813,000,000; in, 1910, $18,428,000,000; ana in 
1920, $50,000,000,000. The total production of the principal grain crops 
in the United States in 1850 was 867,000,000 bushels;- 1920 it wag 
5,830,000,000 bushels. In 1850 the states west of Chicago produced 
9.5 per cent of the total grain crop and in 1920 they produced §% 
per cent of the total. The average haul per revenue ton hag in- 
creased from 255 miles in 1913 to 299 miles in 1923, or 17 per cent, 
The great strides toward increasing production have been made dur- 
ing the last decade, as is indicated by the fact that the increase 
of investment in industry between 1910 and 1920 is nearly three times 
the investment between 1850 and 1910. This same conclusion is rej. 
tively true for agriculture. Notwithstanding this large increase jpn 
production which has so recently been developed, little, if any, prac. 
tical consideration has been given to the perfection of our systems of 
distribution to meet the growing demands, and as especially relateg 
to the use of our transportation machine. Hence, the development of 
these accentuated periods of business prosperity and deflation, of 
acute changes in prices paid to producers, of inadequate storage ¢g- 
pacities at origin and consuming points to meet this growth, and 
the resultant uneven use of the transportation machine. 

Improvements in the future depend largely upon a study of the 
fundamental facts governing supply and demand, and the methods of 
distribution. It is not a condition that can be eradicated in any 
short period of time, nor is it contingent upon legislation or other 
forms of compelling force against either shipper or carrier. Popular 
education of all interested as to all phases of the situation will produce 
methodical improvements, not regulation. It has never been possible 
to better economic conditions by applying statutory panaceas. Legis. 
1Ation is rigid in its application, popular understanding and co. 
operation is flexible to meet changing conditions. The study and dis- 
semination of all facts must be a voluntary undertaking between the 
carriers and their users. 


PROPOSED TEXAS LINES 


In three proposed reports on applications for permission to 
build new lines of railroad in Texas, Attorney-Examiner C. Bh 
Boles and Engineer-Examiner Edward Gray have recommended 
denial of two of the applications and partial approval of a third 
application. 

The San Antonio Southern Railway Company asked per 
mission to construct an extension of its line from Christine to 
Brownsville or at some point near Rio Grande City or Sam. 
fordyce, Tex. The San Antonio, Uvalde & Gulf protested the 
application. At the hearing a further protest was entered by 
the Gulf Coast Lines. The examiners said the record did not 
justify approval of the application. 

The San Antonio & Mexican Railway Company asked per- 
mission to construct a line from Three Rivers, Tex., to a point 
near Fowlerton, Tex., making connections at those points with 
the San Antonio, Uvalde &Gulf, a distance of approximately 
40 miles; thence southerly a distance of approximately 744 
miles to a point on the line of the Texas Mexican at or near 
Mirando, Tex., and also a branch line to Laredo, Tex., a distance 
of approximately 55.3 miles. The San Antonio Southern, the 
applicant mentioned above, protested. The examiners recom- 
mended that the Commission authorize the construction of the 
line from Three Rivers to Fowlerton but deny permission as to 
the line from Fowlerton to Mirando and the branch line to 
Laredo. 

The Nueces Valley, Rio Grande & Gulf Railroad Company 
asked permission to build a line from Beeville to Laredo, Tex. 
a distance of about 135 miles. Protests were filed by the San 
Antonio, Uvalde & Gulf; San Antonio & Mexican, the Interna- 
tional-Great Northern, and the Texas Mexican. The examiners 
recommended denial of the application. 


TEXAS & PACIFIC READJUSTMENT 


The Commission has approved a readjustment plan of the 
Texas & Pacific under which the Texas & Pacific will issue 
$24,676,000 of 5 per cent non-cumulative preferred stock and 
$4,440,583 of unsecured coupon serial notes, and will issue and 
pledge $1,826,500 of genéral and refunding bonds, and assume 
obligation and liability with respect to equipment obligations. 

The Missouri Pacific, which owns $16,000,000 of the out: 
standing common stock of the Texas & Pacific, was authorized 
to acquire $23,703,000 of the 5 per cent non-cumulative preferred 
stock of the Texas & Pacific in exchange for a like amount 
of second-mortgage income bonds of the T. & P. held by the 
Missouri Pacific. The latter road will also get the unsecured 
serial notes for judgments and interest against the Texas & 
Pacific. The plan will give the Missouri Pacific majority col 
trol of the Texas & Pacific. In the Commission’s tentative 
consolidation plan the two roads were placed in System No. 19. 
The Commission said the relationship to be established betweet 
the two companies by the consummation of the plan of read- 
justment appeared to be consistent with the tentative plan for 
consolidation of the railroads. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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Personal Notes 


E. H. Barnhart has been appointed industrial engineer of the 
Baltimore & Ohio, at Baltimore. 

Louis Weickum has been made manager of the advertising 
and publicity department of the United American Lines. 

Horace W. Jackson has been appointed general agent of the 


Salt Lake and Utah, at San Francisco, A. C. Schier has been 
made general agent at Cleveland, and S. G. Ritchie has been 
appointed general agent at St. Louis. 

H. L. Bondurant has been made soliciting agent of the Nor- 
folk Southern, with headquarters at Atlanta, Ga. R. H. Dozier 
has been made commercial agent at Baltimore. J. R. Hunt and 
F. J. Pons, traveling freight agents, have been transferred to 
Atlanta. J. S. Correl has been appointed general agent at Char- 
lotte, N. C. E. F. Floyd has been made commercial agent and 
W. J. Kerr has been appointed traveling freight agent at 
Charlotte. 

F. H. Pittman has been made assistant general freight agent 
of the Norfolk & Western at Roanoke, Va. A. C. Dunlap has 
been appointed division freight agent at the same place. 

George W. Frank has been made district freight agent of 
the Southern Railway, at Philadelphia. J. S. Ramspacher has 
been appointed commercial agent. M. F. Sanderson has been 
made commercial agent at Shreveport, La. 

C. E. Long has been appointed storekeeper at Clyde, Ill., of 
the Burlington. J. R. Hunter has been made storekeeper at 
Grand Crossing, Wis. J. M. Heck has been appointed store- 
keeper at Casper, Wyo. . 

E. C. Worthley has been made general manager of the 
Kansas City Southern, with office at Cincinnati. 

J. B. Carpenter has been made general passenger agent 
of the Gulf, Mobile and Northern, and the Birmingham and 
Northwestern. W. R. Tice has been appointed commercial 
agent at Pittsburgh. 

W. R. Martin has been appointed district freight represen- 
tative of the Pennsylvania at Dallas, Tex. 

Elmer M. Hill, formerly connected with the Chicago, Mil- 
waukee & St. Paul, has been appointed representative of the 
Security Warehouse Company at New York. 

P. E Crowley, president of the New York Central, has been 
elected to the board of directors of the American Railway 
Association. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of St. Paul will be the guest of 
Swift & Company, May 13. The members will be conducted on 
a tour on inspection of the plant. 





The Traffic Club of Cleveland has written a letter to Cleve- 
land and Akron congressmen and to the chairman of the House 
committee on interstate and foreign commerce, protesting against 
favorable action on the Howell-Barkley bill. The letter says 
in effect that, because the club believes the present transpor- 
tation act in all its provisions should have a fair trial, because 
the public would have no representation on the proposed four 
boards, because the fifth board, made up of public representa- 
tives, would have no power to enforce its findings, because the 
cumbersome organization of the several boards would make for 
long drawn out disputes, because labor would be only partly 
represented, and because the machinery of the proposed sys- 
tem would be excessively expensive, the Club is opposed to the 
bill. 





The Traffic Club of Oklahoma City met May 5. John Fields, 
editor of the Oklahoma Farmer, was the speaker. 





The Traffic Club of Newark held its “Erie Railroad Night,” 
May 5. A large number of officials of the Erie attended the 
meeting. 





The Transportation Club of Louisville will hold its annual 
outing, May 24 and 25, at West Baden Springs, Ind., Music, 
dancing and a golf tournament are planned. 





The Traffic Club of Kansas City held its “Chicage Day,” 
May 6. A number of Chicago traffic men, former citizens of 
Kansas City, attended. 





The Traffic Club of St. Louis met at luncheon May 5. The 
St. Louis Pump and Equipment Company representatives were 
guests. Willard D. Smith, sales manager of the company, spoke 
on “Growth of a New Industry in St. Louis.” 





The Traffic Club of Sioux City held its annual meeting, 
April 30. Officers were elected as follows: President, B. P. Eng- 
lish, traffic manager of the O. J. Moore Grocery Company; vice 
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president, L. E. Petry, general agent of the American Railw, 

Express Company; secretary-treasurer, L. V. Clark, of the tae 
fic department of the Terminal Grain Corporation. Directors 
are: W. H. Benn, traffic manager of the Sioux City Stock Yards: 
F. Bradford, assistant commissioner of the Sioux -City tram. 
bureau; C. W. Clemens, traffic manager of Haley-Neeley Com- 
pany; A. F. Johnson, traffic manager of Armour & Company; 
T. A. Lewis, city freight agent of the Illinois Central; w, 9 
Marriot, traffic manager of the Terminal Grain Corporation, 
B. M. Maxfield, traffic manager of Knapp & Spencer Company; 


and C. C. Scherer, general agent of the Chicago, Milwaukee ¢ 
St. Paul. 





The Traffic Club of Memphis met at luncheon, May 5, ¢ 


C. Randall, district manager of the American Railway Associa. 
tion, was the speaker. 





The Richmond Traffic Club met, April 29. Harry A. Holt, 
manager of the Southeastern Storage and Demurrage Bureay 
spoke on the rules governing storage and demurrage on Amer. 
ican railroads. He said the public was benefitted by the rules, 
particularly during a car shortage. He said that for the twelve 
months ending March 31, a total of 142,498 carload shipments 
from and to shippers at Richmond were held subject to demur- 
rage; 88.7 per cent of these cars were released within the free 
time period, but on the remaining cars, demurrage and stor. 


age charges in excess of $100,000 had to be paid by consignee 
or consignor. 





The Pacific Traffic Association met, April 29. Charles H. 
Spear, president of the Harbor Board, spoke on the need of 
harbor improvements. He said the facilities provided by the 
$13,000,000 bond issues were wearing out and that there was 
no depreciation fund available. The needs of the harbor had 
been increasing, he said, in proportion to the increase in vol- 
ume of shipping that had taken place in the last seven years. 
Seth Mann, attorney and traffic manager of the San Francisco 
Chamber of Commerce, explained the attitude of the city toward 
the problem. Fred A. Hooper, assistant traffic manager of 
the American Hawaiian S. S. Line, who was a delegate to the 
annual meeting of the Associated Traffic Clubs of America, made 
a report of the meeting. 





The York Traffic Club will hold its regular monthly 
meeting May 15. R. L. Cason, car service agent of the A. R. A, 
will speak on “Car Distribution.” Walter G. McBlain will talk 
on “The Baseball Game of Life.’ 





The Traffic Club of New York will hold a golf outing May 
15 at the Engineers’ Country Club, Roslyn, L. I. The club will 
hold its “Movie Night” May 13, when the members will be 
entertained by films showing: “A Trip Through Dairyland,” 
“Scenes in Glacier National Park,” “How a Dixon Pencil Is 
Made,” “The Canal System of New York State,” and a comedy. 





The Traffic Study Club of Akron will meet May 12. LB 
Sartorius, of the B. F. Goodrich Company, will be the speaker. 
The membership contest started at the last meeting, with the 
industrial team in the lead. 





Digest of New Complaints 


No. 15649, Sub No. 2. Des Moines Sawmill Co., Inc., 
Iowa, vs. James C. Davis, et al. : 
Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial charges on walnut logs from points of origin in Iowa, 
—— in'1919. Asks for a cease and desist order and rep 
aration. 
No. 15698, Sub. No. 1. Grand Rapids Association of Commerce, Grand 
Rapids, Mich., vs. Chesapeake & Ohio Ry. et al. 

Unjust, unreasonable and unduly prejudicial rates on coal from 
points in Ohio, Pennsylvania, Maryland, the Virginias, Tennessee 
and Kentucky. Asks for reasonable rates and reparation. i 

No. 15767, Sub. No. 1. The Louisiana Cypress Lumber Co., 7 
ag ¢.. vs. Morgan’s Louisiana & Texas R. R. and Steamship 

o. et al. 

Unjust, unduly prejudicial and discriminatory rates_on @ @r 
load of cypress shingles from Harvey, La., to Eagle Pass, Tex. 
for export to Mexico. Asks for a cease and desist order and rep- 
aration. io. 

No. 15771, Sub. No. 1. Sewell Valley R. R. Co. vs. Chesapeake & OM 

Seeks order commanding defendant to establish, put in ae ee 
apply in the future, just and reasonable rules and regulail 
for the interchange of cars between complainant and defendant 
and _ reparation. ‘ ia, et ab 

No. 15826. Victor Milling Co., Marshall, Mo. vs. Missouri Pacific eal 

Unjust and unreasonable, unduly prejudicial and prefers fot 
rates on flour from Marshall to Oklahoma City in 1921. As 
a cease and desist order and reparation. a, Cleve: 

No. 15827. H. D. Conkey & Co., Chicago and Mengota, Ill. v8. 
land, Cincinnati, Chicago & St. Louis et al. ilaing tile 

Rates charged or sought to be charged on hollow building 7 
from St. Anne, Ill., to Fulton, Ky., unjust, unreasonable an re 
duly préjudicial. Asks for a céase and desist order. and repa 
tion. ' 


Des Moines, 
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WETZEL DROP FRONT TARIFF FILES 


(PATENTED) 





No One Questions the Wisdom 0 


Buying a Money Making Machine 








WHY HESITATE ABOUT BUY- 
ING A TARIFF FILE ? 


It enables your traffic manager to 
have the right freight tariffs in the 
right place at the right time. 
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Write us for information. 


P. A. Wetzel Company 


Manufacturers 





A Stack of Wetzel Drop Front Tariff File Sections 


(Measuring outside 45 inches wide, 57% inches high and 18 inches deep) SPRINGFIELD, ILLINOIS 
This outfit can be obtained with the same sized drawers throughout . 


Start with any number of sections and build up as your requirements grow. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 


and wide knowledge will answer postions ears practical traffic 


iblems. We do not desire to traffic man but to 
elp him in his work. 


e right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 


or that involves a situation too complex for the kind of investigation 
herein contemplated. 


ddress Questions and Answers Department, 
Traffic Service Corporation, Colorado Building, Washington, D. C 


Liability of Carrier for Delay in Furnishing Cars—Must Be 
Tender of Goods 

Colorado. Question: The present custom, in this section, 
is to order refrigerator equipment for loading vegetables and 
when this equipment arrives to load and ship whenever we 
have orders. 

The case at point and in dispute is that the railroad claims 
that in ordering equipment there is no tender of the carload 
of vegetables for shipment; that there is no notification of an 
order or a sale of the produce, therefore, they are not responsi- 
ble for any delay in furnishing equipment caused by market 
price of the produce advancing before equipment in furnished. 

The question is, must a tender of the actual produce be 
made and notification given at the time car is ordered that the 
produce to be shipped has been sold and if car is not furnished 
within a reasonable time a loss will ensue and the railroad 
company will be held responsible for this loss? 

An order is booked at a fixed price for shipment as soon 
as can be loaded and a delay occurs in securing equipment and 
in the meantime the paying price on produce advances. Is the 
railroad responsible for this advance or is this advance a 
special damage or a profit lost that the railroad is not respon- 
sible for? 

Answer: In the various treatises on the law of common 
carriers it is stated that a plaintiff who demands damages of 
a railroad company for the failure to furnish cars must show 
an offer to bring himself into contractual relations with the 
carrier; that where .cars are requested there must be a reason- 
able demand and offer of goods for transportation; that a 
party who has no goods for transportation cannot hold the 
carrier liable for a failure to furnish cars; that a plaintiff who 
seeks to recover against a railroad company for failure to fur- 
nish cars must aver and prove that the goods were properly 
offered for transportation. Several cases are cited in support 
of the above statement, among them being Little Rock & St. 
S. Ry. Co. vs. Conatser, 33 S. W. 1057; St. L. S. W. Ry. Co. 
vs. Leder Bros., 112 S. W. 744; P. C. C. & St. L. vs. Racer, 31 
N. E. 853; H. E. & W. T. Ry. Co. vs. Campbell, 45 S. W. 2; 
Wilder vs. St. J. & L. E. R. Co., 30: Atl. 41; Ritchie & Gilbert 
vs. N. Pac. Ry., 125 N. W. 897; Mo. Pac. Ry. Co., vs. T. & 
P. Ry. Co., 31 Fed. 864. 

We are quoting below from the opinion of the court in 
Ritchie & Gilbert vs. No. Pac. Ry., 125 N. W. 897. The state- 
ment of the court in this case, we believe, outlines clearly the 
duty of the carrier in this respect: 

The plaintiff maintained a warehouse at or adjacent to 
defendant’s right of way at Toppenish, to which the defendant 
had extended trackage facilities. We do not understand, either 
from defendant’s answer or the testimony, that there was any- 
thing unusual or improper in plaintiff's demand for cars, ex- 
cept as to the nymber demanded; but defendant claims that, 
because of the unexpected volume or business generally, it 
was unable to furnish a greater number of cars than it actually 
did. This can only mean that the reason all of these apples 
were not actually shipped before November 15th was because 
of defendant’s failure to furnish cars, and its excuse for this 
failure is, not because of any conduct upon plaintiff’s part, 
but because the general demand was so overwhelming that 
defendant was unable to do more than it did. The fruit was 
gathered, boxed, and ready for shipment, and any additional 
or other tender of it to the defendant could serve no useful 
purpose. Every merchant, as well as every producer, upon a 
line of railroad, is to a greater or less extent dependent upon 
it for an opportunity to carry on business, and when a merchant 
follows the usual and regular course in preparing for the ship- 
ment of merchandise, and in notifying the carrier of his re- 
quirements, it would, we think, be a grievous wrong to say 
that in addition he should go through the empty form of bring- 
ing each package to the defendant’s freighthouse and demand- 
ing its immediate shipment. This applies, not only to the 
warehouses at Toppenish and North Yakima, but also to the 
2,099 boxes in the orchards in the immediate vicinity of Top- 
penish. These were also boxed and ready for shipment. The 
testimony indicates that the warehouse was completely filled 
shortly after October 10th. Had the apples in the warehouse 
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been shipped, those in the orchards would have immediately 
taken their place. The jury found that the defendant negli. 
gently failed to furnish the facilities which, under the gy. 
cumstances, it was required to furnish, and we conclude the 
plaintiff may recover his loss upon the apples in the orchards 
boxed and awaiting shipment. y 

We find nothing in the principal authorities cited by coyp. 
sel for defendant antagonistic to this conclusion. It is, o 
course, true that before one can claim damages from a common 
carrier, either for refusing or delaying a shipment, it mug 
appear that a tender was made of the articles to be shippeg 
but what constitutes such tender must depend upon all the 
circumstances. Williott on Railroads, 1475-1477; Hutchingop 
on Carriers (8rd Ed.) 1370; Little Rock & Ft. Smith R. (. 
vs. Conatser, 61 Ark. 561; Wulder vs. J. & L. E. R. Co,, 6 
Vt. 637, 30 Atl. 41. The Wilder case, above cited, was where 
an action was brought to recover damages for a refusal by the 
carrier to transport coal The plaintiff was the surviving par. 
ner of a firm which had been engaged in the coal business 
and had transported coal over defendant’s road. Because of 
dispute the railway company announced it would not in the 
future transport coal for this firm. The superintendent of the 
carrier stated that if tendered a boat load of coal, he would 
not take it nor transport it, but would send it back into the 
lake. A majority of the court held that this did not dispense 
with the necessity of a tender of the property for transporta. 
tion; but in the opinion, at page 639 of 66 Vt. and page 41 
of 30 Atl. it is said: “It is evident that the case we have 
is not the case that would have been presented if the conver. 
sation relied upon had related to some specific property then 
upon the line of the defendant’s road awaiting shipment, or 
in transit over a connecting road, or even to some distinct pro- 
posal depending upon the defendant’s service. It is not neces. 
sary to consider that the plaintiff’s rights would have been 
in either of the cases stated.” If just conclusions are to be 
reached, courts must give practical construction to legal rules, 
and adapt them to commercial customs; and we find here the 


tender was sufficient as to the apples finally considered by the 
trial court. 


Liability of Carrier Where Shipper Conceals Nature or Value 
of Goods 

Ohio. Question: We have recently had a claim declined 
by the express company covering loss of an entire shipmert of 
jewelry. This shipment was delivered to us in apparent good 
order, and so receipted for; however, upon checking there was 
nothing in the package but the tissue in which the jewelry 
was packed. 

This package was forwarded with two other packages, same 
being tied into one large package by our New York office. 

The express company have declined our claim stating they 
are not liable for the loss of jewelry unless such articles 
were enumerated in the receipt. As this was not done, kindly 
advise if we are justified in pressing our claim further. 


Answer: Paragraph 3 (c) of the Uniform Express Receipl 
Terms and Conditions reads: 


Unless caused by its own negligence or that of its agents, the 
company shall not be liable for—loss of money, bullion, bonds, coupons, 
jewelry, precious stones, valuable papers or other matter of extra- 
ordinary value, unless such articles are enumerated in the receipt. 


Paragraph (e) of Rule 2 of Official Express Classification 
No. 28 reads: 


Shipments of jewelry, diamonds, or other precious stones, money, 
bullion, bonds, coupons, watches or valuable papers, will not be ac- 
cepted for shipment in packages containing ordinary merchandise 
unless such articles are described in the uniform express receipt, 8 
shipments of this character are transported by the Express Comma 
only through a special department. In case of loss of any of Ka 
articles above mentioned when shipped with other merchandise, the 
Express Company will not be liable except for its own negligence 
unless such articles are described in the uniform express receipt. 


Furthermore, it has been held that a carrier is relieved 
from its liability as insurer where the shipper, either by his 
acts or by his omissions, conceals the nature or value of the 
goods shipped, and this whether the deception resulted from 
premeditation or from inadvertence on the part of the shipper, 
the intention to impose upon the carrier not kteing material, 
it being enough if such is the practical effect of the conduct 
of the shipper. 

A Correction 

In the first item in this column, page 1174, Traffic World 
May 3, a typographical error makes the headline read, “tari 
interruption,” instead of “tariff interpretation.” 

Damages—Measure of ; 

Pennsylvania.—Question: Kindly give us your opinion on 
claim we have filed with the X Railroad Company in conn 
tion with car of corn which originated at A, Ohio, and shi 
to B, Pa. For your information, we filed claim basing prie 
at market date of arrival and the railroad declines payme? | 
stating that the market price date car should have arrive 
should apply, as in the decision of McCaull-Dinsmore case. J 

I am rather confused on the McCaull-Dinsmore case 48 
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whether the market price date of arrival applies or the market 
price date car should have arrived. 

Answer: The Supreme Court of the United States, in the 
McCaull-Dinsmore case, held the provision in the carrier’s bill 
of lading which provided that the amount of any loss or dam- 
age for which any carrier is liable should be computed on the 
basis of the value of the property at the time and place of 
shipment, including freight charges, if paid, to be a limitation 
upon a carrier’s liability and therefore contrary to the Cum- 
mins amendment, and stated that the measure of damages was 
the actual loss caused by the breach of the contract of car- 
riage, which loss is what the shipper would have had if the 
contract had been performed. This, as a rule, where the goods 
are damaged, is the difference between the’ value of the goods 
in their damaged state and what would have been their value 
at destination if delivered in good order, with interest, less 
the unpaid cost of transportation. Where the goods are lost 
or destroyed the carrier is liable, as a rule, for their value 
at the place of destination at the time they should have been 
delivered, with interest thereon from that time, less the unpaid 
cost of transportation. In the event of damage resulting from 
delay in transit, the measure of damage is the difference be- 
tween the value of the goods at destination at the time they 
arrived and their value at destination at the time they should 
have arrived in the usual course of transportation. 

The value at destination to be used as a basis for arriving 
at the amount of damage is the market value, provided there 
is a market for the goods. Where there is no market value 
at the place of destination, the actual or intrinsic value or 
the fair and reasonable value of the goods at that point is the 
amount of damages. 
Demurrage Accruing Pending Construction or 

Sidetrack 

North Carolina.—Question: At one of our steam plants 
served by track to be maintained by the railroad, the cost of 
the maintenance to be billed to iis, we were assessed demur- 
rage charges accruing while the track was out of commission. 
The railroad declines to waive any part of this demurrage and 
exhibit copy of a decision by the Interstate Commerce Com- 
mission in Picher Lead Company of Missouri vs. St. Louis & 
San Francisco Railroad Co., 35 I. C. C. 45, which purports to 
show the consignee is liable for demurrage even if the railroad 
fails or neglects to provide sidetrack facilities. The decision 
referred to seems to relate to a promise to construct a new 
sidetrack, but we shall be obliged if you will consider this 
case and let us have citation of any ruling you may find which 
covers assessment of demurrage while track to be maintained 
by the carriers is temporarily out of commission. 

Answer: We do not locate an opinion of the Commission 
respecting demurrage resulting from the carrier’s failure to 
maintain a shipper’s sidetrack in a condition for switching 
operations. 

However, it is our opinion that the principle of the cas2 
to which you refer and of Reiter, Curtis & Hill vs. N. Y. S. 
 & W. R. R. Co., 19 I. C. C. 290; Deere & Co vs. C. M. & St. 
P., 40 I. C. C. 533, and Northport Smelting & Refining Co. 

vs. G. N., 53 I. C. C. 641, is applicable to the instant case, inas- 
much as the accrual of the demurrage is the result of the 
carrier’s failure to live up to the terms of a contract relating 
to the shipper’s private sidetrack, which affects the delivery 
and receipt of freight thereon by a carrier. 

Regulations for Payment of Freight Charges 

Michigan.—Question: At the present time we are inter- 
ested in securing, if possible, credit extension on our freight 
bills, especially from our X plant, to allow payment within 
ninety-six hours. 

In your issue of February 16, 1924, page 426, under the 
heading, “Unlawful Credit Alleged,” there appears an article in 
regard to the indictments against two carriers operating in 


Ohio. In the last paragraph of this article this sentence ap- 
pears: 


Repairing of 


The Commission has authorized carriers, under certain conditions, 
to allow credit to shippers to the extent of 96 hours. 

We would appreciate very much having you give us the 
conditions under which this extension is allowed. One of om 
plants is located at X, Ohio, and it is the practice of the carrier 
to mail freight bills there, and our X plant checks the freight 
bill and forwards it to our general office at Y the same day. 
Sometimes this results in a day or two longer in the receipt 
of the check by the carrier. We are not exactly experiencing 
any great difficulty with the carriers regarding settlement of 
our bills, but in order to avoid any possibility of friction with 
them we are writing for the information regarding credit ex 
tension of ninetysix hours. 

Answer: In Ex Parte Docket No. 73, Regulations for Pay- 
ment of Rates and Charges, as modified in subsequent orders, 
57 I. C. C. 591, the Interstate Commerce Commission prescribed 
rules and regulations for the prompt payment of transportation 
rates and charges. In accordance therewith credit may be ex- 
tended to a shipper for a period of not exceeding ninety-six 
hours, to be computed as specified therein. Paragraphs 1-A 
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and B, 2, 3, 4 and 5 of the Commission’s order, which are jp 
point, read: 


1, Where rentention of possession of any freight by the carrie, 
until the tariff rates and charges thereon have been paid will retard 
prompt delivery or will retard prompt release of equipment or station 
facilities, the carrier, upon taking precautions deemed by it to he 
sufficient to insure payment of the tariff charges within the periog 
of credit herein specified, may relinquish possession of the freight 
in advance of payment of the tariff charges thereon and may exteng 
credit in the amount of such charges to those who undertake to pay 
such charges, such persons being called shippers, for a period of 
ninety-six hours to be computed as follows: ; 

(A) Where the freight bill is presented to the shiper prior to, or 

at the time of delivery of the freight the ninety-six hours of credit 
shall run from the first 4:00 p. m. following the delivery of the freight, 

(B) Where the freight bill is presented to the shipper subsequent 
to the time the freight is delivered the ninety-six hours of credit 
shall run from the first 4:00 p. m., following the presentation of the 
freight bill. 


2. Every such carrier shall present freight bills to shippers not 
later than the first 4:00 p. m. following delivery of the freight, except 
that when information sufficient to enable ‘the carrier to compute 
the tariff charges is not. then available to the carrier at the delivery 
point, the freight bills shall be presented not later than the first 4:00 
p. m. following the day upon which sufficient information becomes 
available to the delivering agent of the carrier. : 

Shippers may elect to have their freight bills presented by 
means of the United States mails, and when the mail service is go 
used the time of mailing by the carrier shall be deemed to be the 
time of presentation of the bills. In case of dispute as to the time 
of mailing the postmark shall be accepted as showing such time. 

4. Sundays and legal holidays, other than Saturday half_ holidays, 
may be excluded from the computation of the period of credit. 

5. The mailing by the shipper of valid checks, drafts, or money 
orders which are satisfactory to the carrier in payment of the tariff 
charges, within the period of credit prescribed above, may be deemed 
to be payment of the tariff charges within the period of ninety-six 
hours of credit. In case of dispute as to the time of mailing the post- 
mark shall be accepted as showing such time. 

Delay—Liability of Carriers for, When Resulting from Unneces. 
sary Transfer of Perishable Goods from Box to Refrigerator 
Equipment 
Illinois —Question: We will thank you for your opinion 

of, carriers’ liability on a claim of the following nature: 

Shipments of perishable freight originating on southeastern 
lines in Florida, intended for the northern markets are loaded 
in box car or ventilated box car equipment. The cars are 
originally billed to some point in southern territory, such as 
Waycross, Everett, Ga., or other customary diversion point, and 
then reconsigned to final destination, generally northern mar- 
kets. The shipments, being loaded in box car equipment and 
being of a perishable nature, carriers are compelled to transfer 
on account of existing embargoes on such equipment contain- 
ing perishable freight by northern lines. As a result of trans- 
ferring the cars were delayed, during which interval the mar- 
ket declined. 

Are carriers liable for decline in market by reason of not 
furnishing refrigerator or suitable equipment for the trans- 
portation of this perishable freight? If so, what is the extent 
of their liability? If cars are loaded for diversion point, say, 
Waycross, and diverted to Chicago, would their liability be 
different if cars were originally loaded and billed through to 
a northern market, for instance, Chicago, IIl.? 

We further wish to emphasize a principal point, and that 
is—that cars being billed to Waycross or other diversion point 
carriers were fully aware that this was for purpose of diversion 
only and generally a great percentage of such business is di 
verted to the northern consuming markets. 

Answer: If goods are voluntarily and with knowledge and 
assumption of the risk of damage thereto, loaded by shipper 
in box car equipment, the requirements of the connecting north- 
ern carriers that the goods be transferred into other equip- 
ment, being for the sole benefit of such lines, presumably be 
cause they do not wish to assume such liability as is imposed 
upon them by reason of the goods being loaded in box car 
equipment, such lines can, in our opinion, be held liable in 
damages for delay in transit by reason of market decline. 

Whether or not the shipper assumes the risk of damage 
due to the loading of perishable goods in box cars depends 
upon the terms of contract of carriage and of the tariff pro 
visions governing the movement. See Brenninson vs. Pa. 
Co., 110 N. W. 362; Pac. Fruit & Produce Co. vs. Nor. Pat. 
186 Pac. 852; Clements vs. D. & R. G., 219 S. W. 66. 


Routing and Misrouting—Duty of Carrier Where Terminal De- 
livery Is Specified 

New York.—Question: Through rate of $0.30 applies ‘rom 
A to B over New York Central and P. R. R. Reciprocal ewite 
ing is in effect at B, so that D. L. & W. delivery is given @ 
the flat through rate by switching service from P. R. R. © 
DL. & W. 

Bill of lading issued at A consigned to B destination shows 
route “D. L. & W. delivery.” ; : h 

Car was waybilled from A to C, a junction point with the 
D. L. & W. at rate 20c, rebilled from C to B over D. L. & A 
at rate 30c, making combination through rate of 50c, as agains 
through rate of 30c. tne 

Advise decisions or rulings instructing that where 
word “Delivery” is shown after terminal line and no interme 
diate routing given, the railroads must forward via lines having 
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INTERNATIONAL 


Model 103—10,000 Ibs. Max. Cap. 


Truck Makers for Twenty Years 
Manufacturers for Almost a Hundred 


em ninety-three years the Harvester organiza- 
tion has presented a record of dependable 
manufacture and unfailing service that has played 
agreat part in the progress of this country. And 
when, twenty years ago, motor trucks were added 
to the list of International products this un- 
equaled experience was immediately available for 
‘the development, manufacture and service of a 
motor truck worthy of the name it was to bear. 


Three great factories 
are now devoted exclu- 


| sively to the manufac- 


tue of International 
Trucks. Each year sees 
thelist of International 
owners grow. Each 
year sees a volume of 
repeat business that 





International Heavy-Duty Trucks are built in 3000, 4000, 6000 and 
10,000-pound maximum capacities, with bodies to meet every re- 
quirement. There is also a sturdy Speed Truck for loads up to 
2000 pounds. 

Busses are supplied in a variety of chassis and styles of bodies to 
meet every passenger transportation need. 

Write for copies of our Free Inspection Service Policy and folder 
“5 Features of Superiority.””’ Upon request we will gladly supply 
you with names of International owners in your own line of busi- 
ness and the address of the nearest showroom where the full line 
of new models is on display. 


INTERNATIONAL HARVESTER COMPANY 


OF AMERICA 
606 So. MICHIGAN AVE. (INCORPORATED) CHICAGO, ILL. 





only a worthy product can enjoy. Scores of 
nationally known firms have standardized on 
Internationals—as many as 1800 being operated 
in the service of a single company. 

And behind these trucks stands the largest 
company-owned service organization in the world. 
More than a hundred Company Branches direct 
the activities of a corps of factory-trained Road 
Engineers who inspect at regular intervals every 


International Truck 
in use. They prevent 
trouble rather than 
remedy it—they assure 
International owners 
all the service from 
their trucks that the 
Harvester Company 
has built into them. 


INTERNATIONAL 
HI Agee i7-Grge IR 
TIT ON INT IC 
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through rate and make such delivery in switching service where 
this is cheaper. 

Answer: Where a terminal delivery only is shown in the 
bill of lading it is the duty of the carrier to forward a ship- 
ment named via the cheapest reasonable route affording the 
desired delivery. Trexler Lumber Co. vs. Sou. Ry. Co., 42 
: 3 719; McCoach Co. vs. N. Y. P. & N. R. R. Co., 42 I. C. 
Liability of Carrier for Breakage Occurring While Employes 

Thereof Are Assisting In Unloading of Machinery 

Pennsylvania.—Question: During the process of unloading 
the car of machinery by crane delivery, said crane being op- 
erated by the railroad’s employes, a piece of this machinery 
was broken. The truckmen, who were assisting in the unload- 
ing, make affidavit to the effect that they signaled the operator 
of the crane to slightly pick up the slack. The crane operator 
swears that his signal was to go ahead as though everything 
was O. K., hence the breakage. 

The delivery clerk of the railroad indorsed the freight bill 
with the following notation: “Cast-iron cover on top of irans- 
former split in lifting by crane.” We would be glad to have 
you let us know if this notation does not hold the railroad 
responsible for the breakage in question. 

Answer: The notation referred to, in and of itself, does 
not constitute conclusive evidence of the carrier’s liability for 
the breakage of the piece of machinery. As to which party is 
liable is a question of fact, assuming that under the law, thse 
carrier is liable for damage to goods being unloaded under such 
circumstances. It is evidence of the fact that there was a 
breakage, but not proof of which party is responsible therefor. 


EASTERN CLASS RATES 


The Trafic World Washington Bureau 


Application for a general investigation into Trunk Line 
class rates has been filed by the joint committee of shippers 
and carriers, in accordance with the tacit understanding reached 
at the fourth section hearing, April 15, at which the Com- 
mission men, informally, advised the railroads that their appli- 
cations for a continuance of the existing situation, under the 
fourth section applications filed in 1910, would be denied. It 
is a purely formal pamphlet setting forth the facts respecting 
the existing fourth section departures, the creation of fourth 
section departures by the class rate revisions in Central Freight 
and New England territories, and the waste that would follow 
the publication of tariffs in advance of a determination of prin- 
ciples by the Commission, to guide the carriers in the prepara- 
tion of tariffs. 

The application is signed by carriers in Trunk Line ter- 
ritory and committees representing shippers in New England, 
Trunk Line and Central territories. 

The Trunk Line shippers’ committee is composed of H. J. 
Wagner, Norfolk; F. E. Williamson, Buffalo; J. P. Daly, Buf- 
falo; F. W. Burton, Rochester; A. E. Beck, Baltimore; H. Deu- 
ster, New York; and D. O. Moore, Pittsburgh. 

The New England committee is composed of A. H. Fer- 
guson, New Bedford; W. H. Day, Lynn; A. N. Payne, Boston; 
and A. D. Phillips, Chicopee Falls. 

The Central committee is composed of R. L. Tuttle, Grand 
Rapids; J. P. Haynes, Chicago; Herman Mueller, St. Paul; 
F. M. Renshaw, Cincinnati; and R. B. Coapstick, Indianapolis. 

W. H. Chandler, of the Merchants’ Association of New 
York, is chairman of the committee. 

Correspondence is now passing between the Commission 
and R. H. Collyer with a view to the fixing of a time in which 
the carriers may formulate their proposals respecting trunk line 
class rates with a view to conforming with the fourth section. 
Mr. Collyer told the Commission, in a letter reporting the facts 
about the conference between shipper and carrier representa- 
tives, held in his office April 29, that the thought among both 
carrier and shipper men was that time should be allowed for 
the definite formulation of carrier proposals before fourth sec- 
tion relief was denied and the carriers called on to establish 
new rates. In answer to that, the Commission inquired of Mr. 
Collyer as to what would be a reasonable time for permitting 
the existing applications to stay the operation of the fourth 
section—that is, as to how much longer the existing order 
should be permitted to continue to enable the carriers to sub- 
mit proposals for its curing. 

Denial of relief, as indicated on April 15, would be the 
answer of the Commission to the applications filed in 1910, 
when made, would require the carriers to act quickly. They 
were prepared, at the hearing on April 15, to submit six-class 
scales, as pointed out in the Traffic World, April 19, p. 1002, 
but Mr. Collyer was advised not to put them into the record. 
That advice was given with a view to saving time. The men 
of the Commission handling the matter figured that time could 
be saved if the carriers were frankly advised that relief would 
be denied and that the whole matter could be disposed of in 
one proceeding by a general investigation on the formal docket. 
Had the carriers proceeded without such advice, the new scales 
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would have been submitted and the case argued out, with the 
probability that the Commission would have had to deny relief 
and require them to try again. Then, when they tried again 
shippers would protest against their proposals. In the orderly 
course of business, a suspension of tariffs carrying the pro- 
posals would have been natural. In a suspension case the lay 
allows only five months for consideration and disposition. 

Five months might have been long enough to thresh out 
the whole subject but the chances were believed to be against 
such a swift outcome. By the Commission giving the carriers 
informal information that their applications for relief would he 
denied, the railroads knew before they went any farther that 
they would have to begin, from the ground up, to revise their 
rates. Circumlocution, it was figured, would be avoided by g0 
shaping the preliminaries as to put the whole subject into one 
case. The long time required in other general class revisions 
indicated that five months would not be long enough in which 
to make a revision of one of the country’s most complicated 
rate structures. 

Procedural questions are under discussion, not only between 
Mr. Collyer and the Commission but also between Mr. Collyer 
and the committees of shippers appointed on suggestions from 
W. H. Chandler for New England and Trunk Line territories, 
J. P. Haynes and H. D. Rhodehouse for Illinois and Central 
Freight Association territories. Messrs. Chandler and Haynes 
were asked by the Commission men and the railroad men, at 
the hearing on April 15, to undertake to have the shippers 
raise committees to help in making arrangements as if the 
order for a general investigation, instead of a narrower pro- 
ceeding under fourth section applications, had been entered. 


INTERLOCKING DIRECTORATES, ETC. 


George H. McFadden has been authorized to hold the posi- 
tions of director of the Pennsylvania Company and Pennsyl- 
vania Railroad Company in addition to holding a directorship 
and/or any office or offices with the Akron & Barberton Belt 
Railroad Company and many other lines. 

Samuel F. Houston has been authorized to hold the posi- 
tion -of director with the Connecting Railway Company and 
Philadelphia & Trenton Railroad Company in addition to hold- 
ing a directorship and/or any other office or offices with the 
Akron & Barberton Belt Railroad Company and numerous other 
lines. 

L. R. Eccles has been permitted to hold the positions of 
president and director of the Sumpter Valley Railway Company, 
and director of the Utah-Idaho Central Railroad Company. 

James W. Maclachlan has been authorized to hold the posi- 
tion of assistant secretary with the Atchison, Topeka & Santa 
Fe Railway Company and Grand Canyon Railway Company in 
addition to holding a directorship and/or any other office or 
offices with the Santa Fe and its various subsidiaries. 


CHANGES IN DOCKET 


Hearing in Finance No. 3541, Excess Income of Duluth, 
Missabe & Northern Railway Co., assigned for May 7, at Wash- 
ington, D. C., was indefinitely postponed. 


Hearing in No. 15595 (and Sub-No. 1), Chevrolet Motor 
Co. of St. Louis et al. vs. B. & O. R. R. et al., assigned for 
May 7, at New York, N. Y., before Examiner Konigsberg, was 
postponed to a date to be hereafter fixed. 

Hearing in No. 11659, Marion & Eastern Railroad Co. vs. 
C. & E. I. Ry. et al., assigned for May 5, at St. Louis, Mo. 
before Examiner Fuller, was postponed to a date to be here- 
after fixed. 

Hearing in I. and S. No, 2090 (and first supplementary or 
der), routing from Texas to eastern and’ New England terri- 
tories, assigned for May 8 at Port Arthur, Tex., before Examiner 
Weaver, was postponed to a date to be hereafter fixed. 


Hearing in I. and S. 2099, assigned for May 9 at Pittsburgh, 
was cancelled. 


ABANDONMENT OF LINE 
The Central New York Southern Railroad Corporation has 
been authorized by the Commission to abandon, as to interstate 
and foreign commerce, its line of railroad extending from a 
connection with the New York Central at Auburn, N. Y,, to @ 
connection with the line of the Ithaca Traction Corporation 4 
Ithaca, N. Y., a distance of about 37 miles. Protests were 
made against the application. The New York Public oa 
Commission recommended that the application be granted. = 
company suspended operations October 31, 1923. The — 
sion said annual reports to it indicated the applicant had su 
fered a deficit in net income every year since it was a 
rated in 1914, It said the track and structures were peer 
maintained and required extensive replacements and ge 
that the equipment was in poor condition; that the line ined 
closely paralleled on the east and on the west by ee mr 
of the Lehigh Valley, and that an improved highway betw 
Auburn and Ithaca also paralleled the line. 
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Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


7 12—Washi on, D. C.—Examiner Keeler: 
' 13158—Nelson el Company et al. vs. C. & O. Ry. et al. 
May 12—Washington, D. C.—Examiner Davis: 
inance No. 3501—In the matter of the application of the Salina & 


Santa Fe Ry. Co. for a certificate of public-convenience and neces- 
sity authorizing it to acquire a line of railroad. 

Finance No. In the matter of the application of the Atchison, 
Topeka & Santa Fe Ry Co. for authority to acquire control, by 
lease and purchase of stock of the Salina & Santa Fe Ry. Co. 

“~~ 12—Los Angeles, Callf.—Commissioner Meyer: 

15303—-Los Angeles Lumber Products Company ys. Southern Pacific 
Company. 
May 12—Steubenville, Ohio—Examiner Witters: 

1$640—Th 


e Beacon Coal Company vs. Director General, N. Y. C. 
R. R, et al. 


Mey 12—Washington, D. C.—Examiner Fleming: 
1 WPT maces reek Coal & Coke Company vs. Atlantic City R. R. 
e » 
May 12—Burlington, Ia.—Examiner Seal: 


I. and S. No. —Lumber, Missouri points to Burlington and West 
Burlington, Ia. 
May 12—Kansas City, Mo.—Examiner Fuller: 
1. and S. Ne. 2083—Petroleum and its products between Colorado, 
New Mexico and Utah. 
May 12—Pensacola, Fla.—Examiner Smith: 
1. and §. No. 2079—Creosoting forest products in transit at Pensa- 
cola, Fla. 
May 12—Chicago, Ill.—Examiner Pyne: 
i. and S. No, 2076—Paper scrap, between Chicago, IIl., and Joliet, Ill. 
May 12—El Paso, Tex.—Examiner Weaver: 
1 oe Packing Company et al. vs. Arizona Eastern R. R. 


et al. 
15028—Peyton Packing Company vs. Abilene & Southern Ry. et al. 
May 13—New York City, N. Y.: 
12066—Construction and repair of railway equipment. 
May 13—New York City, N. Y.—Examiner Konigsberg: 
1. and S. No. 2091—Carbide of calcium from Sault Ste. Marie, Mich., 
to various southern points. 
May 13—Kansas City, Mo.—Examiner Fuller: 
1, and 8. No. 2094—Cotton batting in Western Trunk Line territory. 
May 14—Muscatine, Ia.—Examiner Seal: 
146730. S. Button Company vs. Ill. Cent. R. R. et al. 
ae A 14—Jacksonville, Fla.—Examiner Smith: 
15614—Elberta Crate Company vs. A. C. L. R. R. et al. 
May 14—Argument at Washington, D. C.: 
11783—Traffic Bureau of the Douglas Chamber of Commerce and 
Mines et al. vs. Director General, Arizona Eastern et al. 
11846 (and Sub. No. 1)—Oklahoma Publishing Co, et al. vs. Director 
General, Ahnapee & Western Ry. et al. 
864—Oklahoma Paper Company et al. vs. Director General, Ahnapee 
& Western Ry. et al. 
May 15—Cleveland, Ohio—Examiner Witters: 
ee Cleveland Worsted Mills Company vs. B. & O. R. R. 
e . 


May 15—Washington, D. C.—Examiner Fleming: 

12497 (and Sub. No. 1)—United States of America vs. Director- 
General, B. & O. R. R., et al. (in re supplemental petition filed 
by complainant). 

ey See Francisco, Callf.—Commissioner Meyer: 

15303—Los Angeles Lumber Products Company vs. Southern Pacific 
Company. 

May 15—Kansas City, Mo.—Examiner Fuller: 
18360—Board of Trade of Kansas City, Mo. vs. A. & W. Ry. et al. 
May 15—New Haven, Conn.—Examiner Konigsberg: 

18610—Farrel Foundry & Machine Company vs. A. B, & A. Ry. 

et al. 
May 15—Chicago, Il1l._—Examiner Pyne: 
18576-—Old Ben Coal Corporation vs. C. C. C. & St. L. Ry. et al. 


May 15—Argument at Washington, D. C.: 
{3942—Diamond Match Company vs. Director General. 
13318—Boston Wool Trade Association vs. Director General. 


May 16—Washington, D. C.—Examiner Boles: 

Pinance No. 3472—In the latter of the application of the Coal River 
& Eastern eee Co. for a certificate of public convenience and 
necessity authorizing it to construct a line of railroad. 

May 17—Chicago, Ill.—Examiner Pyne: 
1. and S. No. 2100—Team track storage at Chicago, IIl. 
May 17—Boston, Mass.—Examiner Konigsberg: 
15728—Tolman, Dow & Company, Inc., et al. vs. Tenn. Cent. Ry. 


et al. 
15749—Beggs & Cobb, Inc., et al. vs. B. & M. R. R. et al. 
May 17—Argument at Washington, D. C.: 
14371—Arkansas Fertilizer Company vs. Abilene & Southern Ry. et al, 
May 19—Chicago, Ill.—Examiner Pyne: 
13950—The Atlas Portland Cement Company vs. Director General. 
May 19—Washington, D. C.—Examiner Hosmer: 
and S&S. Now 2086—A bsorption of switching charges at Ports- 
mouth, Va. 
May 19—Washington, D. C.—Examiner Pattison: 
Val. Dkt. No. 327—In re tentative valuation of the properties of the 
Great Northern Railway Co. and Montana Eastern Ry. Co. 
May 19—Washington, D. C.—Commissioner Aitchison: 
13896—In re rules governing ratings of coal mines, other than anthra- 
cite and the distribution of cars to such mines. 
May 19—Boston, Mass.—Examiner Konigsberg: 
1. and S. No. 2089—Rail and lake rates, New England to C. F. A. 
and W. T. L. points. 
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Mow. 19—Douglas, Ariz.—Examiner Weaver: 


64—Southern Arizona Traffic Assn. et 
Arizona Eastern R. R., et al. al. vs. Director General, 


12391—Southern Arizona Traffic Assn. et al, ; 
Arizona Eastern R. R., et al et al. vs: Director General, 


13180—E. A. Tovrea & Company et al. vs. Director General. 
May 19—Omaha, Nebr.—Examiner Seal: 

15668—Omaha Cold Storage Company et al. vs. C. & N. W. Ry et al 
me 19—Argument at Washington, D. C.: P 


ag Steel Car Company vs, Director General, B. & 0, 


. et al. 
Finance No. 1311—Deficit Settlement with Cri 
eee ee Cripple Creek & Colorado 
vor 19—Boston, Mass.—Examiner Konigsberg: 
* Fourth Section ne No. 380i—Rail and lake rates from Eastern 
Trunk Line territory via Canada Atlantic Transit Company. 
ee a eae Seal: 
» an - No. 2109—Grain an rain products, Mi i Rive 
to Cairo, Ill., when for beyond. ” — 
ss: me eggs oe iy pean gape McGrath: 
. an . No. me from Eastern Trunk Lin i i 
burgh, Pa., Youngstown, O. and related points. to Pee 
May 20—Chicago, Ill.—Examiner Pyne: 
1. and S. No. 2071—Routing of coal from C. & O. Ry., via La Crosse 
nd. 4 
May 20—Washington, D. C.—Examiner Fleming: 
15697—Greenville & Northern Railway Company vs. Southern Rail- 
way Company. 
May 20—Argument at Washington, D. C.: 
14451 (and Sub. Nos. 1 to 4, inci.)—The Procter & Gamble Distribut- 
ing Company et al. vs. St. L.-S. F. Ry. et al. 
1411 _— Sub No. 1)—Magnolia Provision Company vs. Santa Fe 


r points 


et 
bi + fe Chamber of Commerce et al. vs, Alexandria & Western 


y. 3 
ee, D. C.—Commissioner McManamy and Exam. 
iver: 
* 13569—(and related cases)—Southeastern Sugar Investigation. 
ox 21—Argument at Washington, D. C.: 
1 eng ty bes Products Company, Inc, vs. N. Y., N. H. & 
id . ‘. e o e 
“— 21—Lansing, Mich.—Public Utilities Commission of Michigan: 
inance No. 3079—Construction and operation of line by Detroit 
Connection Railroad. 
Finance No. 2805—Construction and operation of line by Detroit 
Grand Belt Railroad Company. 
May 21—Muskogee, Okla.—Examiner Seal: 
es a Oklahoma & Gulf Ry. Co. et al. vs. Missouri Pacific 
. R. et al. 
= 22—Argument at Washington, D. C.: 
14397—Liberty Glass Company vs. St. L.-S. F. Ry. 
14717—-Mistletoe Creameries et al vs. Santa Fe et al. 
14956—-Southland Cotton Oil Company vs. M. K. & T. Ry. and C. E. 
Schaff, receiver. 
15982—-Denver Alfalfa Milling & Products Co. vs. Director-General. 
Mer 22—Washington, D. C.—Examiner honeys 1 
1570i—BHlectric Short Line Railway Company, W. J. Hield and E. D. 
Luce, receivers, vs. A. T. & S. F. Ry. et al 
May 22—Phoenix, Ariz.—Examiner Weaver: 
14351—Traffic Bureau of the Phoenix Chamber of Commerce et al. 
vs. Santa Fe et al. 
May 22—Chicago, Ill—Examiner Pyne: 
15570— Wellsville Fire Brick Company vs. Director General. 
54! neral Refractories Company vs. E. J. & E. Ry. Co. 
15630—W. B. Ahern Brokerage Company et al. A. C. L. R. R. et al. 
May 23—Savannah, Ga.—Examiner Keeler: ‘ 
1. and S. No. 2104—Sugar, Macon territory to Southwestern states. 
* Portions of Fourth Section Apps. Nos, 699, 700 and 701, filed by 
Agents Leland and Tucker, concerning rates on sugar, C. L., from 
points in Macon, Ga., territory to points in Arkansas, Louisiana, 
—* Oklahoma and Texas. (In connection with I. & S. No. 
04). 
May 23—Chicago, Ill.—Examiner Pyne: 
ry niin of Trade of the City of Chicago vs. A. T. & S. F. Ry. 
et al. 
new 23—Argument at Washington, D. C.: " 
14154—American Steel Export Company vs. Director-General. 
14649—Transcontinental Oil Company vs. A. & V. ms et al. t of 
14962—Manufacturers’ Association of Chicago Heights, on behalf 0 
American Manganese Steel Company vs. P. R. R. et al. 
15233—The Chaffee Railroad Company vs. W. Md. Ry. et al. 
May 23—Phoenix, Ariz.—Examiner Weaver: odity 
I. and S. 1980 (and first supplemental order)—Class and comm 
rates from various points to Mesa, Ariz. tera 
13139—Graham & Gila Counties Traffic Ass’n vs. Arizona Eas 
R.R. et al. 
May 23—Tulsa, Okla.—Examiner Seal: Okla. 
1. and S. No. 2062—Intermediate switching charges at Tulsa, 
May 23—Atlanta, Ga.—Examiner Smith: L. & 
14949 (and Sub. Nos. 1 to 4, Inclusive)—Randall Brothers vs. 
N. R. R. et al. 
May 23—St. Joseph,.Mo.—Examiner Fuller: 
15616—St. Joseph Viscosity Oil Company vs. Mo. Pac. R. e Storage 
15615 (and Sub. Nos. 1 to 5, Incl.)—Artesian Ice & Col 
Company vs. Santa Fe et al. 
May 23—Lansing, Mich.—Examiner Witters: 1 
15607—Holland Furnace Company vs. Pere Marquette Ry. et 4) 
May 24—Argument at Washington, D. C.: 
14545—West Virginia Rail Company vs. P. R. R. et al. an 
14695—Patterson Produce Co, et al vs. Abilene & Southern Ry 
May 24—Atlanta, Ga.—Examiner Smith: 
: and S. No. 2095—Estimated weights on horses and mules in 
Southern territory. 
May 24—Tulsa, Okla.—Examiner Seal: ; ' 
1748_—Western Petroleum Refiners Association vs. St. L.-S. F. Ry 
t al. 
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Our Warehouses are Served by Private Tracks on 
which All Lines, both Steam and Traction, Deliver Cars 
Free of Switch Charge. 


Over 70 DailyfJMerchandisej[Cars from Decatur, Illi- 
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al. COLORADO BUILDING 418-480 S. MARKET STREET Inois, to Illinois Points. 
Telephone, Main 3840 Telephone, Harrison 8808 


y et al. 


ules in 


STORAGE AND DISTRIBUTION 





UM 


F. Ry. MA 






TT TTT 












1246 











Many of the most 
important cities 
on this map are 
within over-night 
trucking distance 
of Port Newark. 
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‘the west and south. 
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Commerce Has Recognized This Natural 


Distributing Center 


The flow of goods over the docks at 
Port Newark increases every week. 
It is the eastern distributing center 
for over a score of nationally known 
manufacturers, and inland shippers 


_are taking advantage of its direct 


rail-to-water connections by consign- 
ing their overseas shipments through 
Port Newark. 


Port Newark has an unlimited future 
because, by virtue of its very loca- 
tion and development, it is a natural 
distributing center: It has direct 
switching connections with seven of 
the most important trunk lines to 
It is connected 
by splendid motor highways with the 


greatest cities of the East. It is 
within the limits of New York harbor, 
where the world’s commerce centers, 
and it is the only port in the harbor 
where direct rail-to-ship connections 
on a big scale are possible. 


The need for warehouses at Port 
Newark is rapidly increasing. Fore- 
sighted executives are now acquiring 
land and leases on terms that ina 
few years will seem remarkably rea- 
sonable. If you are a progressive 
shipping executive you will want 
complete information about Port 
Newark. Write for the comprehen- 
sive free book ‘‘Port Newark” that 
gives all the details. 


THOS. L. RAYMOND, Director 


Department of Public Improvements 


Newark, New Jersey 
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ROUTE YOUR FREIGHT 


FOR 


REGULAR DEPENDABLE SERVICE 


ViA THE 


SOO LINE 


BETWEEN 


| ALL POINTS w THe EAST ann SOUTH | 








AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


(Fe avold delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION —— IN we a eee 
This document must be delivered railroad agent at Initial point with the shipment and accompany same to Canadian port of e 


Boston, Mass., 40 Central St. AGENCI ES Pittsburgh, Pa., 840 Sixth Ave. 

Buffalo, N. Y., 409-410 Iroquois Bldg. Los Angeles, Cal., 605 So. Spring St. Portland, Ore., 55 Third St. 

Chicago, Ill., 707 Mer. Loan & Trust Bldg. Memphis, Tenn., Porter Bldg. St. Leuis, Mo., 2050 Railway Exch. Bldg. 
Chip 940 Deed Bldg. Milwaukee, Wis., b-- Wisconsin 8t. St. Paul, Minaz., 1112 Menchants National 


ppewa Falls, Wis. 18 Idg. Bank Bidg. 
Cincinnati, O., 409 Traction Bldg. Minneapolis, Minn., Soo Line Bidg., 5th St. San Francisco, Cal., 675 Market St. 
Cleveland, O., 1040 Prospect Ave. and Marquette Ave. Sault Ste. Marie, Mich. 

Detroit, Mich., bon Free Press Bidg. Neenah, Wis. Seattle, Wash., 608 2nd A 

Duluth, Minn., 820 West Superior St. New York, N. Y., Woolworth Bldg. Spokane, Wash., 1006 Old Nav’ Bank Bldg. 
Grand Rapids, Mien, 414 Linquist Bldg. Omaha, Neb., 1025 W. O. W. Bidg. Superior, Wis. 

Indianapelie, Ind., 522 Merch. Bank Bldg. Philadelphia, Pa., Cross Bidg., Locust St. at Waukesha, Wis. 

Kansas City, Mo., 138 Railway Ex. Bldg. 15th. Winnipeg, Man., 603-604 Lombard Bldg. 


ROUTE YOUR FREIGHT-CARE st tee LINE 
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COTTER DISTRIBUTION CENTERS 
SOLVE THAT YEAR *ROUND PROBLEM. 


Keeping Warehouse Expense in Proportion 
to the Volume of Stock Handled—— 


Warehouse economy is paying for service in exact propor- 
tion to the volume of your necessary stocks. 


The cost of Cotterage Service is based upon either package 
or weight as the case requires. By this method, the cost of 
your distribution depends entirely upon the volume of goods 
actually in the warehouse. 


Seasonable products are the most unwieldy. They must be 
on the ground in the “selling season” to meet local competi- 
tion and assure prompt delivery. Cotterage Warehouse 
and Distribution Service affords manufacturers storehouses 
for their products during the production seasons and ade- 
quate distribution facilities in the selling season. The charge 
is always in proportion to the volume handled. The big 
advantage is an ample spot stock when the season opens. 
Then as the goods are delivered and checked out the cost 













FOR CE! STATES 
RCHANDISE 


. . : os 
diminishes. 
por the EIGHT MERCHANDISE 
A private warehouse costs practically as much to operate RAILROAD CENTERS OF OHIO. 


when nearly empty as when it is filled. Cotter Warehouse 
service cost is flexible and always in proportion to the 
volume handled. 


Let us prove to you that warehouse distribution will cut 
down your costs. Your requests for information should be 
addressed to our executive offices. 









Talk the plan over with your Sales 
Manager. He is reading Cotterage 
ads in “‘Sales Management’’ 





TheilLLe COTTER WAREHOUSE Company 
&stablished in 1882 
Akron, Columbus, Mansfield and Toledo 
Executive Offices at Mansfield,Ohio 
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The San Antonio and Aransas Pass Railway Co. 


uy, 
Y Y 


OEnid 


he. y Muskogee 


Pyeno 
8 OklahomaCity 


e G. F. A., ‘ . x hicka a 4 
San Antonio, Tex. McAlester Little Rock, 


H. C. Franks, 
Gen. Agt. Frt. Dept., 
San Antonio, Tex. 


W. A. Springall, 
Com. A 
San tonio, Tex. 


A. R. Canfield, 
Com. Agt., 
Houston, Tex. 


SRA 


4 


ee Weasrhoans 
7 


pShreveport 


SX 


Sd 


ACCOMMODATING 
PERFORMANCE 


Making close connection wih the Freight Service on all principal lines with which we connect; 
our service is unexcelled with through fast freight trains for carload and package freight making the 
time between terminals shown below, also to Mexico via Laredo. 




















rats Waco Houston | San Antonio Coxpes Caria Alice |karede via List of Direct Connecting Rail Lines: 
—__}_Tiac___ — ay Vs a ee Aransas Harbor Terminal y 
eee) oo | ime | BS | BS | BS | oS | Rredericksburs & Northern Ry 
pee sure 181¢ hes. eccccers ii « o« ” -— ee pan Be Ry. ™ 
service in days from following cities and Ri ings: terna Great Northern Ry. 
Below is approximate service in days nema rai sins oe « A neni me i i, Kansas & Texas Ry. 
Wace Houston _|_San Antonio _| Corpus Christi | __Alice__|Larede via Alice : 
nh pen | wer | ger | mem | ror Raine 
she ne a « HF] “ “ 4« St. Louis Southwestern Ry.(Cotton Belt) 
3 days 3% 7 . Abbe 3; 3% ** 
Proportionate service to above is rendered to all intermediate points. & Brazos Valley Ry 


Texas Mexican Ry. aud 
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Peer + AC IPtiC LINES 


The ‘‘Off-Line’’ Agency 


The closing by the Government as a war measure, of the "Off-Line": - 
agencies of the railroads on the theory that they were merely soliciting 
organizations for which there was then no further use, served to empha- 
size the value of these organizations. The agencies were sadly missed 
and it was quickly realized that they had formed an indispensable and 
publicly helpful part of the railroad machinery. Promptly upon the re- 
turn of its properties to its own management, the Southern Pacific re- 
built its splendid organization of off-line agencies throughout the 
East, Southeast and Middle West. It was one of the first railroads to 
take this action and a complete off-line staff was ready to function in 
the public service-on the day the corporate management resumed control. 

These organizations represent the Southern Pacific and afford a 
connecting link between our patrons and the public in the great east- 
ern, southern and middle western regions and the officers of this com- 
pany, facilitating co-operation between the thousands who use and the 
thousands who manage and operate these railroads and steamship lines. 
To assist their efforts and permit closer touch with them, and through 
them with the public, periodical conferences are held for the discussion 
of problems and interchange of views looking toward more effective co- 
operation and better service. 

Such a conference will be held at the office of the Director of 
Traffic, New York, beginning May 21, 1924, which will be attended by 
traffic officers from the Pacific Coast and from Texas and Louisiana 
and by the following general agents: 


E. 8S. Leavitt, G. H. Vogel, Robt. McDowell, C. T. Collett, 
G. A., Bosten, Mass. G. A., Buffalo, N. Y. G. A., Cincinnati, O. G. A., Chicago, Ill. 


8s. = Chiles, . G. Her _D. Asbur. L. B. Banks, 
. A. F. D., New York, N. Y. "_ A. Pickareh, Pa. Gq. Be : ar Ga. G. A., St. Louis, Mo. 
F. W. Sedgewick, 
G, A., Kansas City, Mo. 


F. T. ooks, Lyon Liston, Ek. C. Bouchard, E. H. Williams, 
G. As “Philadelphia, Pa. G. A., Indianapolis, Ind. G. A., Memphis, Tenn. G. A., Denver, Colo. 


Ws Be ag = : WwW. W. Hale, ~—~-F- Ao Eads; -~----- -_— F. M..- Giralt, - 
G. _ a Md. G. A., Detroit, Mich. G. A., Oklahoma City, Okla. G. A., Havana, Cuba. 


A. ty Pk yu —— G. Cook, S. J. Brown, 
. P. D., New York, N. Y. G. A., Cleveland, O. G. A., Birmingham, Ala. 


These conferences co-ordinate and weld the off-line agencies into 
an effective co-operative machine. A glance at the list will visualize 
the scope and opportunity of such a gathering to assist in tuning this 
great transportation engine as an effective instrument of public service. 
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